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MR. THOM’S IDEAS 

We are printing elsewhere the address of Alfred P. 
Thom, general counsel of the Association of Railway 
Executives, made before the Transportation Club of 
Louisville this week at its annual dinner, given in con- 
nection with the meeting of the Associated Traffic Clubs 
of America in that city. As usual, what Mr. Thom has 
to say is interestingly and forcefully said and, whether 
one agrees with him in all particulars or not, his thought 
is stimulating and his method of approach always fair 
and reasonable. 

On this particular occasion he suggested that, 
though the solution of our transportation problems may 
be approached from different points of view, we all have 
common duties and common interests and that it must 
be realized that neither the public nor the railroads can 
prosper if the other suffers economic injustice. This is 
the realization that we must all have if we are to get 
anywhere in the settlement as to proper transportation 
policies. Though our points of view may be different, 
our interests are common. What the public wants is 
adequate service at rates that are reasonable; what the 
railroads want is compensatory rates and reasonable 
regulation of practices. There is no reason why all fair 
minded persons cannot agree on general means of arriv- 
ing at such a situation. There will always be differences 
as to details, but there is no good reason for differences 
as to the goal to be reached. The reason there are dif- 
ferences is that people who have to deal with the situa- 
tion, on both the railroad and the industrial sides, while 
admitting, perhaps, the general principle, as we have 
stated it, are either incapable of applying or unwilling 
to apply the principle to specific situations. Mr. Thom 
is one who can and does. 

We would call especial attention to Mr. Thom’s 
point, made in his own way, that, though there are other 
means of transportation that are coming increasingly 


into use, we must always depend on the railroads, in 
this country, to carry the principal burden of transporta- 
tion. He mentions the motor trucks and busses and the 
airplanes. He might also have mentioned boats on the 
inland waterways, which, if they are not coming into 
increased use, at least are the subjects of great effort 
by persons who would have them used to greater extent 
and would employ government aid to bring them into 
such use as competitors of the railroads. We recognize, 
as does Mr. Thom, that all means of transportation are 
legitimate and should be made use of when they can be 
used to advantage, but we have always insisted that, in 
encouraging and fostering subsidiary agencies of trans- 
portation, we must not lose sight of the fact that our 
main dependence must be on the ‘railroads, and that, 
therefore, our policy toward them must be constructive. 
Persons who are enthusiastic about this, that, or the 
other method of transportation—especially the advocates 
of inland waterways—do not always keep this in mind. 
Indeed, their main argument is often that the waterways 
offer cheap competition with the railroads and so the 
government ought to aid them to exist and do business, 
refusing to recognize that, though it is perfectly legiti- 
mate for a waterway carrier or any other form of trans- 
portation to compete with the railroad on a business 
basis, it is destructive for the government, by means of 
subsidy through taxation, to set up artificial competition, 
and that there is no real gain to anybody in forcing 
railroad rates to a point below where they fairly should 
be. The railroads must be maintained as our principal 
and necessary agency of transportation, no matter how 
many other supplementary agencies may be developed 
or how valuable their services may be. 

Mr. Thom’s attitude toward section 15a—the rate 
making section of the transportation act—is in line with 
our own. The section is not perfect but it should be 
changed only in a constructive way and every effort 
should be made to prevent any tampering with it unless 
it is reasonably certain that those who do the tampering 
are influenced by constructive purpose. 

We do not agree with Mr. Thom in his views on 
railroad consolidation as an important part of the solu- 
tion of our transportation problems. His arguments for 
it are the arguments that we have heretofore encoun- 
tered and that we have tried to meet. We think that 
general consolidation, as proposed, is a mirage. Theo- 
retically, it would accomplish many things, but prac- 
tically it would make railroad management unwieldy, 
would impair service to the shipper, and would not 
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Modern Type 1,000 H. P. Articulated Electric Locomotive used on Lines of Illinois Traction System 


There’s a Traction Representative 
In Your Territory 


NY one of the following off-line repre- 
sentatives is at your service: 


D. R. PECK, 208 S. La Salle St., Chicago 
L. B. KELZ, 11 Moore St., New York City 
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Metropolitan Life Bldg., Minneapolis 
C. F. BEACH, 703 Free Press Bldg., Detroit 
E. D. FORDE, 312 Park Bldg., Pittsburgh 
L. W. GENT, 211 Ry. Exchange, Kansas City 
J. M. BOAK, 415 Swetland Bldg., Cleveland 


W.H. Wylie, Traffic Manager, Ninth and Adams Streets, Springfield, Illinois 
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accomplish the principal thing its advocates claim for 
it—the doing away with the problem of the “weak” and 
the “strong” lines, even if consolidation on such a basis 
could be brought about, either voluntarily or by com- 
pulsion. We should have the same problem—though, of 
course, not so widely diversified—as “weak systems” 
and “strong systems” developed. Such development 
would be inherent under any plan that could possibly 
be devised. The only way to avoid it would be to rear- 
range the systems or consolidations constantly. It is 
important, however, that a man like Mr. Thom believes 
that general consolidation can be brought about and that 
it would avail in important measure to cure the situation. 

We are in hearty agreement, however, with all that 
Mr. Thom so frankly and clearly says about the tend- 
ency to political rate-making and the Hoch-Smith reso- 
lution as an illustration of that tendency. We call atten- 
tion to the fact that he says the resolution should be 
repealed, which is refreshing after the endless words we 
have read from other attorneys of lesser standing in 
their efforts to prove that the resolution means this, 
that, or the other thing, and that its consequences will 
not be evil. It is enough for us and it seems to be enough 
for Mr. Thom that the intent of the resolution is to 
interfere with the judgment ‘of the Commission in regu- 
lating rates and that the expense of money and waste 
of time under it, even on the theory that no specific 
other evil will result, is sufficient to condemn it even 
if we should win on the gambler’s chance that the Com- 
mission will find some way to avoid doing what any 
sensible man knows Congress meant to tell it to do. It 
may or may not be significant that Mr. Thom, when 
speaking of railroad consolidation, took pains to say that 
he was merely expressing his own view and had no 
direction or authority to speak for the railroads that 
employ him, but, in speaking of political rate making 
and the Hoch-Smith resolution, he made no such quali- 
fication. At least we hope he speaks the ideas of the 
railroads generally in this respect and that what he and 
a few others have said will come to be the voice of the 
public, as yet apparently unappreciative of what is hap- 
pening. 

Except for his railroad consolidation ideas, Mr. 
Thom’s address was in perfect accord with the ideas of 
the Associated Traffic Clubs of America, the delegates 
to the semi-annual meeting of which were in his audi- 
ence, the guests of the Louisville club. This applies to 
the spirit of what was said and the point of view advo- 
cated, as well as to specific problems dealt with. The 
association, with respect to consolidation, has taken the 
ground that it should come about only as the result of 
natural and voluntary action on the part of the carriers 
and, to that end, the Commission should have jurisdic- 
tion to grant permission for consolidations when, after 
due hearing, it finds them to be in the public interest. 


SOUTH AND THE COMMISSION 


Senator Underwood of Alabama, in a speech to bankers at 
Atlantic City expressed views as to the composition of the Com- 
mission, believed to be intended to forward the efforts that are 
being made to induce the President to appoint a southern man 
to a place on that body. Failure to have a southern man on the 
Commission (Commissioner McChord, whose home is in Ken- 
tucky not being considered a southern man) the senator sug- 
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gested, would cause consolidation of railroad matters more likely 
to be decided favorably to the local viewpoints than “to the 
mass unrepresented and on the outside.” He said that that was 
likely because the Commission was not representative of all 
parts of the country. He treated railroad consolidation as a 
matter of vital concern. As reported from Atlantic City, the 
senator, in part said: 


I have no criticism against the character, attainments or honesty 
of the members of the commission, but all men’s environment to a 
greater or less extent affects their judgment. Since organization 
of the commission in 1887 the south and the west, viewed either 
from standpoint of territory, population, or production, have been 
deprived of equal and just representation. If you draw a straight 
line across the United States from Baltimore in the east to San 
Francisco in the west you will find every member of the present 
commission was a resident of territory north of that line at the 
time of his appointment. 

If we wish a complete and satisfactory settlement of the prob- 
lem and a permanent basis established that will take the railroads 
out of politics, serve the producers of the country and become a 
final determination of the matter, fair and just representation must 
be given on the commission to that territory that stands unrepre- 
sented today. 


The senator’s speech is the first intimation those who have 
taken a great interest in the consolidation of railroads have 
received that failure of the President to appoint a man from the 
south, assuming he means south in a rate and not a geograph- 
ical sense, has had or is likely to have an unfavorable effect 
upon proposals to consolidate southern railroads, again using the 
word in the freight rate and not the geographical sense. 

Few acqusition and no consolidation proposals have come 
from the south. The merger of the Gulf Coast Lines and the 
International-Great Northern and the acquisition of the consoli- 
dated properties by the Missouri Pacific, and the acquisition of 
the El Paso & Southwestern by the Southern Pacific, practically 
confined to southwestern lines territory are the only easily re- 
called southern combinations. Texas objected to what was pro- 
posed but the Commission approved what was done, with oppo- 
sition largely confined, outside of Texas, to Commissioner East- 
man’s general objection to acquisition because, as he sees them, 
they are consolidations and not lawfully permissible now be- 
cause the Commission has not adopted a final consolidation plan. 

No objection was made on the broad ground that the ac- 
quisitions were being dictated by “local viewpoints” and pre- 
sumably in opposition to the general interest of the country. 
Texas objected because it was her view that her constitution 
should prevail against the judgment of the federal body exercised 
under a federal statute providing for consolidations and acquisi- 
tions. If the Texas point of view be taken as a “local viewpoint” 
the decision of the Commission, it might be suggested, was the 
reverse of what the Alabama senator told the bankers was likely 
to be the fact because no southern man, in a rate sense, is a 
member of the Commission. 


SUSPENDED TARIFFS 


In I. and S. No. 2521, the Commission has suspended from 
October 5 until February 2, schedules as published in Glenn’s 
I. C. C. No. A-523 and in supplement No. 3 to Atlantic Coast Line, 
I. C. C. No. B-2348. The suspended schedules propose to revise 
the rates on potatoes, carloads, from Southeastern and Carolina 
territories to Ohio and Mississippi River crossings and Western 
points which would result in both increases and reductions. The 
following illustrations are indicative of the effect of the changes 
proposed: 


Potatoes, carloads, from Washington, N. C., to Battle Creek, 
Mich., present 65.33, proposed 60%; Grand Rapids, Mich., present 
50.27, proposed 60%. 


In I. and S. No. 2519, the Commission has suspended from 
October 3 until January 31 schedules as published in Chicago 
Great Western I. C. C. No. 5171. The suspended schedules pro- 
pose to restrict the routing of grain and grain products from 
points in the northwest to destinations in the Mississippi Valley 
territory, so that the rates would not apply in connection with 
the Pittsburgh, Cincinnati, Chicago & St. Louis Railroad. 

In I. and S. No. 2520, the Commission has suspended from 
October 5 until February 2, schedules as published in supplement 
No. 92 to joint tariff, Jones’ I. C. C. No. 1461 and Leland’s I. C. 
C. No. 1645. The suspended schedules propose to increase rates 
on import shipments of nitrate of soda, carloads, from New Or- 
leans, La., group points to destinations in Arkansas and Okla- 
homa, via the lines of certain carriers, by assessing a handling 
charge of 21% cents per 100 pounds from shipside in addition to 
the through rate. The following is illustrative: 


Nitrate of soda, carloads, from New Orleans, La., to Kimball, 
pein tame 26%, proposed 29; Little Rock, Ark., present 32, pro- 
pose 4%. 


UNCONTESTED FINANCE CASE 


The National Coal Railway Company has been authorized 
to issue $305,500 of common capital stock, consisting of 30,550 
shares of the par value of $10 each, and $150,000 of first mort- 
gage 6 per cent bonds. 








806 THE TRAFFIC WORLD 


COMMISSION ORDERS 


The Board of Railroad Commissioners of the State of Mon- 
tana has been permitted to intervene in No. 17143, Pacific States 
Butter, Egg, Cheese and Poultry Association vs. Southern Pa- 
cific Co. et al. 

The Certain-teed Products Corporation has been permitted 
to intervene in No. 17208, Oklahoma Sash & Door Company et 
al. vs. Santa Fe et al. 

The Commission has permitted the Sioux City Grain Ex- 
change to intervene in No. 17279, Des Moines Board of Trade 
et al. vs. Fort Dodge, Des Moines & Southern R. R. Co. et al. 

The order entered in No. 14312, Dawson Products Co. et al. 
vs. A. & V. Ry. Co. et al., and No. 14436, Harkrider-Keith-Cook 
Co. et al. vs. A. & S. Ry. Co. et al., on July 17, which was by its 
terms made effective September 15, and subsequently modified 
so as to become effective on October 15, 1925, is further modified 
so that it will become effective on November 15, 1925, instead of 
on said October 15, 1925. 

The Minneapolis Traffic Association, St. Paul Association of 
Public and Business Affairs, and The Ruberoid Company have 
been permitted to intervene in No. 17328, Certain-teed Products 
Corporation vs. A. & W. Ry. Co. et al. 

The Potlatch Lumber Co. has been permitted to intervene 
in No. 17076, Pacific States Lumber Co. et al. vs. Gt. Nor. Ry. 
Co. et al. 

The Champion Fibre Company has been permitted to inter- 
vene in No. 17323, Sonoco Products Company vs. A. C. L. R. R. 
et al. 

The Board of Railroad Commissioners of the State of North 
Dakota has been permitted to intervene in No. 17399, Board of 
Railroad Commissioners of the State of South Dakota vs. C. & N. 
W. Ry. Co. et al. 

The Commission has permitted the Chesapeake & Ohio Ry. 
Co. to intervene in Finance No. 4943, Application Norfolk & 
Western Ry. Co. for authority to acquire control, by lease, of the 
railroad of the Virginian Ry. Company. 

The Commission has permitted the Alpha-Pocahontas Coal 
Company, Covel Smokeless Coal Company, Devils Fork Coal 
Company, Faith Smokeless Coal Company, Gulf Coal Company, 
Gulf Smokeless Coal Company, MacAlpin Coal Company, Micajah 
Pocahontas Coal Company, Miller-Pocahontas Coal Company, 
Monticello Smokeless Coal Company, Morrison Coal Company, 
C. H. Mead Coal Company, Nuriva Smokeless Coal Company, Bai- 
ley-Wood Coal Company, Low Volatile Consolidated Coal Com- 
pany, Slab Fork Coal Company, Winding Gulf Colliery Company 
and Wyoming Coal Company to intervene in Finance No. 4943, 
Application Norfolk & Western Ry. Co., for authority to acquire 
control, by lease, of the railroad of the Virginian Railway Co. 

The order entered in No 15410, United Fig & Date Co. et al. 
vs. Alabama Great Southern R. R. Co. et al., which by its terms 
becomes effective October 30, is modified so as to become effec- 
tive November 30, but in all other respects said order shall re- 
main in full force and effect. 

The Federal Cement Tile Company has been permitted to 
intervene in No. 17257, American Cement Tile Mfg. Co. vs. A. & 
A R. R. Corp. et al. 

The Commission, in supplemental order No. 4, in No. 15006, 
Rates, Charges, Regulations and Practices Governing the Trans- 
portation of Anthracite Coal, upon petition of the Pennsylvania 


and other respondents, has modified its order of July 22, 1925, 
as follows: 


It is ordered that the fourth paragraph of the order of July 
22, 1925, in this proceeding be, and it is hereby, amended by 
changing the rate prescribed in sub-paragraph (a) to Tuxedo 
and Edgewood, Md., and other points on the Pennsylvania Railroad 
between said destinations, and in sub-paragraph (b) to Alex- 
andria Junction and Van Biber, Md., and other points on the 
Baltimore & Ohio Railroad between said destinations, from $3.45 
to $3.60 per ton of 2,240 pounds. 


It is further ordered that in all other respects, except as 
granted in Supplemental Order No. 2 of September 10, 1925, the 
said petitions be, and they are hereby, denied. 

It is further ordered that Supplemental Order No. 1 of Sep- 
tember 4, 1925, be, and it is hereby, vacated and set aside, and 
that the said order of July 22, 1925, be, and it is hereby, further 
amended so as to permit the rates published thereunder to be- 


come effective on or before October 15, 1925, on not less than three 
days’ notice. 


The Commission, by means of a third supplemental order, in 
No. 15006, the recent anthracite investigation, has amended the 
third paragraph of its order of July 22, 1925, by naming the fol- 
lowing as additional originating carriers: Kanawha, Glen Jean 
& Eastern, Sewell Valley and Greenbrier & Eastern. 

The Commission, in finance dockets No. 4187 and No. 4271 
has given the Chicago, Rock Island & Pacific an extension of 
one month, from October 1 to November 1, for beginning the 
construction of the two new lines in Oklahoma authorized by 
the report and order in those cases. The first line authorized 
is from Billings to Owens, Okla., and the second from Owens 
to Ponca City. The two lines constitute, in effect, but one proj- 
ect. The Rock Island, expecting opposition, which it encoun- 
tered, divided the project into two parts hoping that if one were 
denied the other would be granted. The Commission, however, 
granted certificates for the two projects, on condition that con- 
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struction was begun October 1. The Rock Island found it im- 
possible to begin work by that time, hence its application for 
the extension which has been granted. 

Armour & Company, John A. Eck Company, and J. L. Taylor 
Company have been permitted to intervene in No. 16526, Pacific 
Coast Vegetable Growers and Shippers Transportation Commit. 
tee et al. vs. Southern Pacific Co. et al. 


The order entered in No. 13905, The Iroquois Pulp & Paper 
Co. vs. Greenwich & Johnsonville Ry. Co. et al., on August 11 
1925, which was by its terms made effective October 31, 1995 
is modified so that it will become effective on November 39. 
1925, instead of on said October 31, 1925. 
The Toledo Furnace Company has been permitted to inter. 


vene in No. 17258, Hanna Furnace Co. vs. Ann Arbor R. R. (Co. 
et al. 


The Commission has permitted the Omaha Grain Exchange 
to intervene in No. 17085, Aberdeen Commercial Club et al. vs, 
Camas Prairie R. R. Co. 


D. & H. VALUATION CASE 


The Commission has denied the motions of the Delaware & 
Hudson and other carriers grouped with it “to vacate, rescind, 
withdraw, reconsider and revise” the tentative valuations of 
the properties of the carriers, and to issue tentative valuations 
conforming to the carriers’ interpretations of section 19a of the 
interstate commerce act. 


Referring to the motions and the tentative valuations is- 
sued under order of March 28, 1923, the Commission said: 


A. Protestants respectfully move the Commission to vacate, 
rescind, withdraw, reconsider and revise said order of March 23, 
1923, and said tentative valuation and tentative valuations and 
thereafter to make and substitute for said order in this proceeding, 
an order or orders establishing a lawful tentative valuation and ten- 
tative valuations fully conforming to said Section 19a, in the par- 
ticulars herein specified and in all other particulars. 

To fix a date within which protestants may submit a printea 
brief and argument in support of this motion and a subsequent date 
on which protestants may be heard orally thereon by the full Com- 
mission. 

C. To discontinue and suspend the hearing in this proceeding 
until the determination of the foregoing motion and that such de- 
termination may be by the Commission and by the full Commission. 

It appearing, That by said order of March 28 the Commission 
made, under and in accordance with the provisions of section 19a 
of the Interstate Commerce Act, tentative valuations of the proper- 
ties of the carriers; that thereafter protests against the tentative 
valuations were duly filed by the carriers in the office of the Com- 
mission; that thereafter the Commission assigned the protests for 
hearing before one of its examiners; that thereafter, and before 
the date of said hearing, the carriers instituted a suit in the Dis- 
trict Court of the United States for the Southern District of New 
York, in which suit, among other things, they requested the court to 
annual and set aside said order of March 28; that thereafter, and 
as a result of proceedings in said court, the court, by decree duly 
entered, denied the request and dismissed the petition of the car- 
riers in said suit (295 Fed. 558), and that in connection with such 
denial and dismissal the court, among other things, said: 

Entertaining these views, we are of opinion :(1) that the Com- 
mission has reasonably complied with the requirement of the statute 
in respect of “‘tentative valuation;’’ and (2) that the petitioners are 
not placed in any legally disadvantageous position by any act of 
the Commission. We therefore conclude that there is no equity in 
this application to suppress a merely preliminary step in a lawful 
valuation proceeding, and for that reason dismiss the petition, with- 
out costs. (Id. 561). 

It further appearing, That thereafter, upon appeal, said decree 
was affirmed by the Supreme Court of the United States (266 U. 3S. 
438); that the reasons set forth in said petition in support of the 
aforesaid request of the carriers were the same in substance as 
the reasons now advanced by the carriers in support of the motions 
covered by this order, and that the Commission is not required by 
said Interstate Commerce Act to pass unon or determine questions 
of law separately from the facts to which the law is to be applied; 

It is ordered, That said motion be, and it is hereby, denied, sub- 
ject to the right of the carriers and others interested to present to 
the Commission their views concerning pertinent questions of law, 
after they have placed in the record in said Valuation Docket No. 
328, at a hearing, the time and place of which will be fixed here- 
after by the Commission, evidence in support of such matters of 
fact as they may wish to have considered by the Commission in 
connection with the aforesaid protests of the carriers, including 


said questions of law. 


The Delaware & Hudson valuation proceedings have been 
assigned for hearing October 23. 


COMBINATION RULE CONFERENCE 


A conference probably will be held in the coming week on 
I. and S. No. 2479, the case in which the Commission suspended 
schedules proposing the establishment of joint rates on lumber 
from points south of the Ohio river to destinations north thereof, 
the closing of some routes and the cancellation of the rules for 
making rates by combination. Members of the board on suspen- 
sion believe that many points can be settled by conference, if not 
all. Any lessening of the issues, it is felt would be desirable 
because the question, in its simplest form is complex and diffi- 
cult. Efforts to hold a conference early in September came 
to naught because the carriers were engaged on other matters. 

When the effort to arrange for a conference in October was 
first made, October 12, discovery day, was suggested as appro- 
priate for persons endeavoring to find a way out but the shippers 
could not come. Then when the next day was suggested the 
carriers could not attend, so the matter was left standing in 
suspense until a day suited tio both sides could be found. 
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Current Topics 


in Washington 





Put Your Money on Coolidge.—Now that the Shipping Board 
has booted Leigh Palmer out of office, the demand for the resig- 
nation of Commissioner Haney, because he tried to have the 
poard do it long before it did, promises to start some streams 
of talk pertaining to the power of the President of the United 
States. Some have professed horror that Calvin Coolidge should 
have dared try to control the conduct of a board member, which 
horror, it might be suggested, would not be out of place had the 
effort of control been in respect of any quasi-judicial duty. It, 
however, was not even remotely related to a duty of that sort. The 
question as to Haney’s conduct arose in connection with an ex- 
ercise of some part of the executive power. The Constitution 
of the United States says “the executive power shall be vested 
in a President of the United States” and “he shall take care 
that the laws be faithfully executed.” In the last analysis, it is 
believed, he is the judge of how the executive power shall be 
exerted, regardless of the form of statute Congress shall write. 
When cabinet officers give orders, the theory is they speak for 
and in the name of the President, especially when either the 
secretary of war or secretary of the navy gives an order to an 
officer of the army or the navy. Any other theory, it has been 
suggested, would deprive the President of that which the Con- 
stitution gives him. In nearly every war time Congress has 
given the President many powers generally called additional 
powers, but it is a big question whether Congress can give him 
anything. It may create more duties, but the power to execute 
them, the language of the Constitution seems to say, rests in 
the President and in him only. How or by what instrumentali- 
ties he executes them Congress may go through the form of 
saying, but when one considers the wide scope of the declara- 
tion, “the executive power shall be vested in a President of the 
United States,” it seems natural to look about to find any grant 
by the people of the United States to the Congress of the power 
to say to the President how he shall do the executing or how 
he shall take care that the laws be faithfully executed. In other 
words, while the statute creates the Shipping Board and author- 
izes it to create the Emergency Fleet Corporation, if the man- 
agement of ships be an exertion of the executive power, how 
shall its acts be held to be an execution of that power if they 
are not in accord with his ideas? Lord Bryce, whose reputa- 
tion as a commentator on American institutions was not en- 
hanced by his appointment as Ambassador at Washington, 
speaking of Abraham Lincoln, said that the civil war Presi- 
dent had wielded more power than any single Englishman 
since the time of Cromwell. Congress gave him the “power” to 
suspend the writ of habeas corpus, although, as pointed out by 
T. J. Norton in his “Constitution of the United States, Its 
Sources, and Its Application,” the power to suspend the writ is 
given in the article relating to the legislative power and is not 
mentioned in the article relating to the executive power. The 
writ was suspended by Lincoln before the suspension act was 
passed and Chief Justice Taney said that that was illegally 
done. Then Congress passed a suspension act authorizing the 
President to suspend the writ, as a matter of public safety when 
required. There are many who think Congress had no more 
right to delegate that power than it has to delegate any admit- 
ted part of the legislative power. However, what President 
Coolidge has tried to do in respect of Commissioner Haney and 
may try to do in respect of the whole board does not come any- 
where near the question raised in regard to the suspension of 
the great writ for the protection of the citizen’s personal liberty. 
If the President is disposed to press his point and any one de- 
sires to go to the courts about the matter, it is believed the 
litigation will be short lived and that the President will not 
be the loser. In other words, when it comes to the executive 
power there is only one boss, the President of the United States. 





Young Man Hotchkiss Decides to Rest.—Elmore D. Hotch- 
kiss, after fifty-two years of continuous service for the Chesa- 
peake & Ohio, has decided that he no longer desires to be 
bothered with the exacting duties of the freight traffic manager- 
ship of that property. He has retired and Mr. Gilbert has 
stepped forward into that office. It is the testimony of Hotch- 
kiss’ colleagues that he sings just as lustily as ever in the Sun- 
day school and the church choir as he did forty years ago, and 
that there is no reason for his retirement other than that he 
has done well enough for himself to take time off for playing; 
perhaps also to organize himself a male chorus and challenge 
Chairman Aitchison’s male chorus to a bit of competitive sing- 
ing such as the Welsh enjoy in their eisteddfodau. Mr. Hotch- 
kiss was one of the veteran traffic men when the Traffic World 
was still wearing long dresses, along with men whose names no 
longer appear in the news columns pertaining to cases before 
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the Commission, such as the late C. B. Compton, D. M. Good- 
wyn and H. C. Barlow. Although he has passed the 75-year 
mark, no stranger would put him more than on the edge of the 
class of men designated as elderly. 





A Little Time Given for Thought.—A California state judge, 
at Los Angeles, has sentenced H. D. Hibbs and Thomas Hennes- 
sey to serve from 30 to 300 years in San Quentin prison for 
cheating by trick and device. They are the men who collected 
about $800,000 from gullibles in aid of what they said was their 
plan for consolidating eight or nine of the largest railroads into 
one system, pretending that they had been commissioned to 
bring that about, for a fee of about 3 per cent on the total in- 
volved, or about $6,000,000,000. They professed to have ex- 
hausted their own funds in getting the scheme going, hence they 
solicited funds to help them do the necessary work, part of 
which was to buy a federal judge and an interstate commerce 
commissioner. The consolidated system was to extend from 
coast to coast and to have been tacitly approved by the Com- 
mission, in advance of any hearing on the subject. No federal 
law was violated, rather no accusation of that kind. was made, 
but L. B. McCord, the special agent of the Commission’s bureau 
of investigation is given credit by the California authorities for 
having run down the fraud. The Commission was given an idea 
as to what was being done by an inquiry from a Los Angeles 
banker. He wanted to know more about the plan upon which 
the Commission was working. McCord was told to look into the 
thing, especially as the Commission’s name was being used by 
the two. They promised returns to those who furnished money 
at rates running from five to fifteen for one and one man put 
up more than $30,000. The long sentence was imposed to the 
end that Hibbs and Hennessey might think on whether they 
could afford to stay in prison rather than give up the money. 
While they were being tried they were able to conceal all traces 
of the money. It is figured they can hide the money, by means 
of arrangements made before they were locked up, for about 
five years, but that after that they will have to undertake new 
arrangements which will betray the hiding places. 





American Stenographers No Linguists.—More evidence that 
Europeans believe Americans are rich dumb-bells was furnished 
by the delegates to the Interparliamentary Union which has 
been holding its sessions here. Delegates from many of the 
fifty-seven varieties of “nations” created by the world war were 
peeved because American stenographers could not be found who 
would take down their words of wisdom and immediately trans- 
late them so delegates from all countries could enjoy their 
bright ideas the next day in their own tongues. English, French 
and German are the official languages of the Union. The Euro- 
peans called attention to the fact that when the Union met in 
Europe the translations were made almost as soon as a delegate 
finished speaking, while in the United States that work was 
delayed for days. The fact that in this country one can ride 
in a railroad train for a week without ever having to use more 
than one language seemingly did not impress them or furnish a 
reason for stenographers knowing no more than two tongues. 





Insubordination Among Railroads.—Bell clamorously for R. 
W. Barrett and R. N. Collyer. They solemnly assured the Com- 
mission, when it began its work in the eastern class rate Case, 
that the railroads were not proposing anything in the way of 
new rates. They were merely laying facts before it, they told 
the Commission; also suggestions as to what might be done in 
the way of making a new scale for Trunk Line territory. God 
forbid, they said, that any one should take the testimony of Mr. 
Collyer or any other witness as definite proposals for a settle- 
ment of the things supposed to be giving eastern shippers and 
railroads stomach trouble. Time and again Messrs. Barrett and 
Collyer, at the first set of hearings in the case, protested against 
any one referring to what the latter had said, as proposals. Be- 
fore that first set was over some of the witnesses became care- 
less in their language and referred to the things that had been 
laid on the table as proposals, but it was always understood that 
they had merely been sloppy in the use of their language. That 
was the theory even when some traffic vice-presidents made 
definite proposals as to treatment for western termini situations. 
Now, however, there is language in the report of Examiner M. 
W. Knowlton, in No. 16220, Was-cott Corporation vs. Kanawha, 
Glen Jean & Eastern, tending to show there is insubordination 
on the part of railroad witnesses. “It is stated on behalf of 
the defendants,’ wrote Knowlton, “that in the Eastern Class 
Rate Investigation, docket No. 15879, they have proposed local 
and joint rates for application between points in the territory 
under consideration which are lower than the present rates 
and are the same as proposed by the Chesapeake & Ohio.” If 
that is not insubordination, possibly treason, then there is no 
way for judging what is lack of respect for authority in the 
conduct of affairs. Perhaps the explanation is that Examiner 
Knowlton is not an accurate reporter. Seeing, however, that 
the work of examiners is fairly well supervised, the presumption 
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would be in favor of the accuracy of his report, wherefore the 
necessity for attention on the part of Messrs. Barrett and Coll- 
yer lest the Commission obtain the idea that definite proposals 
have been submitted to Mr. Eastman. 


Why South Lacks Representation.—It may be a bit obstruc- 
tive to the efforts southern traffic men are making to persuade 
the President to put a man from the heart of the south on the 
Commission to point out why, in the estimation of the politically 
learned, the south is ignored. It is fundamental that what a 
President does is primarily for the good of the country and also 
good for himself; good for himself meaning long life in office. 
Were it necessary for Calvin Coolidge’s nomination in 1928 to 
acquire the support of delegates from southern states, two or 
three men from the heart of the south would be appointed. But 
the votes of southern states, in Republican national conventions, 
are controlled by the holders of federal offices. The holders, in 
turn, are controlled by the President. His power of political 
life and death keeps them in line at convention time. That is 
why friends of William Howard Taft, in 1912, asserted and still 
maintain that he was as regularly nominated in that year as 
Theodore Roosevelt was nominated in 1904. Both had the sup- 
port of the hand-picked delegates. A Democratic President 
never has to fear the south. It is always regular—except in 
landslide years when the influence created by a proper appoint- 
ment to the bench of the Commission or any other office would 
not count for anything anyhow. Northern Democrats, therefore, 
are appointed by both Democratic and Republican presidents. 
When southern states become so uncertain in their political 
allegiance as to warrant courting by both parties, appointments to 
the Commission and other bodies and offices, it is generally be- 
lieved by the politicians of all parties, will be as common from 
the south as from other parts of the country. Political stead- 
fastness, on the part of an individual, may be rewarded by the 
bestowal of some small office, sometimes, but steadfastness on 
the part of a state pays exceedingly small dividends, if any at 
all. Should Florida go Republican in the congressional election 
next year and then in the presidential election in 1928, as some 
have suggested she may, Hudson Burr or some other Florida 
man may be expected to have a step ladder handed him so he 
may climb up alongside Clyde Bruce Aitchison and the other 
brethren on the Commission bench. A. E. H. 


N. Y. P. & C. PROJECT 


A recommendation that the application of the New York, 
Pittsburgh & Chicago Railroad for authority to build a line of 
railroad from Allegheny City to Easton, Pa., a distance of 283 
miles, with 61 miles of additional line for branches, should be 
denied, but without prejudice to resubmission with additional 
support and upon a record that will give broader consideration 
to the public interest’, has been made by C. V. Burnside, assist- 
ant director of the Commission’s Bureau of Finance, and Engi- 
neer-Examiner Edward Gray. 


The route of the proposed line, according to the proposed 
report on the application, would shorten the distance between 
New York City and Pittsburgh from 76.6 to 79.8 miles, depending 
on the connection used at Easton, as compared with the Penn- 
sylvania, which is the shortest existing route. Opposition to 
the application, in one form or another, was voiced by the Penn- 
sylvania, the Baltimore & Ohio, the New York Central, the Le- 
high Valley, the Delaware, Lackawanna & Western, and the Read- 


ing. The history of the project was summarized in the report 
as follows: 


The object of the proposed railroad is to provide a direct low- 
grade route between New York and Pittsburgh for through traffic 
between New York Harbor and the West. The project of an ad- 
ditional line across the state of Pennsylvania to serve that pur- 
pose is not a new one. The applicant is the successor of preced- 
ing corporations organized for that purpose. Surveys of portions 
of the route were made as early as 1903 and 1904, and three rail- 
way corporations, known as the Brush Creek & Crow’s Run Rail- 
road Company, the Indiana, Clearfield & Eastern Railroad Com- 
pany, and the Allentown, Tamaqua & Ashland Railroad Company, 
were organized in 1905 and 1906 under the laws of Pennsylvania. 
These companies were merged in 1906 under the name of New 
York, Pittsburgh & Chicago Air Line Railroad Company. Further 
surveys were made in 1907 and 1908, and in the latter year the 
chanchise was purchased by E. H. Harriman for $290,000. The 
question of the feasibility of the proposed route was referred by 
Mr. Harriman to L. F. Loree, now president of the Delaware & 
Hudson Company, and Mr. Loree, in turn, employed engineers to 
make a more thorough investigation than had yet been under- 
taken. The report of this investigation was submitted to Mr. 
Harriman in 1914, and a copy of the report is made a part of this 
record and is largely relied upon in support of the present ap- 
plication. The charter of the company was renewed in 1914 and 
again in 1919. Applications for certificates to construct the pro- 
posed line have been twice approved by the Public Service Com- 
mission of Pennsylvania, and a similar application is now pending 
before that body; but no representations by that commission or by 
any other public authority have been presented in this case. 


Comparison of the length of route between principal cities 
in case of the construction and use of the proposed line, with 
distances over the routes of some of the principal existing lines, 
were stated by the applicant as follows: 


Pittsburgh to New York 


II ii is 5 e.oa Sisk oie a Hae Ro eeiala Seaman eind wa we emelers 
Applicant’s line to Easton and Lehigh Valley 
Applicant’s line to Easton and Central Railroad of New 

Jersey 


aha air sttel ates a: Seay Sitar Saielia Ja alr SNE, aan ea atalino Ir anerar eielly. axa vetwa eigen 358. 
Applicant’s line to Newark and Pennsylvania.............. 3Bf 
Chicago to New York 
URINE <i, ERIN ces 5- So) oes oxo qubKe: ves 60m. al Sinner acca wien grecatnne as ereuaeieias she 1,015 
I hector ai tesiib 59a WNW: a rie db TARE A) OOD AL GS at Orewa widL ee Bete 998 
NG NR NN gic cheese, ab acolo soi estates! web wi osierek Naan ® adele: Relee 978 
IND 6a ais aa als tian balked ata BU sae tes esa aun aaaaer mt Sumiata tines 908 
Applicant’s line with Lehigh Valle yand Baltimore & Ohio... 82 
B. & O. to Creston and applicait’s line to Newark........... 788.5 
St. Louis to New York 
FO A NN 5 acaxars oy God wo 14) eed es Hie Gre 4 WSLS @ Wiel wie Rie ane) 1,158 
Ne ee ee ie sic iletehean, oa omens aces wh alle agai tenure ae 2,317 
I ahi ark ac hci gus cdl ow aie elses 6 Sze we la ates aco oF Whew Siete eee 1,053 
Wabash and Wheeling & Lake Erie to Creston and appli- 
I INE ys 656 banc Oe wincgs axe, Oreo abla east Awl ane SpeteGw bias Gale Ra Aree mKe 1,009.8 
Applicant’s line with Lehigh Valley and Pennsylvania.... 976 


Other distances between principal points, as, for example, 
between Pittsburgh and Philadelphia, Pittsburgh and_ Buffalo, 
Pittsburgh and Boston, Cincinnati and New York, and Cleveland 
and New York, could also be reduced by using the proposed line 
in connection with others, in some cases materially, according to 
the report. 


In conclusion, the examiners said: 


There is no urgent need for the proposed line. The existing rail- 
roads are handling the through traffic between New York and the 
west in a reasonably satisfactory manner, and can no doubt con- 
tinue to do so hereafter by expanding their facilities as required. Com- 
petition between them should impel them strongly to provide the nec- 
essary additions. However, the advantages of a more direct light- 
grade line across the state of Pennsylvania are obvious and are prac- 
tically admitted by the objecting carriers. Their own projects for 
the future recognize at least the need of additional and supple- 
mentary routes across the state, shorter than most of the present 
routes. The record does not contain material for an adequate com- 
parison of the merits of these routes with the applicant’s, although 
it indicates the superiority of the latter, which is certainly much 
shorter while, no doubt, much more costly. Probably the chief ad- 
vantage to the general public would be a saving in time of trans- 
port, though rates might ultimately be affected. The record deals 
only with commercial needs; but in view of our experience during the 
World War the value of such a line for military purposes is a factor 
that deserves consideration. 

The record shows that the proposed line would have great ad- 
vantages over existing routes, but is not sufficient to establish fully 
its economic ‘justification, which must depend upon the extent to 
which the saving in transportation costs will afford return upon the 
capital necessary to effect that saving. In view of the large invest- 
ment required, the absence of any pressing need for an additional 
route, and other considerations herein set out, more convincing evi- 
dence is required. While the line appears to have been projected 
with much ability, the record indicates that the applicant’s plans are 
not sufficiently developed. No plan of financing is proposed. 

There are broader considerations suggested by the record. The 
construction of such a line for competition with the existing carriers 
should not be permitted without the careful consideration of the dis- 
advantages as well as the benefits of resulting competition. The com- 
peting carriers might be expected to use every effort to retain their 
position by increasing their expenditures in improving service and 
facilities on their present routes and by providing additional lines 
of their own, thus augmenting the investment in transportation facili- 
ties beyond the requirements of the traffic. A foreshadowing of these 
developments may have prompted the Baltimore & Ohio in its re- 
sponse to the questionnaire to express the view that “if and when 
the construction of such a super line is required or justified it should 
be undertaken by and in the joint interests of the existing carriers 
which, through a series of years, have developed the country to be 
served, and not by a new aggregation of capital which would simply 
compete for the business already developed.’”? This suggestion is not 
further discussed in the record, but before authorizing an undertak- 
ing of such importance and involving so great an additional invest- 
ment, the Commission should thoroughly investigate the practicability 
of this proposal. As an alternative to joint proprietorship in the new 
line, consideration should be given to its operation by a new cor- 
poration under such conditions, agreed to by the carriers or pre- 
scribed by the Commission, as would secure to the existing carriers 
such measure of the advantages of the new route as would prevent 
the unnecessary expenditure of additional capital by them, and would 
at the same time secure to the public the undoubted advantages that 
the new line should afford. 

The application should be denied, but without prejudice to re- 
submission with additional support and upon a record that will give 
broader consideration to the public interest. 





CHANGES IN DOCKET 


Hearing in No. 17124 and Sub-Nos. 1 and 2, Cuthbert Cut 
Stone Co. vs. St. L.-S. F. Ry. Co. et al., assigned for October 9 
at Wichita, Kan., before Examiner Cheseldine, was postponed. 

Hearing in'I. and S. No. 24638, and first supplement, bananas 
from Gulf ports to southeastern points, and portions fourth sec- 
tion applications No. 2176 et al., assigned for October 9, at At- 
lanta, Ga., before Exminer Konigsberg, was postponed. 

Hearing in No. 17348, the Boyle Commission Co. vs. C. B. & 
Q. R. R. Co. et al., assigned for October 9, at Wichita, Kan., 
before Examiner Cheseldine, was canceled. 

Hearings in No. 16482, Parkersburg Rig & Reel Co. vs. 
M.-K.-T. R. R. Co. et al., and No. 17212, The Parkersburg Rig 
& Reel Co. vs. Santa Fe et al., assigned for October 9, at 
Parkersburg, W. Va., before Examiner Stough, were postponed. 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffie files are up-to-date 
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Decisions of Interstate Commerce Commission 





VEGETABLE OIL RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 14282, Houston Packing Company vs. 
Atchison, Topeka & Santa Fe et al., mimeographed, as to rates 
on vegetable oils, carloads, from points in Oklahoma to Houston, 
Tex. The complainant, the report said, bought oils in Oklahoma 
in competition with buyers at Kansas City and Dallas and it 
alleged the rates it was compelled to pay were unreasonable, 
unjustly discriminatory and unduly prejudicial. 

Defendants, the report said, made little effort to justify the 
rates under attack. The Commission said the evidence was con- 
vincing that the rates were unreasonable to the extent they ex- 
ceeded or may exceed such as would result from the use of the 
scale prescribed by it in Oklahoma Corporation Commission vs. 
Abilene & Southern, 98 I. C. C. 188, decided May 6, 1925, and 
awarded reparation to that basis. The specific finding, other than 
that the complainant made shipments was as follows: 


We find that on and after July 1, 1922, the rates assailed from 
points in Oklahoma to Houston were, are, and for the future will 
be unreasonable to the extent that they exceeded, exceed, or may ex- 
ceed the rates for like distances under the scale for vegetable oils 
prescribed in Oklahoma Corporation Commission vs. A. & S. Ry. Co., 
supra, and that subsequent to January 1, 1921, and prior to July 1, 
1922, they were unreasonable to the extent that they exceeded rates 
for like distances to which that scale would bear the relation of 
90 per cent. 


PETROLEUM RATES UNREASONABLE 


A finding of unreasonableness and an award of reparation 
have been made in No. 14429, Continental Oil Company vs. Di- 
rector-General, mimeographed, as to the rates charged on pe- 
troleum products, in tank cars, from Alamosa, Salida and 
Montrose, Colo., to destinations on the narrow-gauge lines of 
the Denver & Rio Grande Western and the like line of the Rio 
Grande Southern, the shipments in question having been made 
between September, 1918, and September, 1919. The product's 
in question came from the refinery at Florence, Colo. They were 
put into tanks at the end of the standard-gauge lines and from 
them transferred to tank cars suitable for use on the narrow- 
gauge lines, that having been found the efficient way for han- 
dling what otherwise would have been through shipments. 

The Director-General applied a 4.5-cent increase to each local 
rate beyond the junction points, thereby causing a double in- 
crease in the period embraced in the complaint. Rates embrac- 
ing but one increase were published on April 15, 1919, and later 
dates. For a while before that, according to the report, rates 
inflated but once were in effect, the shipper transferring the 
products from one tank car to another and thereby getting the 
benefit of the through rates. 

In defense of the double increase the Director-General’s repre- 
sentative asserted the removal of the 4.5-cent increase in the fac- 
tor beyond the junction points was based upon erroneous repre- 
sentations by the Denver freight traffic committee to the effect 
that they were actual, through, continuous shipments from Florence 
to the narrow-gauge destinations. That information, the report 
said, the Director-General’s counsel said, was contained in the 
application of the Denver committee, which application he offered 
to supply for the record. The Commission said he did not sup- 
ply that application, but that the complainant incorporated what 
purported to be copy in its brief. According to its text, the 
Commission said, the facts appeared to have been stated ac- 
curately because it was asserted, explicitly, “the continuity of 
movement is broken by putting this oil in storage tanks.” The 
Commission concluded that the Director-General was fully in- 
formed as to the situation when he ordered the reduction to the 
basis of but one-increase of 4.5 cents. 

- The Commission found the rates assailed were unreasonable 
to the extent they exceeded rates less the increase of 4.5 cents 
per 100 pounds, as subsequently established, on April 15, 1919, 
and later dates. 


AUTOMOBILES AND PARTS 


In a report on No. 16070, V. Eriksen and F. H. Lundblade 
et al. vs. Ann Arbor et al., mimeographed, the Commission found 
rates on automobiles and automobile parts, from eastern defined 
territories, to all points on the Northwestern Pacific north of 
Willits, Calif, unjust, unreasonable and unduly prejudicial to 
the extent they exceeded and exceed the rates on the same 
commodities, from the same territories, to California coast 
group points. It ordered rates on the basis of the California 
group basis indicated not later than December 21 and awarded 
reparation. 

In disposing of the case in that way the Commission followed 
the line of reasoning in Pacific Lumber Co. vs. N. W. P., 51 I. 
C. C. 738, in dealing with rates on the road built by the Southern 


Pacific and the Santa Fe as a compromise of their individual 
efforts to get to the forests on Humboldt bay. In that case it 
ordered rates on the coast group basis. The Commission said 
that in this case much evidence was introduced in line with that 
in the lumber case, designed to show the difficult and expensive 
operations on that road. 

The defendants, in this case, raised the question of whether 
the complaints had really borne the freight charges on the auto- 
mobiles sold by them. On that point the Commission said: 


Defendants insist that though the rates assailed may be con- 
sidered unreasonable, the record shows that the complainants re- 
imbursed to themselves the freight paid by making the selling price 
of their automobiles high enough to cover the freight paid and a 
profit in addition, and that therefore complainant has not been 
damaged. 

While complainants in all instances estimated the amount ot 
freight paid on automobiles in establishing sales prices, they paid 
the charges assessed and took their chances on making advantageous 
sales. The majority of the sales of new automobiles were made by 
taking from purchasers at an agreed price old automobiles as part 
payment for the new machines. In such cases the proposition of 
being reimbursed for the freight is entirely dependent upon the 
chances incident to barter and trade, which is the controlling ele- 
ment that enters into the purchase and sale of commodities that 
are shipped for sale on the market at destination. Neither the courts 
nor the Commission have departed from the principle announhed 
by the Supreme Court of the United States in Southern Pacific Co. 
vs. Darnell-Taenzer Co., 245 U. S. 533, where it is said: 

“The only question before us is that at which we have hinted: 
whether the fact that the plaintiffs were able to pass on the damage 
that they sustained in the first instance by paying the unreasonable 
charge, and to collect that amount from the purchasers, prevents 
their recovering the overpayment from the carriers. The answer 
is not difficult. The genera! tendency of the law, in regard to dam- 
ages at least, is not to go beyond the first step. As it does not at- 
tribute remote consequences to a defendant, so it holds him liable if 
proximately the plaintiff has suffered at loss. The plaintiffs suffered 
losses to the abount of the verdict when they paid. Their claim 
accrued at once in the theory of the law and it does not inquire 
into later events.” 


SOUTHERN HAY WEIGHTS 


The Commission has dismissed No. 15981, Toberman, Mackey 
& Co. vs. Southern Railway et al., mimeographed, finding the de- 
fendants’ rules, regulations and practices with respect to the 
weighing of carload shipments of hay, not unreasonable, unduly 
prejudicial or unjustly discriminatory. 

However, the southern carriers are not to continue to han- 
dle their hay and straw traffic as at present. The Commission 
said they should put their rules respecting the weighing of this 
traffic into a tariff. It said that if the interested parties were 
unable to agree on the wording of the rules within 90 days from 
the serving of the report in this case, the matter might again 
be brought to its attention in an appropriate proceeding. 

The complaint, brought by a St. Louis wholesaler of hay and 
grain, alleged the refusal of the southern railroads, defendants in 
the case, to refund to the complainant amounts collected on ship- 
ments of hay made over their lines, in excess of the charges 
based on the weight of the shipments at destination, as estab- 
lished by affidavits, certificates or other evidence, while cus- 
tomarily assessing charges on that basis against hay dealers 
generally, was, and is, unreasonable, unduly prejudicial and un- 
justly discriminatory. The Commission was asked to order re- 
funds and prescribe the basis of assessing charges on destination 
weights for the future. 


The Commission said that on shipments originating north of 
the Ohio southern lines accepted the weights as determined by 
the originating carriers, under their rules. The St. Louis 
dealers, it said, bought their hay on the basis of out-turn weight, 
unless the transaction was based on shipper’s weight supported 
by affidavits or certificates. Their witness, the report said, testi- 
fied that carriers generally accepted destination weights at prin- 
cipal markets, such as New Orleans, Memphis and St. Louis. In 
giving its reasons for not ordering the destinations weight basis, 
the Commission said: 


But the allegation that defendants customarily assess charges 
on the basis of the destination weights is not sustained. On the 
contrary the record shows that it is the practice of defendants 
under the rules to accept the weight which the circumstances indicate 
most nearly comports with the actual weight of the shipment, 
whether it is the weight certified by the shipper, ascertained at the 
track scales of the carrier, or reported by the consignee at destina- 
tion. While the latter is accepted in certain specific instances, it by 
no means follows that it would be proper in all instances. A very 
great proportion of the shipments of hay moving over defendants’ 
lines go through on the shipper’s certified weights, the commercial 
settlement being made on that basis. For example. the shipments 
delivered by the Atlantic Coast Line on which reparation is claimed 
by complainant were weighed at points of origin on reliable scales 
and by competent persons and the weights thus determined were used 
as a basis for the commercial settlement. 

Under the present rules defendants accept the origin or first 
track-scale weight subiect to subsequent check and the shipper 
receives his bill of lading promptly without waiting for a weight 
obtained at some remote point. Under complainant’s proposal, sole 
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consideration would be given to the destination weight and no subse- 
quent check could be made thereof. To accept the latter upon the 
mere certificate of the consignee would afford opportunity to per- 
petrate fraud upon the carrier as well as upon the producer and 
dealer. While the scales at the larger destinations are generally 
properly maintained and inspected and the weighing conducted under 
responsible supervision, the situation at the smaller destinations 
is no different from the situation at small points of origin. No one 
authorized to speak in behalf of the producers was present at the 
hearing. While it may be that producers would be willing to accept 
destination weights as a basis for settlement so long as the carriers 
maintain their existing arrangements as to weighing, there is no 
assurance that they would be willing to do so if no opportunity 
was afforded to compare the destination weight with that at point 
of origin or on the railroad track scales, as would be the case under 
the arrangement proposed by complainant. 


METAL BED RATES PRESCRIBED 


The Commission, by division No. 4, in No. 16074, Crescent 
Bed Co. vs. Alabama & Vicksburg et al., mimeographed, has 
found rates on metal beds, carloads, from New Orleans to south- 
ern territory not unduly prejudicial, but to the Mississippi Valley 
territory and the southeast unreasonable to the extent they ex- 
ceed those which would result from the use of a mileage scale 
carried as an appendix to the report. It found the rates on 
helical springs, used in the manufacture of that sort of furni- 
ture, from Chicago and Waukegan, IIll., to New Orleans, not un- 
reasonable or unduly prejudicial. The complaint alleged the 
rates and minimum weights on beds from New Orleans to south- 
ern territory and to Arkansas were unreasonable, unduly preju- 
dicial and unduly preferential, the undue preference being in 
favor of Atlanta, Chicago and Kenosha; and that the rates on 
helical springs from Chicago and Waukegan to New Orleans 
were unreasonable, unduly prejudicial and unduly preferential, 
the preference being for shippers of metal beds at Chicago, 


Waukegan and Kenosha. The findings, and the appendix B, are 
as follows: 


1. We find that the present rates on metal beds, in carloads, 
from New Orleans to the territory of destination covered by the 
complaint are not shown to be unduly prejudicial; but that the rates 
to the Mississippi Valley and to the southeast are, and for the future 
will be, unreasonable to the extent that they exceed the distance 
rates set out in Appendix B to this report as follows: On minimum 
of 12,000 pounds, subject to rule 34 of southern classification, rates 
in Table I; and on minimum of 30,000 pounds, rates in Table II. 
In the application of these distance rates defendants should ob- 
serve the methods required or approved in No. 13494, Southern 
Class Rate Investigation, 100 I. C. C. 513. They may continue the 
destination groups existing under the present rates. No order will be 
entered at this time but defendants will be expected to publish and 
file rates in conformity with these findings within 60 days of the 
service of this report. If this is not done complainant may bring 
the matter to our attention for appropriate action. 

2. We further find that the rates assailed on helical springs are 
not unreasonable or unduly prejudicial. 


APPENDIX B. 
Distance Scales Prescribed in Report. (Rates are in cents per 100 Ibs.) 


Tables Tables 

Il 1 

30 miles and over 25... 25 19 340 miles and over 320... 72 54 
35 miles and over 30... 26 2 360 miles and over 340... 73 55 


40 miles and over 35... 28 21 380 miles and over 360... 75 56 
45 miles and over 40... 30 22 400 miles and over 380... 76 57 
50 miles and over 45... 31 23 420 miles and over 400... 78 59 
55 miles and over 50... 33 25 440 miles and over 420... 80 60 
60 miles and over 55... 35 26 460 miles and over 440... 81 61 
65 miles and over 60... 36 27 480 miles and over 460... 83 62 
70 miles and over 65... 38 28 500 miles and over 480... 85 64 
75 miles and over 70... 40 29 520 miles and over 500... 86 65 
80 miles and over 75... 41 30 540 miles and over 520... 88 66 
85 miles and over 80... 42 31 560 miles and over 540... 90 67 
90 miles and over 85... 43 32 580 miles and over 560... 91 68 
95 miles and over 90... 44 33 600 miles and over 580... 93 70 
100 miles and over 95... 45 34 620 miles and over 600... 95 71 
110 miles and over 100... 47 35 640 miles and over 620... 96 72 
120 miles and over 110... 48 36 660 miles and over 640... 98 74 
130 miles and over 120... 50 37 680 miles and over 660...100 75 
140 miles and over 130... 52 38 700 miles and over 680...101 76 
150 miles and over 140... 53 39 720 miles and over 700...103 77 
160 miles and over 150... 54 40 740 miles and over 720...105 79 
170 miles and over 160... 56 41 760 miles and over 740...106 80 
180 miles and over 170... 57 42 780 miles and over 760...108 81 
190 miles and over 180... 58 43 800 miles and over 780...109 82 
200 miles and over 190... 59 44 825 miles and over 800...111 83 
210 miles and over 200... 60 45 850 miles and over 825...113 85 
220 miles and over 210... 61 46 875 miles and over 850...114 86 
230 miles and over 220... 62 47 900 miles and over 875...116 87 
240 miles and over 230... 63 48 925 miles and over 900...118 88 
260 miles and over 240... 65 49 950 miles and over 925...119 89 
280 miles and over 260... 67 50 975 miles and over 950...121 91 
300 miles and over 280... 68 51 1000 miles and over 975...123 92 
320 miles and over 300... 70 53 


LIME COMPLAINT DISMISSED 


An order of dismissal has been made in No. 15909, Riverton 
Lime Co. et al. vs. Aberdeen & Rockfish et al., mimeographed, 
the Commission, by division No. 2, finding rates on agricultural 
lime, from Virginia kilns, to destinations in the Carolinas, not 
unduly prejudicial. The complaint alleged they were unjuct, 
unreasonable, and, as compared with rates from Mascot, Tenn., 
on ground limestone, to the same or similar destinations, unduly 
prejudicial. 

Eleven lime kiln operations, with plants west of the Blue 
Ridge mountains, made the point that because the carriers 
serving them were participants in rates on ground limestone 
from Mascot, Tenn., to the Carolinas that were on a lower level 
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than the rates they maintained on agricultural lime, to the 
Carolinas, they were guilty of maintaining rates that were 
unduly prejudicial to the complainants. They asked for repara. 
tion and for rates for the future. The prayer for reparation, the 
report said, was withdrawn at the hearing. 

Production of pulverized limestone, at Mascot, the report 
said, was a by-product incident to the mining and concentration 
of zine ores. That ground limestone, it said, came into competi. 


. tion with the lime from the complaining kilns, the limestone 


moving on materially lower rates than applicable on lime. While 
the complainants alleged undue prejudice, the report said, they 
asked to have it removed by having their rates brought down to 
the limestone level. The Commission said one ton of lime, for 
agricultural purposes, was equivalent to two or two and a half 
of ground limestone. 

The carriers, after conference with the shippers, have deter. 
mined, the report says, to put into effect a new scheme of rates 
on burnt lime throughout the south and that under this read- 
justment, there will be substantial reductions in rates to the 
Carolinas, if the fourth section relief for which they have 
applied is granted. However, the Commission found the allega- 
tions of the complaint had not been sustained. It said that, 
without making any definite finding as to the propriety of the 
present relative rates, it was sufficient for the purposes of this 
case to say that in its opinion any undue prejudice that might 
have been shown on this record to exist under the present 
adjustment will be removed as a result of the pending revision 
of lime rates. 


SCALE FOR IRON PIPE 


An order establishing the Memphis-Southwestern investiga- 
tion, or No. 9702 scale, as the basis for rates on iron and steel 
pipe from Texas to Oklahoma and in the reverse direction, not 
later than November 30, has been made in No. 15807, Texas 
Pacific Coal and Oil Co. vs. Chicago, Rock Island & Gulf et al., 
mimeographed, the Commission finding the existing rates un- 
reasonable. It also awarded reparation. The report covers a 
sub-number, Lone Star Gas Co. vs. Chicago, Rock Island & Pacific 
et al. The rates ordered will cover shipments of iron and steel 
pipe from one oil field to another. The shipments covered by the 
complaints, the report said, were made in the period between 
May 27, 1922, and February 28, 1924. There were 182 carloads. 
Most of them moved from Texas to Oklahoma. Only two points 
in Texas differential territory, Alanreed and Channing, were in- 
volved, the other Texas shipments being from common-point ter- 
ritory. . 

Complainants asked for the scales that have been prescribed. 
The Commission, in disposing of the case, called attention to 
the fact that in Humble Oil & Refining Co. vs. M. P., 95 I. C. C. 
709, and Texas Pacific Coal and Oil Co. vs. T. &. P., 95 I. C. C. 
625, it found the rates on pipe, from Texas common points to 
destinations in Arkansas, unreasonable to the extent they ex- 
ceeded rates based on the Memphis-Southwestern scale, pre- 
scribed in 77 I. C. C. 748. The complainants suggested a differ- 
ential to differential territory, not contending for the 9702 scale 
to cover the whole of Texas. The findings, except as to the 
making of shipments, were as follows: 


We find that on and after July 1, 1922, the rates assailed to 
and from points in Texas common-point territory were, are, and 
will be unreasonable to the extent that they exceeded, exceed, or 
may exceed rates for like distances computed under the scale pre- 
scribed on iron or steel pipe, in carloads. in the Memphis-South- 
western Investigation, supra, and that prior to July 1, 1922, they 
were unreasonable to the extent that they exceeded rates for like 
distances to which that scale would bear the relation of 90 per 
cent; that the rates assailed to and from points in Texas differential 
territory were, are, and will be, unreasonable to the extent that they 
exceeded, exceed, or may exceed rates for like distances computed 
under the scale above prescribed plus th fifth-class diffrentials for 
the hauls in differential territory. 


COAL COMPLAINTS DISMISSED 


The Commission has dismissed the complaints in No. 15817, 
Hoopeston Grain & Coal Company vs. Chicago & Eastern Illi- 
nois et al., in a mimeographed report by Division 3, on a finding 
that the rates on coal from certain mines in the southern 
Illinois group to Hoopeston, Ill., over an interstate route, were 
not and are not unreasonable or unduly prejudicial. The report 
also embraces five sub numbers against the principal defendant 
and others, the complainants being Illinois Lumber, Coal & 
Grain Company, Iliff-Bruff Chemical Company, Illinois Canning 
Company, Hoopeston Lumber & Coal Company and McGill Coal 
Company, respectively. Complainants alleged that the rates 
on coal shipped since March, 1922, from Harrisburg, Ledford, 
El Dorado, Carrier Mills and Norris City, Ill., to Hoopeston, 
over an interstate route, were unreasonable, and that the re- 
lationship of those rates and the rates from the same points to 
Chicago and Indianapolis and Vincennes, Ind., subjected Hoopes- 
ton to undue prejudice and gave to the other points undue 
preference. In conclusion, the Commission said: 


Complainants are entitled to reasonable rates from the points 
named, but in considering the level of those rates their relationship 
to rates from other points in the Southern Illinois group, and to rates 
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from other groups in the same general territory of which they are 
part, can not be ignored. The conditions affecting the rates to Chi- 
cago Indianapolis and Vincennes are not comparable with those 
affecting the rates to Hoopeston, and the record does not justify con- 
demnation of the rates from the Southern Illinois group to Hoopes- 
ton or the application to that point of lower rates from the points 
of origin named than those trom the group. We find that the rates 
assailed were not, and are not, unreasonable or unduly prejudicial. 


NON-ABSORPTION CASE 


The Commission has dismissed No. 15770, Federal Match 
Corporation vs. Great Northern et al., finding that the switching 
charges and the assessment thereof, in addition to the road- 
haul rate on lumber originating at local points, milled in transit 
at Spokane, are not unreasonable, unjustly discriminatory or un- 
duly prejudicial. 

The complainant alleged the failure of the Oregon-Washing- 
ton and the Milwaukee to absorb the switching charge on lumber 
originating at local points on the Northern Pacific, Great North- 
ern and Spokane International constituted a violation of the first 
three sections of the act; and that the switching charges were 
unjust and unreasonable. Switching charges on lumber origi- 
nating on the Oregon-Washington and Milwaukee, and on lumber 
originating at competitive points are absorbed when the transited 
product is carried outbound by the originating carrier. 

At the hearing, the report said, an amendment was offered 
to the complaint alleging that the transit charges, ranging from 
1.5 to 3 cents, were in violation of the first three sections, and 
asking for lawful transit charges for the future and reparation. 
The Commission said the defendants were not prepared to defend 
on that issue and objected to the amendment. It, therefore, 
denied the motion to amend. Discussing and disposing of the 
case the Commission said: 


There is no evidence that $3.60 is an unreasonable charge for 
the switching movement, or that the amount of the through charges 
on shipments from local points is unreasonable, except the fact that 
the switching charges are assessed in addition to the rate and the 
transit charge. Complainant contends that this failure to absorb the 
switching charges makes the rate unreasonable and establishes a 
penalty against a movement outbound from the transit point over a 
carrier other than the originating carrier, and that this is unrea- 
sonable, citing Hossafous vs. P. C st. L. Ry. Co., 37 L Cc. C. 
575. But the same switching charges apply on shipments from the 
local points no matter how the traffic moves outbound, except that 
the outbound switching charge does not apply when the outbound 
movement is over the Oregon-Washington or the Milwaukee. The 
through rates under which the lumber is milled in transit do not 
apply outbound over those lines. 

Complainant contends that the absorption of the switching 
charges on lumber originaing at competitive points and the refusal 
to Deoc’ on lumber originating at local points is in violation of 
section 2, citing Seaboard Air Line Ry. Co. vs. United States, 254 
U. §. 57. But the situation in that case with respect to section 2 
was carefully distinguished from one like the present in Richmond 
Chamber of Commerce vs. S. A. L. Ry., 44 I. C. C. 455, 466; and 
Detroit Board of Trade vs. W. Ry. Co., 88 I. C. C, 418, 415. The 
facts stated do not constitute a violation of section 3. 


SCRAP RATE INAPPLICABLE 


The Commission has dismissed No. 16096, Louis Simon vs. 
Southern et al., mimeographed, finding the rates charged on 
parts of dismantled marine engines, shipped from Alexandria, 
Va., to Harrisburg and Lebanon, Pa., in 1923, were not unrea- 
sonable. The parts of engines, taken from dismantled ships, 
were broken enough only to enable the salvage company to get 
them out of the holds. A witness for the complainant, the re- 
port said, admitted that a person desiring to construct a marine 
engine of the type taken out of the dismantled ships, could 
add missing parts and save considerable expense, inasmuch as 
the pieces were expensive because of their size. He even con- 
ceded, the report said, that it might be possible to construct a 
complete engine by assembling the good parts of several of the 
taken down engines. 

The shipments were billed as scrap iron. The weighing and 
inspection bureau raised the billing to machinery, N. O. I. B. N., 
taking fifth class. 

Upon the record, the Commission said, the conclusion had 
to be reached that the articles shipped were not scraps of iron 
or steel, having value for remelting purposes only. To come 
within the tariff description of scrap iron, it said, the articles 
had to be so reduced to fragments or pieces as to be useless for 
any purpose other than remelting. It said it was the nature of 
the article shipped, not the price at which it was sold or the 


use to which it was put, which determined whether the rate on 
scrap iron applied. 


GRAIN CASE DISMISSED 


The Commission, division No. 4, has dismissed No. 15360, 
Board of Trade of Kansas City vs. Alexandria & Western et al., 
mimeographed, finding that proportional rates from Kansas City 
and through rates from points of origin in Nebraska and Kansas 
on grain and grain products to destinations in Arkansas, Louisi- 
ana, the Mississippi Valley and the southeast not unreasonable 
or otherwise unlawful. 

This report also covers I. and S. No. 2281, grain and grain 
products from western points to Mississippi River crossings and 
southern points. The schedules suspended in that case were 
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filed by the carriers after the examiner who had heard the testi- 
mony in the formal case, filed a proposed report. The Com- 
mission found that the carriers had not justified the proposed 
rates. It ordered the suspended schedules canceled and discon- 
tinued the proceedings. 

The formal complaint, the Commission said, involved, prin- 
cipally the rates on grain and grain products from Kansas City 
to destinations in the Carolinas, to Georgia, Florida, Alabama, 
Mississippi, Tennessee, Arkansas and Louisiana. The allega-- 
tions were that the proportional rates from Kansas City were 
unjust and unreasonable and unduly prejudicial to that point 
and unduly preferential of Omaha, Sioux City, Des Moines, St. 
Louis and Cairo, to southern territory, and unduly preferential 
of Des Moines to points in Arkansas and Louisiana. It was also 
alleged that the through charges from country points in Ne- 
braska south of the Platte River and in Kansas on and north 
of the main line of the Union Pacific to the destinations herein- 
before mentioned were unreasonable and, as to the Mississippi 
Valley territory, unduly preferential of points in the area south 
of the Platte River and unduly prejudicial to Kansas City. 

After discussing a mass of rate statistics and several grain 
decisions, the Commission came to the conclusion that Kansas 
City was not unduly prejudiced by the existing rates, nor that 
Omaha was unduly preferred, nor did it appear, said the Com- 
mission, that the rates under attack had been shown to have 
been unreasonable and that on this record it found them not 
unreasonable or otherwise unlawful. 

The Commission said that it had not discussed in detail the 
situation other than that pertaining to Kansas City because 
they were all more or less related to the Omaha-Kansas City 
situation, and that any change in one would be likely to affect 
the entire adjustment. 

Less attention was given by the Commission to the proposed 
rates than was bestowed upon the rates that they were to have 
displaced and which were discussed in great detail in connec- 
tion with the allegations in the formal complaint. 


WOOD PULP REPARATION 


Reparation, based on a finding of unreasonableness, has been 
awarded in No. 15851, Bulkley, Dunton & Co. vs. Pennsylvania 
et al., mimeographed, as to a commodity rate of 31 cents on 
imported wood pulp, from New York to Big Island, Va. Twenty- 
six carloads were shipped in March, 1923. The complainant al- 
leged the rate was unjust and unreasonable. The Commission 
found it unreasonable to the extent it exceeded 27 cents. 


CYLINDRICAL CHEESE BOXES 


The Commission has dismissed No. 16028, Wisconsin Cheese 
Box Manufacturers vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, finding third class rates from Wisconsin points 
to Western Trunk Line territory not unreasonable. The com- 
plainant alleged the rates were unjust, unreasonable, unjustly 
discriminatory and unduly preferential of wooden drums and 
other wooden containers which were accorded class D rates un- 
der exceptions to the classification. It sought, the report said, 
commodity rates comparable with those on other wooden con- 
tainers. The classification formerly rated the boxes fourth class 
on a minimum of 15,000 pounds, but after a long investigation 
the rating was raised to third at 10,000 pounds. The Commis- 
sion said the rates on other wooden containers were established 
years ago to assist and encourage new industries on the Mis- 
souri River, which, it said, had to obtain practically all their 
cooperage requirements from distant points. 

Considering the light loading of cylindrical cheese boxes, 
the Commission said, the third class rates did not produce earn- 
ings which might be considered excessive. It further found 
there was no unjust discrimination or undue prejudice. 


RATE ON OIL, ETC. 


In a mimeographed report by division 4, the Commission has 
dismissed the complaint in No. 16107, Refiners Oil Company vs. 
Pennsylvania et al., on a finding that a joint through rate of 61 
cents on lubricating oil and gasoline from Burkburnett, West 
Port Arthur, Wichita Falls, Fort Worth, North Fert Worth and 
Houston, Tex., to Dayton, O., between October 5, 1921, and Janu- 
ary 4, 1922, was not unreasonable or otherwise unlawful. Charges 
on 37 carloads of lubricating oil and gasoline were collected on 
the basis of the 61-cent rate except one shipment, on which a 
rate of 57 cents was assessed, the report said, adding that that 
shipment was undercharged. Reparation was sought to the 
basis of a rate of 53 cents. 


CLEAN RICE RATE BASIS 


The Commission, in I. and S. No. 2412 and I. and S. No. 2430, 
both pertaining to less-than-carload rates on clean rice between 
points in southern territory, has found not justified increased 
rates which would result from the proposed cancellation of less- 
than-carload commodity rates on clean rice, from New Orleans, 
Memphis and other points to local destinations on the Louisville 
& Nashville. 


The condemnation, however, is without prejudice to the es- 
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tablishment of the sixth class rates provided in Southern Class 
Rate Investigation, 100 I. C. C. 518. The Commission said the 
issues presented in this case were identical with those in Rice 
Between Points in Southern Territory, 102 I. C. C. 79, decided 
August 4, 1925. The carriers, generally, in the schedules sus- 
pended in that case proposed to cancel the less-than-carload 
commodity rates, without, however, putting into effect the sixth 
class rates approved in the class rate investigation. The sched- 
ules in the instant case, Commissioner McManamy, who wrote 
the report, said, were filed to carry out that general plan, the 
instant schedules covering points not embraced in the general 
case. The decision in the case at bar is like that made in 102 
E. €. ¢C. 7. 


GRAIN TRANSIT CASE DISMISSED 


The Commission has dismissed No. 15273, Jackson Traffic 
Bureau vs. Gulf & Ship Island et al., mimeographed, finding the 
refusal of the defendants, chiefly the Gulf, Mobile & Northern, 
to permit milling in transit at Jackson, Miss., on grain and 
grain products destined to points on the Gulf, Mobile & North. 
ern south of Laurel, Miss., not unreasonable or otherwise un- 
lawful. The Gulf, Mobile & Northern, the report said, was the 
only carrier represented at the hearing. It urged that as it did 
not serve Jackson it did not unduly prejudice shippers at that 
point by according transit at Laurel, and that to establish joint 
rates via Laurel with transit at Jackson would short haul it. 
The Iilinois Central serves Jackson, but not Laurel. The Com- 
mission said it appeared willing to accord transit at Jackson, 
but was unable to do so because the Gulf, Mobile & Northern 
was unwilling to establish joint rates via Laurel. In giving its 
reasons for denying transit in this instance, the Commission 
said: 


A carrier cannot insist upon its long haul if undue prejudice 
results. Complainant’s members apparently are mainly interested 
in the sale of feed at these stations. Its witness testified that the 
nature of the industries at those points gives rise to a demand for 
feed which its members cannot meet because of the price resulting 
from the rate situation, and which is met by their competitors, 
“presumably Memphis.’’ He testified also that the mill at Laurel 
is operated spasmodically, cannot pay, was not in operation at the 
time of the hearing, and that it could not compete with the mills at 
‘Jackson if the latter are accorded transit arrangements. We are 
of the opinion that these facts are insufficient to support a finding 
of undue prejudice. There is no evidence of unjust discrimination. 


MINE TIMBER REPARATION 


Following the reasoning and decision in Palmer vs. Missouri 
Pacific, 87 I. C. C. 622, the Commission, in No. 16011, A. J. Burk- 
land vs. Missouri Pacific et al., mimeographed, has found the 
rates on shipments of mine timbers, between June 6, 1922, and 
February 21, 1924, unreasonable and awarded reparation. The 
report covers a sub-number, George H. Kelley vs. Missouri Pa- 
cific et al. The rates were found unreasonable to the extent 
they exceeded those prescribed in the Palmer case. 


INCREASES FOUND JUSTIFIED 


The Commission, in I. and S. No. 2435, held justified pro- 
posed increased rates on forest products, including doors, not 
screened or glazed, veneered door panels, and kindling wood, 
from north Pacific coast points to Michigan City and Gary, Ind. 
The proposed changes, the Commission said, appeared to be 
the only practicable way, under present conditions, to place those 
points on a uniform basis with the surrounding territory. It 
said they left something to be desired, particularly in comparison 
with the considerably lower rates to points directly west of the 
Chicago rate group, but that the record afforded no basis for 
any better adjustment. The suspension was procured by the 
West Coast Lumbermen’s Association. The carriers pointed out 
that the proposed rates would make the adjustment conform with 
the Commission’s decisions in National Veneer & Panel Associa- 
tion vs. Aberdeen & Rockfish, 81 I. C. C. 227, and Anson, Gilkey 
& Hurd Co. vs. S. P., 33 I. C. C. 332; 38 I. C. C. 105 and 78 I. C. C. 
495. Following the explanation by the carriers, the Commission 
said the protestant’s representative withdrew the protest, testi- 
fying that in his opinion it would be just as well to place all 
points on the same basis and thus remove the present confusion 
resulting from the publication of rates to Michigan City in two 
tariffs He said the members of the association, however, were 
not satisfied with the present combination basis to central ter- 
ritory, and reserved the right to challenge that basis. 


SUGAR CASE DISMISSED 


The Commission, division No. 4, has dismissed No. 15802, 
Utah Idaho Sugar Co. vs. Cisco & Northeastern et al., mimeo- 
graphed, finding the rate of $1.35 on four carloads of sugar from 
Brigham and Spanish Fork, Utah, to Breckenridge, Tex., not 
unreasonable. Under the stress of competition, the report said, 
the Cisco & Northeastern, which had been completed less than 
a year before the shipments were made, reduced the rate to 
$1.145, the level prevailing in common-point territory. There- 
tofore it charged its locals in addition to the common-point rate. 
Reparation was sought to the basis of the subsequently estab- 
lished rate. The Commission said the ton-mile of 14 mills did 
not appear excessive. 
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LIQUEFIED PETROLEUM GAS 


A finding of unreasonableness and an award of reparation 
have been made in No. 14713, Tidal-Western Oil Corporation oe 
al. vs. Missouri, Kansas & Texas et al., mimeographed, the 
Commission, by division No. 4, finding the rate of 53.5 cents 
imposed on 31 tanks of liquefied petroleum gas was unreagop. 
able to the extent it exceeded a rate of 30.5 cents established on 
petroleum products, refined, from Burkburnett, Tex., to West 
Tulsa, Okla. The shipments were made in May and June, 192). 
The carriers introduced no evidence, the Commission said, but 
moved to dismiss the complaint on the ground that there was no 
proof that the complainants would be entitled to reparation 
should the assailed rate be found unreasonable. The Commis. 
sion said there was ample proof because in the final accounting 
between the complainants it was shown that one-half the 
charges were borne by the Western Oil Corporation and one. 


half by the Tidal Western, and that they were entitled to repara- 
tion. 


COMMISSION DIRECTS REFUND 


The Commission, by division No. 4, in No. 16708, MacGillis 
& Gibbs Co. vs. Lake Erie & Western et al., mimeographed, has 
found the rate of 39 cents charged on a carload of cedar posts 
from Starks Spur, Minn., to Deer Creek, Ill., in March, 1923, 
was inapplicable. It directed refund to the basis of the appli- 
cable rate of 37.5 cents. 





BOTTLE CAPS MISROUTING CASE 


An order of dismissal has been made in No. 16671, Crown 
Cork & Seal Co. vs. Southern Pacific, the Commission, by 
division No. 4, finding that a shipment of bottle caps, in cases, 
from New Orleans to Highlandtown, Md., made in October, 1923, 
was not misrouted as alleged. The Morgan Line carried the 
caps to New York and delivered them to the Baltimore & Ohio 
because the bill of lading specified “B&O” in the space re- 
served for routing instructions. The Commission said the ap- 
plicable 1ate of 113.5 cents, the combination on New York, was 
collected. Contemporaneously there was an all-water rate. 
Morgan Line to New York and Clyde Line back to Baltimore, 
of 79.5 cents to Baltimore. Highlandtown is a local station on 
the Baltimore & Ohio in Baltimore, but the Commission said 
that the water line terminal was not at Highlandtown and de- 
livery at Baltimore would not have been in accordance with the 
bill of lading, citing in support of that Conference Ruling No. 
509. The complainant contended that the carriers should have 
taken the caps to Baltimore and thence by rail to Highland- 
town on a combination of 81.4 cents. The Commission said, 
however, that the local rate to which the complainant referred 
was not applicable from the Clyde Line terminal and that the 


notation “B&O” indicated a line-haul over the Baltimore & Ohio 
was desired. 


REPARATION ON CATTLE 


A finding that the charges were unjust and unreasonable and 
an award of reparation have been made by the Commission, 
division No. 4, in No. 16292, C. Gullikson vs. Director-General, 
Chicago & North Western, mimeographed, on four carloads of 
cattle shipped from Sturgis, S. D., to Omaha, Neb., in December, 
1919. The Commission found that the failure of the Director- 
General to furnish the complainant the equipment ordered by 
him resulted in the collection of charges that were unjust and 
unreasonable to the extent they exceeded those which would 
have accrued on a rate of 43 cents and the actual weight of 
75,420 pounds. The carrier furnished cars from which the cattle 
had to be unloaded.. Charges were made on the minima for the 
cars loaded in addition to charges. for switching and other serv- 
ices none of which would have accrued had the kind of cars or- 
dered been furnished. 


PREFERENCE AND PREJUDICE FOUND 


An order establishing new rates not later than December 21 
has been made in No. 16045, Fulton Bag & Cotton Mills vs. Ala- 
bama & Vicksburg et al., mimeographed, the Commission, by 
division No. 4, finding the rates on cotton bagging, carloads, 
from points in Georgia and Tennessee to Dallas and other points 
in Texas not unreasonable or unjustly discriminatory, but unduly 
prejudicial and preferential to the extent the rates exceeded, ex- 
ceed or may exceed the rates on cotton bags. Reparation was 
denied on the ground that the damage, if any, had not been es- 
tablished. 


FINAL VALUATION 


The Commission, in valuation docket No. 173, opinion No. 
B-86, 103 I. C. C. 97-107, has stated the final value, for rate mak- 
ing purposes, of the property of The Elwood, Anderson & -La- 
pelle Railroad Co., owned and used for common carrier pur- 
poses, as of June 30, 1916, at $108,910. The road, an industrial 
common carrier the stock of which is owned by the American 
Sheet & Tin Plate Co., is 1.41 miles long and has 3.43 miles 
of yard and side tracks at Elwood, Ind. 
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RELIEF FOR KENTUCKY TOWNS 


Examiner R. N. Trezise, in No. 15252, Mayfield Chamber 
of Commerce et al. vs. Ahnapee & Western et al., No. 15301, 
Mayfield Chamber of Commerce et al. vs. Akron, Canton & 
Youngstown et al., and No. 15302, Fulton Chamber of Com- 
merce vs. Akron, Canton & Youngstown et al., said the Com- 
mission should find reasonable for application between Official 
Classification territory, on the one hand, and Mayfield, Boaz, 
Viola, Hickory and Fulton, Ky., on the other, the basis for class 
rates approved by the Commission in Southern Class Rate 
Investigation, 100 I. C. C. 513. He said it should prescribe a 
similar basis of class rates for application between Western 
Trunk Line territory on the one hand and Mayfield and Fulton 
on the other. 

He said it should find the commodity rates between the 
various points named not unreasonable, unjustly discrimina- 
tory or unduly prejudicial. He said the southern class rate case 
embraced the identical issue presented in these complaints, 
put that the rates between the complaining interior Kentucky 
points and Western Trunk Line territory were not. He dis- 
cussed the testimony in that phase of these complaints and said 
the Commission should find that reasonable maximum class 
rates between Western Trunk Line territory on the one hand 
and Mayfield and Fulton on the other in no case should ex- 
ceed the rates made by combining the prevailing class rates 
between Western Trunk Line territory on the one hand and 
Cairo or Metropolis, Ill., on the other, with the differential 
class rates named in Appendix P to Southern Class Rate In- 
vestigation, between north bank Ohio River crossings and 
Mayfield and Fulton, the rates of the north bank Ohio River 
crossing to be governed by Official Classification, subject to 
exceptions, if any, to which the corresponding class rates were 
subject. 


RATE FOUND INAPPLICABLE 


Examiner Burton Fuller, in No. 16852, Miller & Brickley 
Grain Company vs. Director-General, said the Commission should 
find inapplicable the rate charged on a carload of chestnut hard 
coal shipped from Dunmore, Pa., to Uniondale, Ind., in July, 1918, 
and award reparation. A combination rate of $4.70 per ton was 
charged. The rule for making combination rates to points in 
Official Classification territory provided for but one fifteen cent 
increase. The complainant figured out, under that rule, a rate of 
$3.75. The supplement stating the rule made no reference to the 
tariff naming a $2.60 rate to Salamanca, N. Y., nor did the latter 
make any reference to the tariff carrying the rule. The Director- 
General urged that the rule was insufficient, indefinite, ambiguous 
and not susceptible to a clear and concise construction; that the 
Commission’s tariff rules were not complied with and that to 
have applied the rule would have operated to deprive the Direc- 
tor-General of the increase authorized by General Order No. 28. 

The examiner said that unquestionably Uniondale was in 
Official Classification territory as that term was universally un- 
derstood; that it was well settled that the legality of a rate was 
not affected by the question of whether or not it met the require- 
ments of a general order or a freight rate authority not published 
in a tariff. He said the combination rule became operative to 
the through transportation by its publication in a supplement to 
the tariff naming what would have otherwise been one of the 
factors of the through rate. He said the Commission should find 
that the applicable rate was $3.75 per ton and award reparation 
to that basis. 


CHARGES FOUND INAPPLICABLE 


Reparation on account of the assessment and collection of 
inapplicable charges has been recommended by Examiner Myron 
Witters in No. 16606, Nathan Swietzer Co. et al. vs. Director- 
General. The charges were made for icing and re-icing, in 
transit, of dressed poultry, butter and eggs, in carloads, from 
Chicago, Moulton, Ia., Quincy, Ill., Oklahoma City, Okla., Keokuk, 
Ia., and Ft. Wayne, Ind., to various destinations in Official Clas- 
sification territory. The shipments were made between August 
1, 1919, and January 23, 1920. The complaint alleged the charges 
were unreasonable and in excess of the published tariffs. 

The shipments were made in a period when there was dis- 
pute as to whether the charges for icing and re-icing were to be 
absorbed by the carriers or borne by the shippers. The ex- 
aminer divided the claims into four classes. The complainants, 
he said, relied upon Swift & Co. vs. Director-General, 77 I. C. C. 
678, in which the Commission construed the tariffs against the 
carriers on the ground that where there was conflict the pro- 
vision giving the lowest charges governed. He said the Com- 
mission should find the charges covered in items in classes Nos. 
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1, 3 and 4, except those assessed by the Wabash were applicable 
and that those collected by the Wabash were inapplicable. He 
proposed a finding that the charges in No. 2 were inapplicable 
and illegal. 

The Director-General made the points that claims on ship- 
ments made by Morris & Co. presented by the North American 
Provision Co. were barred as assignments of claims against the 
United States, but the examiner said the Commission should 
hold, as in Seaboard Air Line vs. United States, 256 U. S. 655, 
that where one corporation took over the assets of another cor- 
poration by merger, the absorbing corporation might enforce 
claims of the merged corporation against the United States. 


PROPOSES BEVERAGE SCALE 


Examiner W. M. Knowlton, in No. 16220, Was-cott Corpora- 
tion vs. Kanawha, Glen Jean & Eastern et al., said the Commis- 
sion should find class rates applicable on beverages, in less than 
carloads, from Tazewell, Va., to points in West Virginia, on 
the Virginian and Kanawha, Glen Jean & Eastern and on the 
empty bottles returned, unreasonable to the extent they exceed 
rates made in accordance with a fourth-class scale recommended 
by him. He said that a level of rates between the points under 
consideration exceeding that prescribed for general application 
in southern territory, in Southern Class Rate Investigation, 100 
I. C. C. 513, was not warranted. He said the scale prescribed 
in that case was higher than that of the Virginian or that of 
the Chesapeake & Ohio for application between points on their 
lines. He said the Commission should find that the allegations 
about unjust discrimination and undue prejudice had not been 
sustained. The scale suggested by him, he said, should be 
without prejudice to further changes that might later be found 
necessary under any general readjustment of class rates. The 
scale is as follows: 


Distance Class 4 Distance Class 4 
55 miles and over 50...... 33 90 miles and over §85...... 
60 miles and over 565...... 35 95 miles and over’ 90...... 44 
65 miles and over 60...... 36 100 miles and over 95...... 45 
70 miles and over 665...... 338 110 miles and over 100...... 47 
75 miles and over 70...... 40 120 miles and over 110...... 48 
80 miles and over 75...... 41 130 miles and over 120...... 50 
85 miles and over 80...... 42 


DEMURRAGE DISPUTE CASE 


Adoption of a report made by Examiner A. S. Worthington 
in No. 15408, Milne Lumber Company vs. C. C. C. & St. 
L. et al., will make it the law that if and when a shipper 
disputes the accuracy of the amount of demurrage demanded by 
a railroad agent any detention of the car while the dispute is 
going on will be at the expense of the shipper. As the examiner 
sees it, Rule 8 of the usual demurrage tariff will not protect the 
shipper from the accrual of more demurrage while he is ques- 
tioning the accuracy of the demurrage bill placed before him, 
because demurrage charges do not come within the meaning of 
the words “transportation charges in excess of tariff authority” 
used in that rule. The significant parts of the rule is “No de- 
murrage shall be collected under these rules for the detention of 
cars X X X when this railroad’s agent demands the payment of 
transportation or transportation charges in excess of tariff au- 
thority.” 

Based upon the conclusion that demurrage charges are not 
transportation charges, Worthington recommended a modifica- 
tion, on further hearing, of the finding in the original report, 93 
I. C. C. 661, that demurrage charges collected for the detention 
of a car of lumber at Cleveland between July 1, 1922, and August 
7, 1922, were illegal because in disregard of that Rule 8. In the 
original report the Commission said the charges billed against 
the car at Cleveland admittedly included an overcharge of $5 
which must be regarded as a demand for charges in excess of 
tariff authority, and the charges were promptly questioned by 
complainant. Upon the facts the original report said, it had to 
be held that demurrage was not assessable against the car dur- 
ing the time of its detention at Cleveland, citing Birmingham 
Commission Company vs. Director-General, 74 I. C. C., and Con- 
ference Ruling 32. 

Upon further hearing the defendant urged that the words 
“transportation charges” as used in the rule had reference only 
to charges for carriage and not to charges for detention of cars. 
It pointed out that demurrage charges might be incidental to 
transportation charges but were for an entirely different service, 
as “stated in the Commission’s decision in Krauss Bros. Lumber 
Company vs. Director-General, 92 I. C. C. 450.” In that case the 
Commission said “but demurrage charges are no part of the rate 
or through charges in effect at the time the shipment is for- 
warded from point of origin. Getz Bros. & Co. vs. Director-Gen- 
eral, 85 I. C. C. 673. Although they may follow the shipment and 
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be collected together with the transportation charges, they are 
for a distinct and separate service.” 

The defendant, Big Four, the examiner said, pointed out that 
neither the decision nor the conference ruling quoted in the 
original report in support of the conclusion there reached related 
to excess charges demanded for the movement of the shipments. 
Discussing the rule and the facts, the examiner said: 


If the rule quoted covered demurrage charges as well as those 
for transportation, as interpreted by complainant, the word ‘“‘trans- 
portation’’ would be redundant, as without it ‘all charges in excess 
of tariff authority,” including demurrage, would be embraced. It is 
a foundamental rule of interpretation that words are to be used in 
their ordinary sense, and that no word is to be treated as a re- 


dundancy in any meaning reasonable and consistent with other parts 
can be placed upon it. Cyc. 9, 583. rs 

While it is true that the term ‘“‘transportation,’’ as used in the 
Interstate Commerce Act, includes ‘‘all services in connection with the 
receipt, delivery,’’ etc., of property transported, it is not there used 
in its ordinary sense, but as a broad, conprehensive term in conferring 
the commission with jurisdiction over interstate commerce, includ- 
ing accessory service incidental thereto. It does not follow that 
because the term in question was there used in the sense explained 


that it should be given the same meaning in the demurrage rule 
under discussion. 


hile upon brief complainant urges that ‘it would be unjust to 
cancel the demurrage that might accrue when shipments are held for 
unlawful charges in one case and not cancel the demurrage that might 
accrue while cars are held for unlawful charges of a different 
nature,” that question is not presented for determination in this case, 
the only allegation in the complaint being that under defendants 
demurrage tariff as it now reads the shipment was overeharged. The 


rule in question does not refer to ‘‘unlawful’’ charges, but trans- 
portation charges. 


Defendant states that the word “transportation” was inserted in 
the rule in question to cover charges for actual transportation only 
for the reason that, as in the present instance, while the delivering 
line’s agent could readily check the rates for transportation, he would 
have no knowledge as to how long the shipment might have been 
detained by a connecting carrier at some intermediate point, and con- 
sequently what demurrage charges accrued at such point. 

Upon further consideration the commission should find that the 
demurrage charges collected for detention of the car at Cleveland, 
Ohio, were applicable, except those collected for detention up to July 
14, 1922, prior to which time no demurrage accrued as defendant de- 
manded “transportation charges in excess of tariff authority.”” Com- 
plainant should comply with rule V of the Rules of Practice. 


SAN FRANCISCO HARBOR PLAN 


Examiner Haskell C. Davis, in a report on finance docket 
No. 4682, Acquisition and Construction of Line by Alameda Belt 
Line, has recommended approval of the plans of the Santa Fe 
and the Western Pacific for improving and enlarging their ter- 
minal facilities around San Francisco bay which were opposed 
by the Southern Pacific. The report also covers finance docket 
No. 4685, application by the Alameda Belt Line for authority to 
issue capital stock; No. 4686, the joint application of the Santa 
Fe and the Western Pacific for acquiring control of the belt line 
by purchase of its capital stock; No. 4683, application of the 
Western Pacific to extend its service by means of car floats, 
lighters, ferries and barges on the Estuary of San Antonio and 
Bay of San Francisco; and No. 5684, application of the Santa Fe 
to make similar extension of its service by like means in the 
same waters. 

According to the examiner the five applications related to 
the same general project. They were heard as one by the Cali- 
fornia commission, at the request of the federal commission and 
were disposed of in one report. No opposition other than that 
of the Southern Pacific, the report said, was presented. The 
California commission, he said, had authorized the belt line to 
issue $500,000 of common capital stock at not less than’ par and 
to use the proceeds from the sale thereof to acquire the line in 
question and to construct the contemplated extensions thereto. 
The order also authorized the Santa Fe and the Western Pacific 
to buy and hold the stock of the belt line. He said the member 
of the California commission who presided at the hearing filed 
suggestions with the federal body to the effect that the Santa Fe 
and the Western Pacific be permitted to enter Alameda territory 
in the method proposed by them, and that the belt line and the 
Southern Pacific grant each other trackage rights over their re- 
spective lines within the industrial zone of Alameda. The exam- 
iner indicated that the project was a move on the part of the 
Santa Fe and the Western Pacific to obtain more business from 
Oakland, of which Alameda is a part, in a switching district 
sense, although politically, they are separate communities, and a 
project on the part of Alameda to bring about industrial develop- 
ment of some of its vacant land. 

On behalf of the Santa Fe and the Western Pacific, he said 
it was testified that they had but a limited area in Oakland avail- 
able for industrial purposes; that most of the desirable locations 
were reached by the Southern Pacific; that the Santa Fe obtained 
but a comparatively small traffic from Oakland; that the two 
companies, for some time, had felt the need of making available 
additional acreage for the location of industries and had consid- 
ered that the vacant land in Alameda would afford them an op- 
portunity to attract industries to their rails. They said that 
while the operations of the belt line might not produce a direct 
profit, the additional line-haul traffic which it was expected to 
develop for the owning companies was thought to justify the 
capital investment. 


The Southern Pacific, the tracks of which reach Alameda, al- 
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leged there were no industries along the proposed extension ang 
no promise to establish any; that its tracks, suitable for industria) 
switching, were constructed on two or more sides of each area 
the proposed extension would serve and were adequate to han. 
dle any business that might develop for many years; that there 
was not enough business, present or prospective, to support two 
separate systems; that the territory was now adequately served 
by all trunk lines, either directly or through interchange; ang 
that the only object of the proposed construction was to place 
the applicants in a more favorable position. It said it would not 
become a one-third owner in the stock of the belt line, as sug. 
gested, Davis saying its chief reason appearing to be that the 
proposal involved a comparatively large investment and would 
involve paralleling tracks it had already constructed. The ex. 
aminer recommended the following findings: 


1. That the present and future public convenience and neces- 
sity require (a) the acquisition by the Alameda Belt Line of a line 
of railroad and (b) the construction of extensions thereto, all in 
Alameda County, Calif. 


2. That the Alameda Belt Line be authorized to issue $500,0u0 
of common capital stock, consisting of 5,000 shares of the par value 
of $100 each, and to sell said stock at par; the proceeds to be used 
solely for the purposes stated in its application. 

38. That the acquisition by the Atchison, Topeka & Santa Fe 
Railway Company and the Western Pacific Railroad Company of con- 
trol of the Alameda Belt Line, through the purchase by each of 
one-half of the entire capital stock of said company, excepting di- 
rectors qualifying shares, will be in the public interest. 

That the present and future public convenience and neces- 
sity require the extension of its service by the Atchison, Topeka & 
Santa Fe Railway Company by means of car floats, lighters, barges, 


and ferries to be operated on the Estuary of San Antonio and the 
Bay of San Francisco, Calif. 


5. That the present and future public convenience and necessity 
require the extension of its serice by the Western Pacific Railroaa 
Company by means of car floats, lighters, barges, and ferries to be 


operated on the Estuary of San Antonio and the Bay of San Fran- 
cisco, Calif. 


That the request of the Alameda Belt Line for permission 
to retain excess earnings be denied. 


LIABILITY FOR OVERCHARGE 


It is the opinion of Examiner William J. Koebel, expressed 
in a report on No. 17092, Yellow Pine Company, of Philadelphia, 
presented under the shortened procedure, that the liability of 
the Director-General, for the return of an overcharge collected 
by him, is the same as that of a carrier under similar con- 
ditions. Therefore he has recommended a finding that the de 
murrage charges on one carload of pine lumber, shipped from 
Brooklet, Ga., to South Camden, N. J., collected by the Director- 
General, but assessed and retained by a railroad not under 
federal control, was illegally collected. He said the Commission 
should award reparation. 

The shipment originated on the Midland, not under federal 
control, in April, 1918. That line hauled the lumber to Savannah 
for movement beyond over lines under federal control, billing 
demurrage amounting to $70 as advances. At destination the 
West Jersey & Seashore, a Pennsylvania line under the control 
of the Director-General, collected the freight and demurrage 
charges. 

Early in 1922 the Midland, the examiner said, passed into 
the hands of a receiver, was sold by order of the court and was 
being junked. 

The examiner said the record showed that any detention 
which might have taken place on the Midland was for a pur- 
pose other than one for which the consignor or consignee was 
responsible; and that the demurrage charges were assessed and 
collected without tariff authority. 

Without admitting the charges were illegally assessed, the 
Director-General, the examiner said, took the position that be- 
cause they were retained by a non-controlled road after settle- 
ment was made between the interested roads in interline ac- 
count, at which time he was unaware of any controversy regard- 
ing the charges, there was no overcharge in so far as he was 
concerned; that he could not be held liable for an overcharge 
because of the action of a carrier not under control; and that 
the proper party had not been made a defendant. The Director- 
General contended that he was not a carrier within the meaning 
of the term as used in Tyson & Jones Buggy Co. vs. A. & A., 
17 I. C. C. 330, citing in support of that, duPont de Nemours & 
Co. vs. Davis, 264 U. S. 456. In that case, the examiner said, 
the court construed the language of a statute of limitations, 
sought to be invoked against the Director-General. He said it 
was not pertinent here. His recommendation, if adopted, will 
apply to the Director-General the rule laid down in the buggy 
case that the carrier which collects the overcharge is responsible 
and should return it, whether a demand for it was made or not. 


RATES ON APPLE POMACE 


Dismissal of the complaint in No. 15144, Leo Greenwald 
Vinegar Company vs. Baltimore & Ohio et al., has been recom- 
mended by Examiner John T. Money on a proposed finding that 
rates on apple pomace from points in New York, Pennsylvania, 
Illinois, West Virginia, and from St. Louis to Topeka, Kan., 
were not and are not unreasonable. Complainant contended 
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that the rates assailed were and are unreasonable to the extent 
that the factors east of the Mississippi River exceeded 70 per 
cent of the sixth-class rates, plus a rate of 27 cents west of 
the Mississippi and St. Louis, for the period prior to July 1, 
1922, and rates 10 per cent less since that date. 

The examiner explained that apple pomace, in carloads, 
minimum 30,000 pounds, was rated fifth class in the official, and 
class B in the Illinois and western classifications. He said these 
ratings were not assailed. The origin points in eastern trunk 
line territory take the rate bases applicable from either New 
york, Albany, Syracuse, or Buffalo, Philadelphia or Baltimore, 
according to the report. The rates from the basing points to 
Topeka, as shown by complainant’s exhibits, follow: From 
New York, 105.5 cents; Philadelphia, 103.5 cents; Baltimore, 
102.5 cents; Albany, 95 cents; Syracuse, 85.5 cents; and Buffalo, 
g2.5 cents. Ton-mile earnings under these rates range from 
13.63 to 15.04 mills. The rates cited are combinations of fifth- 
class rates governed by the official classification to the Missis- 
sippi, plus the class B rate of 39.5 cents, governed by western 
classification, beyond. Effective October 1, 1922, at request of 
complainant, a proportional commodity rate of 30.5 cents was 
established from the Mississippi River crossings to Topeka ap- 
plicable on traffic from points east of the Indiana-Illinois state 
line, and such rates are still in effect, according to the report. 


LINTERS COMPLAINT DISMISSED 


Attorney-Examiner W. B. Hunter has recommended the dis- 
missal of No. 15358, Burton-Dixie Corporation et al. vs. Atchison, 
Topeka & Santa Fe et al., on a finding that rates on cotton 
linters, in carloads and less than carloads, from points in Texas, 
Louisiana west of the Mississippi, Oklahoma and Arkansas, to 
many points in the United States and Canada had not been 
shown to be unreasonable, unjustly discriminatory or unduly 
prejudicial. The report covers two sub-numbers, Edgar L. Pear- 
son & Co. et al. vs. Abilene & Southern et al., and Cotton By- 
Products Co. vs. Same. The formal complaints were filed after 
inability of the Commission to settle the matter informally, the 
claims being for reparation on carload shipments made prior to 
the establishment of carload rates from Texas on October 8, 
1921, and from Oklahoma on September 30, 1921. 

Complainants contended, the examiner said, that the rates 
on cotton linters, L. C. L., should not exceed 75 per cent of the 
rates on uncompressed cotton, any quantity, and that the rates 
on linters, carloads, should not exceed 75 per cent of the rates 
on less than carloads. That assumed, he said, that any quan- 
tity rates on cotton were the proper basis for L. C. L. rates only, 
and that carload rates on cotton should be 75 per cent of the 
any quantity rates. That position, upon which he said the com- 
plainants relied, was untenable, as cotton in the southwest 
moved, in general, on any quantity rates. He said there was no 
other substantial attack upon the linter rate structure. No 
special attack, he said, was made on the rate between any par- 
ticular points, except as to past rates from Rule, Tex., which 
he discussed later in his report. He said it would thus be seen 
that the record was not sufficient for any serious consideration 
of the rates on cotton linters. 


RELIEF FOR HOPKINSVILLE 


Attorney-Examiner John McChord, in No. 14532, Acme Mills 
et al. vs. Alabama Great Southern et al., and No. 14688, Acme 
Mills vs. Baltimore & Ohio has recommended that Hopkinsville, 
Ky., be given relief from the class rates between Southern and 
Mississippi Valley and between Central Freight Association ter- 
ritories and the Buffalo-Pittsburgh and Johnstown-Cumberland 
groups on the one hand, and Hopkinsville on the other, to the 
extent that rates made in accordance with those approved in 
Southern Class Rates Investigation, 100 I. C. C. 518, would give 
relief, on a finding that the existing class rates are unreasonable. 

Commodity rates from points south of Nashville and from 
Nashville to Hopkinsville, and from points north of the Ohio 
river to Hopkinsville, he said, should be found not to have been 
shown to be unreasonable, but unduly prejudicial to Hopkins- 
ville and preferential to Henderson, Ky., and Evansville, Ind. 

The two complaints were directed against the rate situation 
produced by the fact that the railroads claimed, in other days, 
the right to meet competition at the river points without observ- 
ing the long and short haul part of the fourth section. McChord 
said the defendants admitted that river competition at the Ohio 
and Mississippi river crossings no longer existed and that their 
witness testified that the carriers contemplated revising all rates 
toa dry land basis. He said the defendants, explaining what was 
contemplated in respect of commodity rates, said they would be 
constructed in line with the class rates that would ultimately be 
established by the Commission in the southern class rate case, 
then pending, and would embrace all the commodity rates under 
assault in these cases. He said the carriers said they proposed 
to increase all rates to the Ohio river from southern territory 
and establish rates to the intermediate points not higher than to 
the more distant river points. 
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Hopkinsville claimed to be at a disadvantage in competition 
with the river points in the marketing of hardware and other 
articles obtained from points north of the Ohio river. But the 
southern carriers said they had no control over the rates from 
the northern points and that the rates to Hopkinsville were made 
by the combination of locals to and from the river, the southern 
carriers being responsible only for the factor south of the river. 

The examiner said the evidence in these cases did not war- 
rant any conclusions different from those reached in the southern 
class rate case. He said it abundantly showed the competition 
between Hopkinsville and Ohio river crossings and that a car- 
rier witness had testified that the rate situation at Hopkinsville 
applied at other interior cities and towns in Southern territory. 
He said it was impossible from the record to establish, in these 
cases, commodity rates from the vast territory to Hopkinsville 
sought by the complainants. Rates to Hopkinsville originating 
from territory south and southeast of Nashville and from Nash- 
ville, as compared with rates to Henderson and Evansville sub- 
jected Hopkinsville, he said, to undue prejudice and unduly pre- 
ferred the Ohio river points. However, he said, it could not be 
stated from the record that the rates to Hopkinsville were un- 
reasonably high. 

Fourth section applications, the examiner said, were set for 
hearing in connection with this case, although the carriers said 
they had not received notice that the applications had been set 
for hearing. However, he said, they announced their intention 
to comply with the fourth section in respect of all rates to Hop- 
kinsville and other points in southern territories. 

McChord said no order should be issued at this time but that 
the cases should be held in abeyance pending the establishment 
of class rates on bases approved in the class rate investigation. 


SOME DEMURRAGE ILLEGAL 


In a report on No. 16628, Manassa Timber Co. vs. New York 
Central et al., Examiner A. S. Worthington dealt with a de- 
murrage situation at Delray (Detroit), Mich., in which the com- 
plainant claimed the benefit of the Commission’s decision in 
Milne Lumber Co. vs. C. C. C. & St. L., 93 I. C. C. 661, and the 
complications arising out of the reconsignment of a carload of 
lumber in transit, from Eros, La., refused at Delray, in which 
situation the carrier failed to comply with its tariff require- 
ment providing for telegraphic notice to consignor in case of the 
refusal of shipment. Reconsignment was at East St. Louis. The 
shipment arrived at Detroit, March 27, 1923, and the next day 
the New York Central mailed out an arrival notice confirming 
the postal card notice with a letter the next day, both of which 
were returned. 

Much correspondence resulted, but on May 11 a substituted 
consignee refused the shipment. Notice of that refusal was 
mailed the next day, but telegraphic notice was not sent until 
May 22. 

Worthington, in this case, discussed the meaning of the 
words “transportation charges” as used in rule 8 of the demur- 
rage tariff and repeated the arguments used by him in discus- 
sing the original report in the Milne Lumber case, which he 
advised the Commission to modify so as to make a distinction, 
in the matter of rule 8 application, between disputes about de- 
murrage charges and transportation charges, so as to make car 
detention on account of disputes about demurrage charges run 
at the expense of the shipper. 

He recommended a finding that the charges for detention 
were applicable except in the period from May 12 to May 22, in 
which period the complainant was without the benefit of tele- 
graphic notice of refusal of shipment as provided in rule 4 of 
the demurrage tariff, the transportation charges being calculated 
on a rate of 48.5 cents and a minimum of 30,000 pounds, with 
reparation for the failure to comply with rule 4. 


IRON AND STEEL REPARATION 


Attorney-Examiner John McChord, in No. 16752, H. D. Taylor, 
Inc., et al. vs. Pennsylvania et al., has recommended a finding 
that through rates on steel sheets, wrought pipe and many other 
articles in the iron and steel list, from Cleveland, Youngstown, 
Girard and Warren, O., to Black Rock and Buffalo, shipped within 
two years preceding the filing of the complaint, were unreason- 
able to the extent they exceeded the aggregate of intermediates 
and recommended reparation. The through rate from each point 
was 25 cents. Contemporaneously there was a combination of 
23 cents. McChord said both complainants and defendants ad- 
mitted that the principles laid down in the second decision in 
American Shipbuilding Co. et al. vs. Director-General, 89 I. C. C. 
601, and Iron and Steel Articles, 89 I. C. C. 601, were controlling, 
hence the proposed finding. 


GROUND LIMESTONE RATE 


Examiner Frank C. Weems has recommended the dismissal 
of No. 16931, Ladd Lime & Stone Company vs. Louisville & 
Nashville et al., on a finding that the rate legally applicable on 
ground limestone, from Ladds, Ga., to Henry, Tenn., in May and 
July, 1924, was not unreasonable, as alleged. Weems said the 
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charges were computed at a combination of $2.59 per ton for 
which there was no tariff authority. He said the legal rate was 
$2.63, the aggregate of the separate commodity rates treated by 
a combination rule in Jones I. C. C. U. S. No. 1. The com- 
plainant contended the proper rate was $2.14. The examiner 
said there was no evidence that the legally applicable rate was 
unreasonable. A Seaboard tariff involved in the matter did 
not carry the combination rule. The carriers therefore objected 
to the application of the combination rule to the factor carried 
in that tariff. But Weems quoted the Sligo Iron Store case rule 
against them, although they contended that the tariff provisions 
in this case were wholly and entirely dissimilar to the tariff 
provisions which led to the adoption of the Sligo rule. But he 
said their contentions in this case were substantially identical 
with their arguments in that case and recommended the find- 
ing before mentioned. 


BARRED BY LIMITATION 


Examiner Warren H. Wagner has recommended the dis- 
missal of No. 16431, Latham-Bradshaw Cotton Co. vs. Blue Ridge 
Ry. Co. et al., on a finding that a complaint alleging that rates 
on cotton shipped from points in South Carolina to points in 
North Carolina and Virginia, compressed at Tuccoa, Ga., were 
unreasonable, unduly prejudicial and violative of the long-and- 
short-haul part of the fourth section, was barred by the statute 
of limitations, because it was not filed, formally, until more than 
ninety days after the carriers filed suit for the collection of 
compress charges. The complaint was filed one day after the 
ninety days the suit was filed had expired, the examiner said. 


COAL CASES DISMISSED 


Examiner F. M. Weaver has recommended the dismissal of 
No. 16323, Scott County Milling Co. et al. vs. Butler County Rail- 
road Co. et al., on a finding that rates on soft coal, from points 
in southern Illinois to destinations in southeastern Missouri and 
northeastern Arkansas are not unreasonable. The report covers 
three sub-numbers, Same vs. Cleveland, Cincinnati, Chicago & 
St. Louis et al.; Dexter Ice, Fuel & Power Co. vs. Chicago & 
Eastern Illinois et al.; and R. B. Bowman vs. Same. 

Destinations on the Frisco, Cotton Belt and the Missouri 
Pacific were alleged to be paying rates too high in comparison 
with those to St. Louis, Ste. Genevieve, St. Marys, Cape Girar- 
deau, Illmo and Chaffee, Mo. The carriers, the examiner said, 
admitted that, mile for mile, the rates to the complaining points 
were higher than the rates to points near the Mississippi, but 
they suggested that a more proper comparison would be with 
rates to other interior points. The examiner said the situation 
was similar to that shown in L’Anguille River Ry. vs. Illinois 
Central, 83 I. C. C. 521, in which complainants in the interior 
sought rates as low as those to Helena, Ark., a river point. In 
that case, he said, the Commission held that rates to Mississippi 
Valley territory constituted no proper comparisons by which to 
judge the reasonableness of rates to interior points in Arkansas. 





LARD SUBSTITUTE REPARATION 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Harris Fleming in No. 
14878, Merchants & Planters Oil Co. vs. Atchison, Topeka & 
Santa Fe et al., as to rates on shipments of lard substitutes and 
vegetable cooking oils, in carloads, from Houston, Tex., to points 
in Arkansas and Louisiana, between May 1, 1921, and November 
20, 1925, to the extent the rates collected exceeded or might 
exceed rates ordered in Procter & Gamble Distributing Co. vs. 
St. Louis-San Francisco, 101 I. C. C. 563. The rates prescribed 
in that case are effective on November 20, 1925. The com- 
plainant asked for reparation on shipments that might move 
while the complaint was pending. 


CRUDE OIL REPARATION 


Reparation has been recommended by Attorney-Examiner 
John McChord in No. 17010, Lincoln Traction Co. vs. Missouri 
Pacific, on a finding that rates on 97 carloads of crude and fuel 
oil, from Smackover, Ark., to Lincoln, Neb., between December, 
1922, and April 8, 1923, were unreasonable to the extent they 
exceeded 27.5 cents. That rate was made effective April 8, 
1923. The rate collected, 33.5 cents, was the same as that on 
refined products, in contravention of the rule laid down in Mid- 
continent Oil Rates, 36 I. C. C. 123, that rates on crude, fuel and 


gas oil should be lower by a specified amount than those on 
refined oil. 


RATES ON COTTONSEED 


Examiner J. P. McGrath has recommended dismissal of the 
complaint in No. 16415, Cairo Cotton Oil Mill, Inc., vs. Mobile & 
Ohio et al., on a proposed finding that rates on cottonseed from 
Light, Ark., to Cairo, Ill., were not unreasonable and that com- 
plainant was not shown to have been damaged by any undue 
prejudice which may have existed. Complainant alleged that 
the rate of 29.5 cents charged on four carloads of cottonseed 
shipped in November and December, 1922, from Light to Cairo, 
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was, and that the rate of 26.5 cents established on this traffic 
November 27, 1923, is unreasonable and unduly prejudiciaj of 
complainant and Cairo and unduly preferential of East St. Louis 
Complainant contended that a reasonable rate on the traffic 
should not exceed 22 cents. The examiner said the alleged undye 
prejudice had been removed. 


OVERCHARGE CLAIM BARRED 


On a proposed finding that a claim for overcharge on a car. 
load of lumber from Stamps, Ark., to Carpenter, Ill., and recop. 
signed to Glens Falls, N. Y., was barred by the statute of limita. 
tions, Examiner A. S. Worthington has recommended dismisga] 
of the complaint in No. 16577, Milne Lumber Company vs. Wa. 
bash et al. The shipment moved from Stamps June 1, 1921, jt 
was delivered at Glens Falls June 27, 1921. Under the Commis. 
sion’s conference ruling of July 28, 1925, as to claims barred by 
statute not revived by subsequent change in statute, the exam. 
iner found that as the shipment here concerned was barred bh 
the statute prior to the enactment of June 7, 1924 (amendment 
to paragraph 3 of section 16), it came within the provisions of 
the conference ruling cited and should not be further considereg, 


PROPOSED LOG COMPLAINT REPORT 


Examiner Myron Witters has proposed the dismissal of No, 
16608, Crook Son & Co. vs. Kalamazoo, Lake Shore & Chicago 
et al., on a finding that the rate on logs, from Paw Paw, Mich., to 
Hicksville, O., in January, February and March, 1923, was not 
unjust, unreasonable, unjustly discriminatory or unduly preju- 
dicial. The complaint was against the application of the sixth 
class rate of 18.5 cents on eleven carloads, the allegation being 
that it was unjust, unreasonable, unjustly discriminatory and un- 
duly prejudicial. The Commission said that the first request for 
the publication of commodity rates was dated June 20, 1923, sey- 
eral months after the first shipments were made. 


RATES ON IRON AND STEEL DERRICKS 


On a proposed finding that rates on iron and steel derricks, 
in carloads, from Sistersville, W. Va., to points in Oklahoma and 
Kansas, have not been and are not now unreasonable, Examiner 
F. M. Weaver has recommended dismissal of the complaint in 
No. 16405, Carter Oil Company vs. Santa Fe et al. The examiner 
said iron and steel derricks were covered in the rating on oil 
well outfits and supplies, rated class A in straight or mixed car- 
loads in the western classification. Complainant asked for com- 
modity rates on its derricks in straight carloads lower than the 
varying bases of rates now in effect on oil well outfits and 
supplies. 


RATE ON CANTALOUPES 


Dismissal of the complaint in No. 16795, Joseph Gentile 
Company vs. American Railway Express Company, has been 
recommended by Examiner Morris H. Konigsbers on a finding 
that a rate of $4.28 charged on a carload of cantaloupes shipped 
by express from Turlock, Calif., to Philadelphia, Pa., was not 
unreasonable or otherwise unlawful. 


RATES ON BRICK 


Examiner F. M. Weaver has recommended dismissal of the 
complaints in No. 16282, McEwing & Thomas Clay Products 
Company et al. vs. Chicago & Hastern Illinois et al., embracing 
also a sub number, Same vs. Rock Island et al., on a proposed 
finding that rates charged on brick shipped since July 1, 1923, 
from Albion, IIl., to St. Louis, Mo., and other destinations, were 
applicable. Charges were collected at the rates applicable on 
brick included in the uniform brick list. Complainants con- 
tended that the rates on common brick should have been 
charged, which were 80 per cent of the rates on brick included 
in the uniform brick list. The examiner said the question at 
issue was whether the shipments consisted of “brick, common, 
not hollow, made from low-grade clay or shale.” Defendants 
contended that complainant’s brick was of good quality and that 
no better brick was manufactured in that general territory. 
The examiner said the evidence tended to show that com- 
plainants’ brick had qualities which distinguished it from the 
ordinary common brick. 


MEXICAN FARE REDUCTION 


The National Railways of Mexico and Operated Lines ex- 
plain in a letter from F. P. De Hoyos, G. A., that the announce- 
ment printed in The Traffic World, August 26, p. 478, that they 
have initiated a 25 per cent reduction rate to commercial trav- 
elers on the line in Mexico, including free transportation of 
baggage up to a certain amount, applies only to resident trav- 
eling salesmen whose headquarters are in the Republic of 
Mexico, or whose firms maintain branch houses in that country. 
Travelers from the United States and Canada, Mr. Hoyos says, 
will find it more advantageous to purchase the reduced round- 
trip tickets to Mexico City that are on sale in their countries, 
with optional routes, diverse routes, stop-over and additional 
privileges, 
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EASTERN CLASS RATES CASE 


Following completion of testimony on behalf of dairy prod- 
ucts and packing interests, witnesses for the Wisconsin Rail- 
road Commission were put on the stand at the continued hearing 
in the eastern Class rates investigation at Chicago, October 2. 

Ww. W. Manker, for Armour and Company and subsidiaries, 
ave a brief resume of the case now before the Commission 
with regard to rates on live stock, fresh meats, bulk cured meats 
and packinghouse products, and said that it was the desire of 
the interests he represented that, in the present proceeding, rates 
as far as live stock and its products were concerned be disre- 
garded, leaving the disposition of them to be determined by 
the Commission from records dealing specifically with these 
commodities. 

With regard to the proposed adjustment resulting in in- 
creases, Mr. Manker testified as follows: 


It may be said by the respondents in this proceeding that 
only class rates are under consideration and it is not proposed 
to make any change in the fifth class rates Chicago to New York. 
That may be correct, but we have had some experience before 
with respect to the influence on the commodity rate adjustment 
when class rates were changed and it has been brought about in 
the following manner: When a commodity rate is found to bear 
a certain percentage of the classification rating on that commod- 
ity, a general revision of the commodity rate has been made to 
continue the relationship, class to commodity rate, before the 
change was made in the class rate. It is to place in this record 
our views that, should an advance be made in the third, fourth 
or fifth class rates, there should be no corresponding advance 
made in the commodity rates on live stock products so classified, 
as it would have the effect of changing the relationship as be- 
tween the rates on live stock and its products as will be decided 
when the formal complaints now pending were disposed of. 

The advances in class rates will mean a very heavy increase 
on the less-than-carload rates on meat products shipped through- 
out Official Classification territory from packinghouse plant points 
to consuming territory under consideration in this territory and, 
owing to the saving to the carriers by having these products 
loaded by the shipper, waybilled, icing expense, initial and re- 
icing, cleaning of cars, and paying the less-than-carload class 
rates, with a guaranteed revenue minimum per car based on 21,000 
pounds at the fresh meat carload rate from point of origin to 
final destination, affording a material saving to the carriers as 
contrasted with the expense of handling through their freight 
stations and bearing the expense in handling and icing, in our 
opinion, would justify commodity rates less than the class rates, 
as was recognized by the Commission in Southwestern territory 
in their decision reported in 23 I. C. C. 656, less-carload commodity 
rates being made on fresh meat 150 per cent of the fresh 
meat carload rate and on packinghouse products 130 per cent of 
the packinghouse product carload rate. 


In making a statement on behalf of other Chicago packers 
as well as of Armour and Company with regard to the rates on 
wool in grease, Mr. Manker said that, giving due consideration to 
the traffic density, loading, claim hazard-and value, and all other 
transportation elements, the present third class rate and a 16,000- 
pound minimum resulted in a reasonable maximum charge, and 
that the present rule 26 rate and 32,000-pound minimum was 
excessive and unreasonable. To increase further the charge, as 
the carriers propose, would place on the traffic an unwarranted 
and unjustified burden, he said. 


C. O. Dawson, representing interior Iowa packers, took a 
stand similar to that of Mr. Manker with regard to the settling 
of the rates on meat products in other cases. He said that, if 
the Commission should settle and dispose of the present case 
before it did that of Docket 14771, involving meat products and 
live stock, he sincerely hoped the present rates applicable from 
the Mississippi river to trunk line destinations on meat prod- 
ucts would be continued until Docket 14771 was decided. 

W. F. Blanchfield, for the Live Poultry and Dairy Products 
Shippers’ Association, took the stand and said that he subscribed 
to the testimony given by Mr. Mayfield with regard to live poul- 
try being a proportional movement from west of the river, as 
being also true for dressed poultry He entered exhibits to show 
similarities between the live and dressed poultry as to move- 
ment and transportation. 


Wisconsin Commission Objects 


W. F. Ehman, rate expert, testifying for the Wisconsin com- 
mission, made the general statement that the state commission 
objected to all of the increases asked by railroads east of Chi- 
cago and north of the Ohio river. He said that the proposed 
readjustment would seriously affect industries in the state. He 
continued as follows: 


On a single Wisconsin industry, the Kohler Company, increase 
on the basis of actual shipments for the year 1924 would be 
$75,101. This is about a 16 per cent increase. 

: In the case of Pfister & Vogel Leather Company the increase 
is about 24 per cent. In the case of the Hamilton Manufacturing 
Company, of Two Rivers, the increase in freight charges is $6,584. 
For the Northern Wisconsin Produce Company, of Manitowoc, the 
increase would be $3,628. For the Fred Rueping Company, of 
Fond du Lac, the increase would be $3,087. For Ed Schuster & 
be’sacet a department store, of Milwaukee, the increase would 
e . : 

The increases on a number of classes range from about 12% 
to 20 per cent. In no case does an industry as a whole receive 
any reduction in freight rates. 


Mr. Ehman suggested, on behalf of the state commission, 
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that a schedule of class rates be adopted containing not less 
than twenty classes for the purpose of eliminating the numerous 
exceptions to the Official Classifications and to eliminate as 
many as possible of the specific commoditty rates and thus 
bring about simplicity in the publication and quotation of rates. 

H. C Ross, banker, Monroe, Wis., was called by the state 
commission to testify, showing the financial condition of the 
farmer. He said that the farmer, financially, was not in -very 
good shape in Wisconsin, that loans were higher now than be- 
fore the war, and that there were now chattel mortgages held 
when before 1920 there were practically none. With this con- 
dition in mind, it was apparent the farmer could not stand an 
increase in freight rates on his products. 

Furniture shipping interests offered testimony at the con- 
tinued hearing in the eastern class rates investigation at Chi- 
cago, October 5. At the opening of the day’s hearing, supple- 
mentary testimony was given on behalf of the Rochester, N. Y., 
Chamber of Commerce. : 

F. W. Burton, for the Rochester Chamber of Commerce, said 
he desired to put in testimony supplementary of what he had 
entered at the Washington hearing, June 30. He said that the 
increases resulting from the carriers’ proposals would affect 
Rochester more than any other point. He said that the increases 
were greater from Rochester than from any other city. He tes- 
tified that the increase in rates, as proposed by the carriers, 
would average 21 per cent from Rochester to points in C. F. A. 
territory, 24 per cent to New England territory, and 18.8 per cent 
to Trunk Line territory. He said that some industries in Roch- 
ester would suffer an increase of as much as 74 per cent. All 
other New York points would get lesser increases, he said, except 
Rome. To show that the results of such an adjustment would 
seriously affect Rochester in competition, he said that all points 
competed in doing business in New York City and to that point 
Rochester had the highest percentage of increase, under the 
proposal, or 24 per cent. 


Furniture Shippers Testify 


E. L. Ewing, attorney for furniture manufacturers in Grand 
Rapids, Mich., made a brief statement before testimony was 
entered with regard to the result of the readjustment on furni- 
ture, saying that the increases as proposed would hit furniture 
harder, probably, than any other one commodity. He said that 
it had fallen on the Furniture Manufacturers’ Association of 
Grand Rapids actively to oppose the carriers’ proposition in this 
investigation and that there were several ways in which that 
might be done. He said that they had selected, however, to 
show the competition suffered by manufacturers of furniture at 
Grand Rapids, the vital importance of the eastern markets and 
the importance of being able to reach them, and the difficulty 
of reaching eastern markets under the present adjustment, let 
alone what it would be under the rates as proposed. He indi- 
cated that it would mean a loss to the carriers of the long haul 
furniture business, because the furniture manufacturers could 
not bear the increases and survive commercially. 

J. D. Carrol, secretary and treasurer, the Michigan Chair 
Company, testified that about 25 to 30 per cent of the business 
done by his company was in the east. He said that the volume 
of business done there was decreasing, on account of competition 
there and the cost of getting the goods to market. He said the 
transportation cost had become the most important factor in 
making furniture sales. He said that a chair virtually the same 
as they made could be sold by a competitor nearer the New 
York market much better than one of theirs, simply because of 
the lesser freight rate. He said that the consumer was not alive 
to minor details of construction, style and material, and that a 
little difference in the cost of one piece of furniture under an- 
other, due to transportation expense, would influence the lay 
buyer more than anything else. 


Any increase in freight rates, he said, would be harmful; it 
would force the manufacturers at Grand Rapids to absorb more 
freight and cause them to lose profit and business. 

F. D. Campeau, general counsel for the Grand Rapids Fur- 
niture Manufacturers’ Association, W. A. Bowen, of The Furni- 
ture Shops, and F. H. Mueller, of the Mueller Furniture Company, 
entered testimony similar to that of Mr. Carrol, with regard to 
the sharp competition, the necessity of keeping Grand Rapids 
on a parity with its eastern competitors, and the increases 
worked by the carriers’ proposals. 

F. E. Jones, manager of the traffic and carloading depart- 
ments of the Grand Rapids Furniture Manufacturers’ Association, 
testified that the movement of furniture was a carload move- 
ment. He said that the business picked up there was L. C. L., 
but that the car-loading department of the association had been 
formed to turn the industry from one of less-carload into a car- 
load shipping business. 

R. L. Tuttle, on behalf of furniture interests at Holland, 
referred to his main testimony given earlier in the hearing and 
said that he favored all that he had said then to apply with 
regard to furniture now, that was, he would like to see rates 
made on a percentage basis that included Holland in a group 
taking 88 per cent and not higher than 89 per cent. He said, 
however, that the inflated mileages and rates he had pointed 
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out with regard to cross-lake traffic ought to be rectified as a 
result of this proceeding, whether or not the Commission saw 
fit to doing anything about the group percentage adjustments. 

Following the completion of testimony for the furniture in- 
terests, testimony was entered on behalf of the rubber shippers 
affected by the carriers’ proposals, at the continued hearing in 
the eastern class rates investigation at Chicago, October 6. 

C. S. Bather, representing furniture interests at Rockford, 
lll., said that even under the present rates the furniture manu- 
facturer found it difficult to reach distant markets in Official 
Classification territory. He gave an illustration, pointing out 
that the present rate on a china cabinet from Rockford to New 
York, less than carload, was $2.38 a hundred, and carload, 139% 
a hundred. From Chicago to New York, less than carload, $2.13, 
and carload, $1.244%. From those figures, he said, it could be 
observed that the spread in the rates from Rockford to New 
York was now 25% cents less than carload and 15 cents car- 
load, while the spread in the Chicago to New York rates was 
17 cents less than carload and 10 cents carload. This inequit- 
able relationship, he said, would be further increased in the 
spread by the carriers’ proposed rates. He continued as follows: 


These comparisons may not appear to be convincing when taken 
alone but it must be remembered that furniture moves in large volume 
in Official Classification territory because the density of population 
is in that territory and the bulk of the furniture is produced in that 
territory. Competition is very keen not only as between manuliac- 
turers but also dealers, and furniture is sold on a cash discount 
basis of 2 per cent, advantage of which is taken by the dealer, 
therefore even a small difference in the price per piece will often 
determine whether or not a manufacturer can compete with his 
competitor who has a relatively lower freight rate. 


Rubber Interests Object 


R. H. Goebel, manager of the traffic department, the Rub- 
ber Association of America, said that testimony of the car- 
riers’ witnesses had indicated that the proposal for revision of 
class rates within Trunk Line territory rested principally on the 
carriers’ desire to secure relief from the long and short haul 
clause, but that their evidence with respect to the fourth sec- 
tion showed that they desired blanket relief so they might be 
in a position to continue existing departures and to create new 
ones. He said that from the carriers’ evidence, it was clear 
that the departures would be no fewer, nor any different than 
those at present. He said that the position of the interests he 
represented was that the trunk line mileage scale proposed by 
the carriers did not improve the fourth section situation, that 
there was no necessity or justification for a general readjust- 
ment of class rates within Trunk Line territory, and that any 
changes made should be confined to particular rates or adjust- 
ments shown to be in violation of the law. He said that if a 
mileage scale was established in Trunk Line territory it should 
be no higher than the C. F. A. scale, and that both should be 
based on a revised fourth and fifth and sixth class percentages, 
that is, fourth class 45 per cent of first, 37 or 37% per cent of 
first for fifth class and 30 per cent of first for sixth class. He 
said that the eastbound basis of rates from New York state 
groups should be increased and in that way the parity between 
east and west bound rates be obtained. 

C. F. Dougherty, traffic manager, the Michigan Paper Mills 
Traffic Association, returned to the stand to give testimony re- 
garding the rates within C. F, A. territory. He made the state- 
ment that the Commission had said that points taking rates 
over one line should be given rates based approximately on 
their distance, and then he pointed out a number of Illinois 
and Indiana points to which Kalamazoo paid on the basis of 
150 miles though the points were much less distant than that, 
and said that he thought Kalamazoo was entitled to seek relief. 
He showed the situation with respect to points beyond Chicago 
and said that he was opposed to the inflation of mileages to and 
from the Mississippi crossings. 

Iowa shippers’ representatives presented testimony at the 


hearing in the eastern class rate investigation, at Chicago, Octo- 
ber 7. 


lowa’s Views Presented 


Leo Golden, secretary and traffic manager, the Burlington 
Shippers’ Association, who said that he also represented similar 
organizations at Dubuque, Clinton, Davenport, Muscatine and 
Keokuk, and, with respect to rates in Trunk Line territory, Han- 
nibal, Mo., said that regardless of what may be the outcome of 
the present proceeding, as to the scale adopted for future appli- 
cation between the Mississippi river and Trunk Line territory, 
the interests he represented were particularly insistent that the 
river cities from Dubuque to St. Louis, inclusive, be continued 
in a single group. He testified that the group was Commission- 
made and gave a brief resume of the proceedings leading up to 
the establishment of the river cities on a parity with St. Louis. 

He then made comparisons of the rate ratios with the dis- 
tance ratios under the present and proposed rates between vari- 
ous points in C. F. A. and Trunk Line territory. This resulted in 
a showing that the percentage of 117 per cent for the group in- 
cluding the river cities was excessive, he alleged. The witness 
said that it was the contention of the interests he represented 
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that, at the most, their adjustment should not exceed 110 Der 
cent of the Chicago rate. With regard to rates for the future 
he said that he desired to subscribe to the suggestions of Wit. 
ness Hochstedler and the principles of construction and grag. 
tion set forth by him. 


A. J. Christiansen, of Davenport, S. G. Creswick, of Dy. 
buque, E. G. Wiley, of Des Moines, and J. C. Fry, of Keokuk, ai 
took the stand for a moment to enter their subscriptions to the 
testimony given by Mr. Golden. 

B. J. Drummond, transportation commissioner, the Chamber 
of Commerce, Mason City, Iowa, said that the carriers’ proposals 
would result in increases which would, on account of the nature 
of the traffic from and to Mason City, effect the population very 
seriously. He pointed out that the rates were constructed on the 
lowest combination of separately constructed factors and that 
the carriers’ proposal in this proceeding would advance the fac. 
tor up to the river, from Chicago, for example, 22% cents on 
first class, 14% cents on second, 16 cents on third, and 17% 
cents on fourth. This, he said, would have the effect of increas. 
ing the through rates to Mason City correspondingly, if those 
rates continued to be constructed on the combination basis 
which, in his opinion, was not the proper basis for making Mason 
City’s rates, regardless of the principles enunciated in the inter. 
ior Iowa Cities Cases. 

He then went on to show the difficulties met by Mason City 
jobbers and distributors in shipping out to surrounding territory 
the eastern goods shipped in. He especially stressed the com- 
petition with points having the advantage of the Twin Cities 
rates. He continued, referring to the inbound carload rate of 
fifth class to Mason City and its outbound L. C. L. rate of 


fourth class as compared with the rates from the Twin Cities, as 
follows: 


That this situation is due to the inbound rates from the east 
to Mason City being higher than the rates to the Twin Cities is 
evidenced by the fact that the fourth class rate largely used by 
distributors to Sibley from M&son City is 32 cents, while from the 
Twin Cities it is 38.5 cents. Therefore, it is quite apparent that a 
Mason City jobber cannot buy goods in the East and put them 
into Iowa territory, where service and distance are both in our 
favor, in competition with the Twin Cities. _ 

Within a maximum distance of 100 miles from Mason City 
are 142 railroad points, located in northern Iowa and southern 
Minnesota, whose urban population is 94,045. The farming popu- 
lation tributary to these towns is approximately 96,844. This 
total population is served by 2,240 retail dealers, classified as 
follows: 

Three hundred and forty general stores and department 
stores, 171 groceries, 125 clothiers, furnishings and shoe stores, 
287 garages, automobile supply and accessories stores and 820 
miscellaneous dealers, comprising blacksmiths, confectioners, im- 
plement dealers, jewelers, meat markets, milliners, music and 
vanity stores. ; 

Adding to this the 204 retail establishments in Mason City, 
there is a grand total of 2,504 dealers who are potential custom- 
ers of Mason City distributors and manufacturers. Highty-five 
per cent of these 2,240 outside dealers can be reached by 24-hour 
freight service. 

In northwest Iowa and southwest Minnesota and eastern 
South Dakota, beyond this 100-mile limit, are approximately 350 
railroad points serving a population aggregating 315,000 through 
some 5,425 dealers. They can be conveniently reached from 
Mason City in 48 to 60 hours by freight service. , 

Its ideal location from which to reach that part of Minnesota 
and Iowa, that form one of _the richest territories in the middle 
West, would make Mason.City a real distributing point if our 
freight rates were equalized with our Twin City competitors. 
While we have excellent rail service from Mason City, it is 
not sufficient to counteract our rate handicaps. 


With reference to a reasonable all rail rate from New York 
to the Twin Cities, he said that, first class, it should not exceed 
$1.76%, which was the product of the reasonable rail-lake-and- 


rail rate of $1.55% first class, plus 21 cents differential. He went 
on as follows: 


However, the Commission having fixed a reasonable all-rail 
rate of $1.88%4, first class, to La Crosse, any rate less than that to 
the Twin Cities would violate the fourth section. Therefore, it is 
apparent that the present rate of $1.95, New York to Twin Cities, 
is, when compared to the reasonable rail-lake-and-rail rate of 
$1.554%2, an abnormally high rate instead of a subnormal rate. _ 

I am of the opinion, however, under conditions as they exist 
today, that the all-rail rate is a normal rate, but that the rail- 
lake-and-rail rate on the $1.55% scale is too low and should be 
raised; then the same differential between all-rail and water-and- 
rail rates should be applied to the intermediate points in Wis- 
consin, Minnesota and Iowa. 

I am convinced of one thing, however, as the result of my 
study of this whole situation, and that is there is no justification 
for the maintenance of a spread of a 391%4-cent_ scale between 
all-rail and rail-and-water rates at the Twin Cities. Such @ 
situation should be speedily corrected, because Mason City, with a 
10-cent scale difference, cannot hope to compete with the Twin 
City distributor of eastern goods who fills his warehouse during 
the season of navigation at rail-water-and-rail rates, 2914 cents 


lower than the Mason City distributor, who might use the rail 
and water routes. 


In concluding his testimony, he said that he wished to leave 
with the Commission the following points: 


To avoid the necessity of further complaint, the issues brought 
into this proceeding should not be allowed to become submerge 
in the mass of testimony heretofore submitted. he 

That the peculiar situation of Mason City in relation to t ° 
balance of the state of lowa calls for a different treatment 0 
its rates from the East. 


The only conclusion that can reasonably be drawn from the 
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evidence submitted on behalf of the Chamber of Commerce of 
Mason City and its constituency is that we are entitled to through 
rates governed by Official Classification and related to the Twin 
Cities, La Crosse, etc, by a proper differential under the Twin 
ities basis. 

Citi nat the rail-water-and-rail differential under the all-rail 
rates to — City should be on the same spread as prevalis at 

Twin ies. 

er That Mason City’s rates from the East should be linked up 
to the Twin Cities adjustment and not the Missouri River cities 
adjustment, because Mason City is not an intermediate point on 
the east and west lines crossing Iowa that participate in Missouri 
River traffic, but is absolutely intermediate to the Twin Cities. 


Rail and Water Rates Discussed 


Testimony dealing with rail and water rates was entered 
by C. E. Hochstedler, assistant director of the Chicago Chamber 
of Commerce, at the continued hearing of the eastern class rates 
investigation at Chicago October 8. 

The witness began by offering an exhibit showing the dif- 
ferentials and the ratio of the differentials, via the lake and 
rail routes, to the standard all rail rates, since 1900. He 
pointed out that notwithstanding the several general increases 
in the through all rail rates the differential on the New York- 
Chicago rate had been reduced 8 cents a hundred, or 38 per cent 
in the period 1900 to the present time. He then went on to out- 
line the various actions that had affected the differentials, such 
as the orders by the Commission and steps initiated by the water 
carriers. He continued as follows: 


It is obviously unnecessary for me to trace the various changes 
in the rates via the standard rail and lake routes and the ratios 
of the differentials via these routes to the standard all rail rates. 
In a general way they follow substantially the same course as the 
differential rail and lake rates. The first-class differential itself 
having been reduced from 21 cents, as of January 1, 1900, to 13 
cents, as of today, while the ratio of these differentials to the 
standard all rail first-class rates has been reduced from 28 per 
cent, as of January 1, 1900, to 9.1 per cent as of today. 

The general increases in the leyel of the all rail rates since 
1900 is attributed to the rising cost of operation and maintenance. 
The present first-class rate of $1.42 via the standrad all rail routes 
represents an increase of 89.3 per cent over the rate of 75 cents 
applicable as of January 1, 1900, and from that period to January 
14, 1915, inclusive. The present first-class date of $1.29, applicable 
via the standard rail and lake routes, represents an increase of 
139 per cent over the rate of 54 cents, applicable as of January 1, 
1900, and an increase of 108.1 per cent over the rate of 62 cents, 
applicable as of January 14, 1915, or just prior to the 5 per cent 
increase. 

The present rate of $1.21, applicable via the differential rail 
and lake routes, represents an increase of 175 per cent over the 
rate of 44 cents, applicable as of January 1, 1900, and an increase 
of 132.7 per cent over the rate of 52 cents, applicable as of January 
14, 1915, immediately prior to the 5 per cent increase. 

Thus it will be seen that during the past twenty-five years 
the rail and lake rates have been increased a far greater per- 
centage than the all rail rates; in other words, the all rail 
transportation from New York to Chicago which was available as 
of January 1, 1900, and continuously thereafter, to and including 
January 14, 1915, for 75 cents, is now on basis of $1.42, or an 
increase of 89.3 per cent, and the transportation from New York 
to Chicago which was available via the standard rail and lake 
routes as of January 1, 1900, for 54 cents, is now on basis of 
$1.29, or an increase of 139 per cent, and the transportation from 
New York to Chicago which was available as of January 1, 1900, 
via the differential rail and lake routes, for 44 cents, is now on 
basis of $1.21, representing an increase of 175 per cent. 


Mr. Hochstedler then went on to show the effect of the 
gradual decrease in the differentials via the rail and lake 
routes under the standard all rail rates. He said that, con- 
trasted with a substantial increase in the rail tonnage originated 
on lines in the eastern district since 1901, the receipts of pack- 
age freight at Chicago harbor had decreased 42 per cent. 
With regard to the lake and rail rates for the future he said: 


_ Under these conditions we feel that we are entirely justified 
in this proceeding in advocating the establishment by the Com- 
mission of maximum reasonable rates for applieation via the 
combined rail and lake routes between Eastern Trunk Line and 
New England territories, on the one hand, and Chicago on the 
other. We further feel that, in the light of the situation here 
pictured, we are entirely justified in advocating that the maxi- 
mum reasonable first-class rate for application via the so-called 
santare rail and lake routes should not exceed 80 per cent of 
| contemporaneous first-class rate applicable via the standard 
= rail routes from and to the same points, and that the lower 
sieeve should in every instance bear the same percentage rela- 
lonship to the first-class maximum reasonable rate as may be 
established in connection with the standard all rail rates. 
“ Following the same reasoning in connection with rates via the 
ifferetial rail and lake routes, we find that the average differen- 
tial on the six numbered classes from New York to Chicago, dur- 
ne, the period January 1, 1900, to April 30, 1917, inclusive, ranged 
Flee cents to 17.5 cents, and that the ratios of these average 
iferentials to the average of the standard all rail rates on the 
— six classes ranged from 29.6 per cent to 37.5 per cent; in 
bicep of which we feel that the Commission should establish a 
a reasonable first-class rate for application via the so- 
; ed differential rail and lake routes which will not exceed 
th ber cent of the contemporaneous first-class rate applicable via 
the standard all rail routes, and that the first-class rate being 
us established the lower classes should be related thereto by 
tio, Same percentages as may be prescribed for general applica- 
=> connection with the all rail rates. 
-" bo further urge that the maximum reasonable rates which 
be > the Commission will establish shall apply both east- 
und and westbound, and include marine insurance. 


Chicago Hearing Closes 
C. T. Bradford, for the International Harvester Company, 
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said that he felt shippers were entitled to a proper differential 
approximating the old percentage relationship between all rail 
and lake and rail rates; a difference of about 20 per cent, as 
Mr. Hochstedler suggested. The witness said that the Harvester 
Company felt there was plenty of room for both water and rail 
transportation, and while water would never supplant rail, it 
offered a differential route which should be kept open to 
shippers. 

Testimony at Chicago being complete October 8, Examiner 
Hosmer adjourned the hearing, subject to call by the Com- 
mission. 


SOUTHERN FREIGHT RATES 


At a recent meeting of the Southern Traffic League the ex- 
ecutive secretary was instructed to prepare and transmit to the 
presidents of all of the class I carriers in the southern region, a 
letter calling attention to the earnings of southern carriers in 
the last several years and the pendency of petitions before the 
state commissions and Interstate Commerce Commission initi- 
ated by southern carriers in which the matter of additional 
earnings are involved. The secretary was instructed to point 
out to the executives of southern carriers the following facts: 


First—That the carriers in this region are now and have been 
for several years earning a net railway operating income in the 
aggregate in excess of 5% per cent, fixed as a fair rate of return 
by the Commission in “Reduced Rates of 1922” on the basis of 
the tentative valuation fixed by the Commission in Ex Parte 74 
before deducting federal income taxes. 

Second—That, notwithstanding the splendid financial condition 
of southern carriers, their traffic officers, through their rate com- 
mittee, have been for some time and are now engaged in revising 
generally the entire freight rate structure into, out of, and be- 
tween, points in the South, in which it is the declared purpose of 
the carriers simply to eliminate all fourth section departures and 
place intrastate and interstate rates on the same level, but that, in 
all such proposed revisions and rerating of the tonnage involved 
under the proposed rates of the carriers, substantial increases in 
revenues are invariably shown. 


Third—That, since the southern carriers have, for some time 
and are now, earning a net railway operating income in excess 
of the fair rate of return fixed by the Commission, further increase 
in such net rail operating income through the process of the 
general revision now taking place is unwarranted and unjusti- 
fiable and results in imposing a burden on southern industry which, 
in the end, will react unfavorably toward the carriers and create 
public sentiment that will crystallize in a demand for a general 
reduction of all rates in this territory. 


The secretary was instructed to impress on the executive 
officers of southern lines the necessity for having the various 
rate committees of the carriers modify their previously con- 
ceived rate scales and adjustments so that the revisions in the 
future will be downward and not upward; further, that the pres- 
ent and prospective financial condition of the southern carriers 
imperatively requires that the scales of rates and the proposed 
revision in its entirety be modified and reduced sufficiently to 
avoid any further increases in southern carriers’ revenues in the 
aggregate. Modifications in the carriers’ proposed adjustment 
should be such, it is argued, as to reduce the present net railway 
operating income so as to yield no more in the aggregate than 
an amount sufficient to produce an annual rate of return of 5% 
per cent on the tentative valuation fixed by the Commission, 
plus net additions made subsequent thereto before deducting 
federal income taxes, the Commission having said, in “Reduced 
Rates, 1922,” that the fair rate of return therein prescribed of 
5% per cent should be arrived at! before and not after deducting 
federal income taxes. 


SEABOARD FLORIDA PROJECTS 


Hearing on applications of the Seaboard Air Line and its 
subsidiaries for authority to construct new lines on the east 
and west coasts of Florida and to issue securities to finance 
the cost of the work was concluded this week before Examiners 
H. C. Davis and R. R. Molster, without any opposition being 
voiced to the projects. Many witnesses from various Florida 
communities that would benefit by the new lines told of the 
necessity for additional transportation facilities and of exist- 
ing congestion because of inadequate facilities. 


Governor Martin, of Florida, said he and the people of 
Florida believed that it would be a calamity if the Seaboard 
was not permitted to extend its lines. He said if Florida 
could get the railroad facilities there would be the greatest 
development in that state that had taken place anywhere in 
the country in many years. 

S. Davies Warfield, president of the Seaboard, referred to 
the weak condition in which the Seaboard found itself at the 
end of federal control and the steps taken by it to develop in 
Florida. As the result of these steps, he said, the Seaboard had 
been brought in an incredibly short time from a so-called weak 
carrier to a strong carrier. He said he thought it proper to 
state that he did not own nor have any interest in Florida lands. 

C. R. Capps, vice president of the Seaboard in charge of 
traffic, dealt in detail with the remarkable development of 
Florida and present and prospective traffic. 
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SOUTHERN CLASS RATE CASE 


The Traffic World Washington Bureau 


Southern carriers will not accept the Commission’s decision 
in No. 13494, the southern class rate investigation. If the 
Commission, after reading representations on the subject of 
Commissioner Eastman’s report in that case does not change its 
mind, it will issue an order directing them to make their rates 
in accordance with the report. Then the carriers, unless they 
change their mood, will go to the courts with a view to prevent- 
ing the enforcement of the order. 

In a volume of 218 pages containing 47 appendices of about 
an equal number of pages the carriers have pointed out why 
they are unable and unwilling to accept the findings of the report. 

Although the language in the statement is moderate reports 
as to the feeling of the traffic officials of the railroads in the 
matter all are to the effect that the carriers are bitter and will 
not submit to the proposed new order of things in their territory 
unless and until the courts compel them and especially so long 
as they have the backing, as they think they now have, of a 
substantial part of the shipper community. Among the asser- 
tions made by the traffic officials is that use of the Eastman 
scheme for making rates would create more fourth section 
departures than there were in the south when the Commission 
issued its big fourth section order, attempted compliance with 
which bought the carriers into the situation about which they 
now complain. . 

The traffic men are bitter because, as they now believe, they 
made their great blunder when, as they were closing up their 
work looking to the elimination of fourth section departures, they 
submitted the points upon which they could not agree with the 
shippers to the Commission for arbitration. They now think 
they should have published what they had agreed upon as the 
methods for removing the fourth section departures and made 
the shippers go to the Commission for additional relief, if they 
thought they were entitled to more than the carriers proposed 
giving them. The traffic officials are believed to be particularly 
irritated by the fact that the Commission took that submission 
to arbitration and converted it into an inquiry into class rates 
resulting in the preparation of what they denounce as an untried 
scheme of rate making that will create more fourth section 
departures, for which they might not be given relief, and failing 
which they would have to reduce rates much below the scales 
adopted by the Commission as reasonable, than ever before. 

Among the contentions of the traffic men is that the accept- 
ance by them of the scales devised by Mr. Eastman will abolish 
competition, in rates, among the carriers in the south. They 
do not believe the south is prepared for such a system, especially 
in view of what they claim is the fact, that the south is only 
beginning to develop, in an industrial sense. Their idea is that 
the penalties for departing, in any material way from the scheme 
proposed for them, would be so heavy that no traffic manager 
would dare incur the risk. They contend that the making of 
rates is an evidence of competition and that there is no such 
thing as science in the making of rates for the simple reason 
that where there is a choice, as there is in the making of rates, 
there is not that exactness which is the very essence of a thing 
that is scientific. They suggest that if there were science, as 
distinguished from art, in the making of rates, there would be 
no need of traffic managers to devise methods for bringing busi- 
ness to their roads; there would be merely clerks in the railroad 
offices to use slide rules in the computation of rates from a 
given point of origin to a known destination. 

The Commission, in its report, asked the carriers to indicate 
their acceptance of the theories therein announced and of the 
rates bases therein sought to be established. 

“The southern carriers cannot voluntarily consent to estab- 
lish the rates prescribed or to put into effect the findings of the 
report since such action, in their judgment, would do lasting 
injury to these carriers and those they serve,” says the state- 
ment of reasons why they are unwilling and unable to accept 
the findings of the report. 

“We respectfully but firmly decline, therefore, to share 
responsibility with the Commission for the report it has issued 
or for the far reaching and unfortunate results that must, we 
feel, inevitably follow should the rate scheme therein proposed 
be made effective.” 

The statement is divided into several sections. It covers, 
seemingly, all the objections that have been touched upon in 
various eruptions on the subject. It starts out with the state- 
ment of facts and reasons showing that the differential com- 
bination basis—findings 17 (d) and 17 (e), appendix P—was 
unworkable, would result in long and short haul violations, in 
other undue discriminations, and in unreasonably low rates. 
Among the examples of how that would work, they pointed to 
the Hamilton, O.-central Kentucky situation to which various 
references have been made. The rates that would be made 
in compliance with that basis, from Hamilton, and in fact all 
points about 25 miles north of the Ohio river, to central Kentucky 
would be lower than from Cincinnati, Louisville, Evansville and 


other points on the river, to the same destinations in central 
Kentucky. 
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Evidence of the bitterness of feeling on the part of traffic 
officials is afforded by their letter of transmittal addressed tg 
Chairman Aitchison accompanying the volumes of text and rate 
comparison tables. The letter is signed by Lincoln Green, assigt. 
ant to the president of the Southern Railway, vice-presidents jp 
charge of traffic of other carriers, general managers and genera} 
freight agents and by H. B. Walker, president of the Old Domip. 
ion Steamship Company. 


Green and Walker Write to Aitchison 


“The plan now presented by the Commission for our accept. 
ance is not merely a complete rejection of all that the carriers 
proposed,” said the letter, “but it is so totally at variance with 
all previous decisions of the Commission as to occasion no smal] 
concern on our part touching the stability of the rate system.” 

“We do not object to a reasonable maximum mileage scale,” 
continued the traffic officials, but they said they did not believe 
that a strict mileage basis of rates was necessary, or that it was 
practicable to apply it on long distances if any regard were had 
for competition or for the affect of a rate structure upon the 
distribution of commerce. 


“The Commission, itself, is compelled by proposed departures 
from its mileage scale to recognize this economic fact through 
the use of key rates which are generally lower and in a few 
cases higher than the mileage scales,” said the traffic men. They 
added that the Commission also recognized the necessity for de- 
partures from the mileage basis by the use of certain defined 
groupings and a recognition for making other groupings, both as 
to origins and destinations, with the result, in every case, of a 
departure from the mileage scale the Commission itself had 
proposed. In regard to the short mileage rule proposed by the 
Commission, the traffic men said that it was not only in conflict 
with that feature of the law intended to prevent the short haul- 
ing of initial carriers, but that in its application here it would 
require the initial carrier to continue the use of routes now in 
operation. That requirtment would cause a shrinkage of rev- 
enues and would deny to the initial carrier the protection the 
law intended it to have. Continuing, the letter said: 


We also remind the Commission that in joint consideration with 
the carriers looking to the adoption of new regulations as now 
embodied in the Commission’s rules governing the publication of 
tariffs, the present system of concurrences was agreed upon. We 
were urged to incorporate specified routings in tariffs so that no 
doubt could exist with respect to the responsibility of any line en- 
gaged in a joint service. The task involved was so great and the 
expense so large that the Commission waived this point with the 
understanding that concurrences would be _ sufficient evidence to 
bind any line which actually hauled the traffic. We know that 
neither the representatives of the carriers nor representatives of 
the Commission contemplated that the concurrences thus arranged 
thereafter would be construed to make published rates applicable 
via every possible route merely because specific routing is not 
expressed in the tariff. 

Results from a strict operation of this rule are, in many cases, 
fantastic, and we cannot believe that it would have been proposed 
with a full knowledge of the results that would flow from its ap- 
plication. There is no doubt that the actual opening of routes that 
would be prescribed under this rule for measuring rates would in- 
volve, as a rule, a more expensive service than is involved in the 


in actually in use, although such used reutes may embrace more 
miles. 


The letter discusses every phase in the case, pointing out 
that in several instances the Commission by its report in this 
case, reverses decisions in other cases without any evidence to 
support the reversal. For instance, in discussing the alternative 
basis, the letter says that without a scintilla of evidence in the 
record the Commission had changed the Virginia Cities-North 
Carolina adjustment without even undertaking to differentiate 
circumstances and competitive influences as to import and ex- 
port rates. On that point it said: 


This report, however, without any evidence to sustain the find- 
ings undertakes to wipe out and disregard any decision which the 
Commission has heretofore made, wherein it has found, time and 
again, and has held without qualification, that the competitive con- 
ditions existing at Virginia Cities and responsible for the Virginia 
Cities’ adjustment, were materially different from those encountered 
in North Carolina. 

We urge the Commission to reconsider the matter, particularly 
as it pertains to the interterritorial adjustment; to use the carriers’ 
proposal including their systems of groupings and differentials as 
a basis for the interterritorial adjustment, rather than the thor- 
oughly impracticable and theoretical suggestions made in the re- 
port for recasting the entire interterritorial rate structure upon a 


basis of a mileage scale used alternatively against the combination 
differential basis. 


The North Carolina Corporation Commission filed a state- 
ment saying that its attitude with respect to rates to and from 
points in North Carolina was that of general approval and ac- 
ceptance of the rates prescribed, and of approval of the order 
denying fourth section relief, with qualification on two points. 
The points are the differential adjustment of rates from C. F. 
A. and the Buffalo-Pittsburgh group to North Carolina, and the 
measure of the mileage scale prescribed for general interstate 


application in the south. The Commission thinks this level is 
too high. 


The Norfolk Southern, while a party to the representations 
made by the southern carriers, has submitted a series of ex- 
hibits to prove that it needs a higher level of rates than those 
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which would result from the use of the mileage scale. It said 
it firmly believed that, after further consideration, the Commis- 
sion would give it special treatment and would readily give it a 
materially higher level of rates. 

The Louisville Board of Trade, Cincinnati Chamber of Com- 
merce, Henderson Chamber of Commerce, Paducah Board of 
trade, Cairo Association of Commerce, Cairo Board of Trade 
and Owensboro Chamber of Commerce, interveners in this case, 
declared they did their utmost in defense of the present com- 
pination basis of rates from points north of the Ohio to destina- 
tions in the south, “the basis which had stood the test of various 
attacks and each time had been declared by the Commission to 
be not unreasonable.” 

They said they did not read in the decision any finding that 
the present rates were unreasonably high in violation of the 
interstate commerce act. In fact, they said, there was only 
comment that through class rates lower than combination of 
the local rates to and from the boundary line should be estab- 
lished between Official and Southern territories and that there 
was no reason why those through rates should not be the same 
as the scale prescribed for southern territory. Putting the an- 
nouncement to concrete application, they said, the Commission, 
without being able to find the first class rate of $2.315 from 
Chicago to Atlanta, for instance, was unreasonably high and in 
violation of the act, merely said there was no sufficient reason 
why that rate should not be $1.90 or 41.5 less, or why the $2.075 
rate from Indianapolis to Atlanta should not also be reduced 
41.5 cents. 

In their opinion the scheme would work an extreme injus- 
tice to the Ohio river cities without working any general benefit 
to southern points by reason of the making of rates from points 
north of the Ohio to destinations as much as 360 miles south 
of the boundary line lower than from points on the river, the 
phase which has been treated in the representations of the 
carriers. 

“The Ohio river cities, with their strategic position on the 
river, at the division line between two separate groups of car- 
riers, where traffic from north to south is transferred,” said the 
Ohio river commercial organizations, “where the forces of rail- 
road competition have always been favorably felt, and with 
other advantages to which they have been and are entitled, read 
in this decision a fate which will leave them stripped of every- 
thing they contended for, and not only that, but they now find 
that their competitors north of the river, with greater distances, 
besides being accorded unnecessarily low rates into the south, 
in many instances are given rates as low or lower than those 
interveners themselves possess.” 

They said they did not know what status they had been 
given by the Commission’s invitation to them to comment on 
the report, but they said they assumed that if further proceed- 
ings were held they would be afforded an opportunity to par- 
— and be heard. Therefore they made a request for that 
privilege. 

Southern iron and steel shippers, at a meeting held at 
Birmingham, Ala., September 25, according to Sid B. Jones, 
chairman of the meeting, were unanimously of the opinion that 
the rates, as proposed, were unduly prejudicial to southern ship- 
pers and unduly preferential of northern shippers in that the 
scale shown in appendix K did not observe proper relationship 
to distances, the rates for the shorter hauls being relatively 
too high when compared with those for longer hauls; and, fur- 
ther, because the alternative differential scale shown in ap- 
pendix P intensified and greatly aggravated the undue dis- 
criminations against southern shippers and laid an unnecessary 
and unjust burden upon southern industry. 

The Tennessee Coal, Iron & Railroad Company suggested a 
revision of the scale so the rates would grade with. distance 
more nearly in correct relationship to the cost of service; to 
require that the same scale would apply from the north to the 
south as would apply in the south, subject to the combinations 
of locals as maxima, and that the maximum rates from the 
south to the north would be the same as in the opposite direc- 
tion. 


CUMMINS’ LEGISLATIVE PLANS 


The Traffic World Washington Bureau 


Senator Cummins, who has returned to Washington from his 
home in Iowa, said, October 8, that, so far as railroad legislation 
in the coming session of Congress was concerned, he would urge 
the enactment of his railroad consolidation bill which was pend- 
ing when the last Congress adjourned. He will reintroduce the 
bill with some changes. The major change may be that the pro- 
Visions authorizing federal incorporation of railroads will be 
omitted. Senator Cummins said the railroads did not appear to 
be particularly desirous of having that part of the bill enacted 
into law, and that the state commissions were unalterably op- 
posed to it. The senator adheres to the view that, in railroad 
consolidations approved by the Commission, lies the solution of 
the railroad problem. 

When asked about the Potter Plan, Senator Cummins said 
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that it was simply a modification of a provision in section 15a as 
it was first offered by him in the Senate. That provision pro- 
vided for recapture of all earnings in excess of 6 per cent and 
distribution by the Commission of the excess among the carriers 
that had not earned 6 per cent. He said that if such a provision 
had been enacted into law, there would be no railroads in re- 
ceivers’ hands now. He said he might introduce a bill at the 
coming session providing for recapture of earnings in excess of 
6 per cent as provided in the original draft of section 15a and 
the distribution of the excess among the carriers that earn less 
than 6 per cent. He said there was no question about the con- 
stitutionality of such a provision in view of the Supreme court’s 
decision in the Dayton-Goose Creek Recapture Case. Such a pro- 
vision, he said, would be merely a “stop gap” until consolida- 
tions had been effected. The senator said he had not reached 
a decision as to whether he would offer such a bill, but indicated 
he was giving thought to the matter. 


NICKEL PLATE HEARING 


The Traffic World Washington Bureau 


Hearing on the Nickel Plate unification application was 
resumed on October 7 with W. J. Harahan, president of the 
Chesapeake & Ohio on the stand as a witness summoned by the 
Commission at the request of the protestants. W. A. Colston, 
for the Nickel Plate announced that F. D. Underwood, president 
of the Erie, F. A. Alfred, president of the Pere Marquette and 
the directors of the Chesapeake & Ohio who had voted to accept 
the Van Sweringen proposal, and had not heretofore testified in 
this proceeding, had agreed to appear, voluntarily, without 
subpoena, with the exception of J. R. Nutt of Cleveland, who 
was travelling in the west, Mr. Colston said, and could not be 
reached. 


The witness was asked many questions as to the basis on 
which he had reached the conclusion that the terms offered by 
the Van Sweringens, for the exchange of new Nickel Plate 
stock, for the stock of the Chesapeake & Ohio, were fair. 
Mr. Harahan told of having discussed the matter on many occa- 
sions with the Van Sweringens and others but said that it 
had been done without correspondence on the basis of annual 
reports and other routine reports, giving due consideration to 
earning power and other factors. Thomas B. Gay, counsel for 
protesting minority stockholders of the Chesapeake & Ohio 
pressed Mr. Harahan as to the existence of any special compu- 
tations or analyses of these figures but the witness said none 
was used except pencil computations which were not preserved. 
His first knowledge, he said, of the stock exchange ratios came 
to him from a newspaper of August 8, 1924, after which he had 
prepared some brief statements comparing the earnings and 
other figures of the five roads. From these and from his pre- 
vious preliminary examinations of the figures, he said, he 
reached the conclusion that the terms were fair and recom- 
mended the acceptance of the proposal to the stockholders of 
the Chesapeake & Ohio besides voting for it himself on 
August 25. 

Mr. Harahan was also examined at length as to detail of the 
unification plan and the proposed leases for the ratification of 
which he had voted. He said, in answer to several questions, 
that he had looked at some particular items to which his atten- 
tion was directed but he said he did not remember exactly what 
Mr. Van Sweringen had told him, particularly as to the difference 
in the treatment of the old Nickel Plate stockholders and the 
Chesapeake & Ohio stockholders but he said, he had been 
convinced that the difference was not to the prejudice of the 
latter. In reply to Mr. Gay’s final question as to the basis on 
which he had finally decided to approve the terms, Mr, Harahan 
started to read a statement which he said had been prepared 
about two weeks ago after he had said he had been assisted 
in the preparation of the statement by five officers of the Ches- 
apeake & Ohio. Counsel for the protestants objected to its 
introduction as an explanation of what he had had in his mind a 
year and a half ago. 


Commissioner Meyer said the Commission was interested in 
the statement of the reasons, regardless of when it was pre- 
pared and ruled that Mr. Harahan might read it as an answer 
to the question. But Mr. Harahan did not read the statement 
contenting himself with a general answer. 


CONTROL OF WEST SIDE BELT 


The Pittsburgh and West Virginia Railway Company has 
applied to the Commission, under paragraph 2 of section 5 of the 
interstate commerce act, for authority to continue control of the 
West Side Belt Railroad Company by renewing an existing agree- 
ment which provides for the joint operation of both properties 
by the Pittsburgh & West Virginia. The applicant said that 
the agreement was entered into November 25, 1921, and became 
effective as of January 1, 1921, to continue until December 31, 
1925. The Commission approved this agreement and the present 
application is for authority to continue the agreement in force 
for an indefinite period. 
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MEETING OF TRAFFIC CLUBS 


(By a staff correspondent at Louisville) 


The semi-annual meeting of The Associated Traffic Clubs of 
America was held at Louisville, Ky., Oct. 7 and 8. The principal 
subjects discussed were: regulation of motor trucks, U. S. Rail- 
road Labor Board, and the problem of maintaining interest in the 
national association. 

President Henry A. Palmer addressed himself to this prob- 
lem in his opening remarks. He said that, though it had been 
comparatively easy to bring the association to its present size 
and though it was probable that several more clubs would be 
enrolled as members in the near future, there was no disguising 
the fact that some clubs had lost interest and that their was 
danger of other clubs doing so, so that it could not be said that 
the association was yet firmly established. Its real problem, he 
said, had just begun. This, he said, was because many clubs did 
not understand the real idea of the association, which was one of 
public service, and thought they paid dues and went to the 
expense of sending delegates to meetings for some benefit to 
themselves, selfish in character. This thought must be cor- 
rected, he said, for, if a club entered the association with the 
idea that it would get value received for the money expended, it 
would soon be disillusioned. A club should be induced to enter 
only on the theory that it was paying its share in the doing of 
a public service—namely, helping, by cooperative efforts, to 
solve the great national transportation problems that could 
best be solved by men whose business brought them in contact 
with these problems. The association, with its limited funds 
and voluntary service on the part of its officers and committees, 
did not pretend and could not hope to furnish any sort of 
service with a money value to member clubs. Therefore, he said, 
though the association was bound to do everything it could do for 
its members, it must stand or fall on its ability to “sell” the 
idea that traffic clubs could and should, through it, do a public 
service. 

He told of plans made by the board of directors to meet 
this situation by issuing and circulating a strong statement 
setting out the function of the association and the obligation 
of the individual club to participate in it, and another letter to 
heads of railroads and industries urging them to encourage their 


traffic employes, who are members of the traffic clubs, to inter- 
est themselves in it. 


He said it was realized, however, that there were some 
things the association could do to be of more service to member 
clubs and told of plans made by the directors in accordance with 
which traffic clubs will be advised that letters from member 
clubs to the president of the association asking for help or sug- 
gestions in the matter of obtaining speakers or in any other 
club problems would be answered to the best of the president’s 
ability or referred by him to someone who might be helpful. 
He said that, instead of publishing an association bulletin, the 
directors had decided on more intensive efforts to keep clubs 
advised by mail as to the work of the association and to induce 
club officers to read these communications to their governing 
boards and by every other possible means keep their members 


informed of the purposes and activities of the national associa- 
tion. 


These plans of the directors were ratified by the convention 
of delegates, which also continued on the docket the subject of 
service to member clubs for further consideration at the next 
meeting. 


Hoch-Smith Resolution 


The president reported that thirty-six of the fifty-two mem- 
ber clubs had ratified the resolutions adopted at the Kansas 
City convention last spring, asking for repeal of the Hoch-Smith 
resolution, two had voted not to ratify, two had adopted the 
resolution with amendments, one had disagreed so that no 
vote had been taken, and nine had taken no action. 


The president reported for the board of directors that the 
secretary had been instructed to endeavor to obtain from the 


railroads reduced fares for delegates attending meetings of 
the association. 


The report of the secretary, F. A. Doebber, showed the im- 
mense detail of work connected with his office. 


The report of the treasurer, W. T. Vandenburgh, showed a 
balance of $2600 in the treasury, with bills payable since Octo- 
ber 1 of $47.00. When bills for this week’s convention are paid 
there will still be a balance of well over $2,000. 


New Member Clubs 


The report of the membership committee, T. B. Curtis, 
chairman, showed a present membership of 52 clubs, two new 
clubs having been admitted by the board of directors at its 
meeting October 6. These were the New Orleans Traffic Club 
and the Women’s Traffic Club of Los Angeles. A delegate—Miss 
Emma A. Kentz—was present from the Los Angeles club, the 
first women’s traffic club in the country, and was warmly greeted. 

The proposed change in the constitution enabling the board 
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of directors to fill the place of any director not attending meet. 
ings, was adopted. 
Regulation of Motor Carriers 


The following resolution, offered by the special committee 
of which W. J. L. Banham was chairman, was unanimously 
adopted and now goes to member clubs for ratification: : 


1. Whereas, Motor carriers are now extensively engaged in 
the transportation of passengers, freight and express in interstate 
commerce for hire; and, 

2. Whereas, Recent decisions of the Supreme Court of the 
United States have held that the states have no authority ove, 
the business operation of such vehicles when engaged in the 
carriage of interstate commerce; and, - 

3. Whereas, The public welfare, as well as that of those ep. 
gaged in the trucking and other transportation business, will he 
best served if such vehicles are brought under reasonable regy- 
lation; and, 

4. Whereas, These trucking operations, while interstate jp 
character, are almost entirely local in application. 

5. Be It Resolved that, It is the opinion of the Associateg 
Traffic Clubs of America that the Congress of the United States 
should pass a law charging the Interstate Commerce Commission 
with the regulation of motor vehicles when engaged in interstate 
commerce. 

6. Resolved further that, Such regulations be in harmony 
with the regulations now applying to the rail carriers. 

7. And be it further resolved that, The Secretary of this 
association be authorized and instructed to mail copies of this 
resolution, duly authenticated, to the President of the United 
States; to all members of the Senate and House of Representatives 
of the United States; to all members of the Interstate Commerce 
Commission and to other public bodies interested in highway 
transportation, and that this resolution be given publicity through 
the publicity department on instructions of the board of directors, 


The subject of co-operation between the association and the 
shippers’ regional advisory boards was discussed and it was 
finally voted that the president appoint a special committee to 
consider the subject and report at the next meeting. The presi- 
dent appointed G. E. Brulineau, chairman, with Mr. Fitch, of San 


Francisco, and Mr. Montiqney, of Cleveland, as the other 
members. 


Arbitration Society 


The convention adopted the recommendation of the board of 
directors that a special committee of five be appointed by the 
president to report on the matter of the Arbitration Society of 
America. A letter had been received from William C. Redfield, 


chairman of the joint transportation committee of the society, 
as follows: 


On February 6, at a conference called by the Arbitration 
Society of America, attended by sixty representatives of the rail, 
steamship and shippers’ interests, a resolution was passed author- 
izing the appointment of a joint committee on transportation to 
consider the practicability of applying arbitration to shipping 
contracts (bills of lading, etc.), and if it be determined that arbi- 
tration is an effective means of deciding claims arising out of 
such contracts, said committee was to formulate plans for carry- 
ing it into effect. 

Pursuant to that resolution and after conferring with the 
National Industrial Traffic League, U. S. Maritime Law Associa- 
tion, Association of Railway Executives, American S. S. Owners’ 
Association and others, the above committee was appointed and 
has been duly organized. ; 

This committee met March 5 and outlined its program. In its 
deliberations it recognized the necessity of securing the follow- 
ing prelimary information: 

Date concerning the number, amount involved and the na- 
ture of the claims as filed annually between shippers and car- 
riers; the time consumed in investigating and litigating these 
claims; results of investigation and litigation, and any other 
helpful information necessary to a consideration of the practica- 
bility of arbitration as it may apply to shipping contracts. : 

2. To communicate with the various transportation associa- 
tions throughout the United States, requesting them to ascertain 
through their membership their views upon the practical aspect 
of arbitration as applied to controversies arising from contracts 
of carriage. 

This communication is sent you in the hope that you will 
kindly ascertain from your membership or from your executive 
committee their views on arbitration as a means of settling those 
claims between shippers and carriers which are not otherwise 
within the jurisdiction of the Interstate Commerce Commission or 
the U. S. Shipping Board, and what suggestions, if any, your asso- 
ciation may wish to make in the conduct of the work. 

The committeé will give earnest consideration to these sug- 
gestions. It is seeking assistance of any kind which will eliminate 
needless litigation, promote the speedy adjustment of claims and 
maintain an even more friendly relationship between shippers and 
earriers. The committee will therefore appreciate and value your 


co-operation. 

The address of welcome to the association was made by 
Charles W. Huhlein, chairman of the Louisville Board of Safety. 

At the opening of the second day’s session, the president 
announced his appointment of the following committee on the 
matter of the Federal Arbitration Society: Mr. Fitch, of San 
Francisco, chairman; Mr. Burwell, of Decatur; Mr. Whitney, of 
Chicago; Mr. Hitzelbuger, of Dallas; Mr. McGinnis, of Mem- 
phis. 

It was announced that 32 member clubs were represented at 
the convention by 54 delegates and 24 alternates. There were 
also about 60 visitors registered. 


Slogan for Traffic Clubs 


The matter of a slogan for the traffic clubs, to take the 
place of the old slogan, “Give Our Railroads a Chance,” which, 
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October 10, 1925 


it was felt, had served its purpose, was on the docket and had 
peen considered by the directors on Tuesday. They had re- 
ported in favor of the slogan, “Railroad Prosperity Is National 
prosperity,” this having been the slogan that had been proposed 
at the previous meeting of the association and adopted by many 
member clubs, though it had never been formally acted on by 
the association. When the directors made their report at the 
Wednesday session there was objection to the suggestion as 
sounding too much like railroad propaganda. The point was also 
made that there was no particular need for any slogan. Finally 
the matter was referred to a special committee, consisting of 
Messrs. Speiden, of Louisville, McGinnis, of Memphis, and 
Henrick, of Oklahoma City, to report the next day. On Thurs- 
day, accordingly, the committee proposed the following: “Traffic 
Clubs for Transportation Problems.” After various suggestions 
and much debate, it was decided to take no action at this time 
put to leave the matter in the hands of the same committee with 
instructions to study the subject and report at the next meeting. 


Report on Labor Board 


The special committee on the U. S. Railroad Labor Board, 
composed of F. L. Speiden, chairman, T. T. Webster, R. B. Mann, 
T. C. Burwell and C. T. Stripp, made its report as follows: 


Your Committee believes this a subject in connection with which 
this organization should take action. 

Your Committee believes that provision should be made— | 

First—For direct negotiations between the carriers and their em- 
ployes or organizations therof. 

Second—For the mandatory establishment of adjustment boards 
composed of representatives of railway employes and management. 

Third—For the continuance of the railway labor board, strength- 
ened by legislative enactment, making it illegal for the employers to 
declare a lockout or the employes to declare a strike, until thirty days 
shall have elapsed after the decision of the labor board. — 

Fourth—For the board to be entirely free from politics. 

Fifth—For the board to be empowered by law to compel the 
attendance of witnesses to try any case before it, for the sole pur- 
pose of determining facts. é 

Your Committee has adopted the above report, but believes it 
unwise to take final action at this meeting. They, therefore, rec- 
ommend that this report be sent to member traffic clubs with the 
request that their delegates come to the annual meeting in the 
spring prepared to deal definitely with the subject. 

Your Committee presents the attached historical statement pre- 
pared by Mr. T. T. Webster, one of its members. 


The report was unanimously adopted and a vote of thanks 
was given to Mr. Webster, whose historical review, referred to 
in the report, was as follows: 


By resolution adopted at the Kansas City meeting, this Committee 
was appointed to study and keep in touch with developments in the 
railway labor situation and to report at the October meeting as to 
whether the subject was one in connection with which this organiza- 
tion should take action, and, if so, to recommend a course of action. 

Since the Kansas City meeting there have been no startling de- 
velopments in connection with the administration of the labor pro- 
visions of the Transportation Act. One interpretation thereof has 
been made by the Supreme Court. On June 8 it handed down a de- 
cision to the effect that the portion of Paragraph B of Section 319, 
which provides that the Labor Board may invoke the aid of any 
United States district court to compel the appearance of witnesses 
before it, must resort to a competent court of jurisdiction, and this 
was interpreted to mean the district court having jurisdiction over 
the place of legal residence of the desired witness. In other words, a 
district court in Illinois cannot compel the appearance of a witness 
residing in Ohio. Also, since this subject was last considered, there 
has been a further tendency toward the direct adjustment of griev- 
ances between the carriers and their employes. 

In order properly to consider the subject assigned to us, it seems 
essential to have as a background a brief outline of the relations be- 
tween the carriers and labor prior to the time of the railroad ad- 
ministration, 


At the outset all negotiations with respect to wages, working 
conditions, etc., were handled directly between the individual em- 
ployes and the proper officers of the carriers. As the railroads grew 
in size and importance, local labor organizations were formed and 
negotiations with respect to wages and conditions of employment were 
conducted by representatives of these local organizations with the 
railway management. These local organizations in. turn expanded so 
as to include practically all employes of any one class on one railway, 
and a further development was the amalgamation of the labor or- 
ganizations of several railroads. However, it was not until 1863 that 
the Brotherhood of Locomotive Engineers was formed, and this was 
followed in 1868 by the organization of the Order of Railway Conduc- 
tors. These were the first national labor organizations to come into 
existence, and from that time on the tendency on the part of rail- 
way labor has been to organize along national lines. 


The first federal legislation with respect to railway labor disputes 
was the Arbitration Act of October 1, 1888, which provided for volun- 
tary arbitration and for the investigation of such disputes at the 
cretion of the President of the United States. This was followed 
by the passage of the Erdman Act in 1898, which provided for media- 
tion and voluntary arbitration of disputes between carriers and train 
service employes. Under this act the Commissioner of Labor and the 
Chairman of the Interstate Commerce Commission were to function 
as mediators, and if unsuccessful in this capicity, were directed to 
endeavor to bring about arbitration of the controversy. The Erdman 
Act was succeeded in 1913 by the Newlands Act, which established a 
permanent board of mediation and conciliation, composed of a com- 
missioner and two government officials, and which provided further 
for boards of arbitration to handle disputes as they arose, each party 
to the controversy to select one or two arbitrators, and these in turn 
to select either one or two arbitrators, dependent on the number 
appointed by each party to the dispute. 

_ The Newlands Act was the first federal legislation which was 
invoked to any extent by the carriers or their employes. The rec- 
ords indicate that it was fairly successful in its operation, in that 
there was no prolonged nor widespread disturbance of transportation 
during the three years, from 1913 to 1916, during which its provisions 
were freely availed of by both the carriers and labor. However, the 
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Newlands Act failed completely in 1916 when the four train service 
brotherhoods acted jointly in demanding an 8-hour day in freight 
train service, without reduction in wages. The failure of the parties 
to agree to arbitration in this case resulted in an effort to mediate the 
trouble by the President of the United States, and when his efforts 
proved equally unavailing, the dispute culminated in the passage of 
the Adamson Act early in September, 1916, which established a basic 
8-hour day in railway service. In March, 1917, the corstitutionality of 
the Adamson Act was upheld by the Supreme Court. The significant 
features of the passage of the Adamson Act were that it brought out 
clearly the dependence of the nation upon continuous transportation, 
and the importance of the political power wielded by railway labor. 

Shortly after the passage of the Adamson Act the railways were 
taken over by the government. The rising costs in all directions 
made it quite essential for the railroad administration to establish 
increased wage scales in order to maintain adequate operating forces. 
Labor was directly represented in the cabinet of the Director General 
of Railways on a parity with other phases of railway operation. By- 
partisan boards of wages and working conditions were established. 
The unionization of all employes was encouraged; in fact, member- 
ship in railway unions increased from approximately 500,000 in 1914 
to over 1,500,000 at the close of federal control. There was an in- 
crease in the railway wage bill of about one billion dollars annually 
during federal control, and labor was making insistent demands for 
further increases when the roads were turned back to their owners. 
The gains made by railroad labor during federal control in the de- 
velopment of union organization, standardization and nationalization 
of practices and policies were greater than during their entire pre- 
vious existence. 

In fairness to labor, it must be acknowledged that prior to the 
war the wages of railway workers generally, had not kept pace with 
those paid in other industries. The four big brotherhoods, by con- 
tinuous negotiation and because of their strength, had accomplished 
much for their members. But this was done, to some extent at 
least, at the expense of other railway workers. Prior to the passage 
of the Adamson law there had been many years of almost con- 
tinuous negotiation between railway management and labor over 
the wage question. Many absurd rules and working conditions owe 
their origin’ to efforts of the railways to avoid the direct payment of 
increased wages. By means of these rules, which were in reality a 
“trade,’’ the wage scale was kept down, but the actual compensation 
to workers was somewhat increased. The employes found that what 
they could not secure directly, they could secure in part by these 
arrangements. Nearly every demand for increased wages was com- 
promised, with the result that an amazing network of rules and 
conditions to govern railway labor was built up. These rules and 
conditions were not at all uniform. They were found partially upon 
the conditions prevailing in any given district, and to a considerable 
extent upon expediency and necessity. Prior to the relinquishment 
of the carriers from federal control, national agreements had been 
negotiated and made effective, which standardized working con- 
ditions over the country as a whole. These were made upon the 
insistent demands of labor and over the protests of the operating 
— showing the upper-hand held by labor during federal 
control. 

It is probably a conservative statement to say that wage in- 
creases granted during federal control were justified by conditions 
then existing. The chief criticism which may properly be directed 
against the railroad administration in its dealings with labor, was 
its concurrence in many of the provisions of the national agreements, 
which were said to be designed to overcome discriminations of one 
kind and another, but which actually created new discriminations 
and complications and in numberless instances, provided for re- 
muneration to the worker very clearly in excess of the value of his 
services. The wage increases themselves can hardly be condemned, 
but coupled with the working conditions in connection with which 
they were applied, they became quite unfair and burdensome and 
this condition of affairs was inherited by the railway owners on the 
return of their properties. 


As a part of the Transportation Act of 1920, under which the 
carriers were relinquished by the government, the Railway Labor 
Board was established. The establishment of any governmental body 
for the adjudication of railway labor matters, has for its paramount 
purpose the continuity of transportation, on which the welfare of 
the nation depends. Any dispute, involving the possible disruption 
of transportation service, affects the carriers and employes involved, 
but in greater measure the public as a whole, if the disruption 
threatens to be widespread or prolonged. Since this is true, the 
Associated Traffic Clubs of America very properly went on records at 
its Atlanta convention, to the effect that if the principle of a 
Railway Labor Board is to be maintained through the present or 
—= similar body, the public should unquestionably be represented 
thereon, 


The board as constituted, consists of nine members, three of whom 
represent labor, three the carriers and three the public. Generally 
speaking, organized labor may be said to oppose public representation 
on this or any similar board. Certainly labor has frequently, in times 
past, asserted its opposition to an adjustment of its grievances with 
the carriers by a strictly nonpartisan board. Its opposition has been 
explained on the grounds that the members of such a board are not 
sufficiently familiar with railway operation to have a thorough and 
detailed understanding of the problems, nor to draft recommendations 
and findings in terms which cannot be misinterpreted and misapplied 
by the carriers to the disadvantage of labor. As a practical matter, 
there may be some merit in labor’s contention on this score. 


We can find no record of the carriers ever having publicly 
opposed the adjudication of grievances with labor by non-partisan 
boards, or having opposed public representation on board appointed 
to bring about an adjustment of grievances between the carriers and 
their employes. Everything considered, it would seem to be in the 
public interest that a Railway Labor Board, whatever its functions 
and powers, should be so constituted as to represent the three parties 
in interest; namely, the public, the carriers and labor. However, in 
the practical working out of this plan of representation, the public 
group holds the balance of power and actually decides the issue. It 
has been suggested that since this is true it might prove advantageous 
to so constitute the board that there would be a clear majority of 
representatives of the public. For example, a board of nine might 
consist of five public representatives, two representatives of labor and 
two of the carriers. This would at least partially overcome the 
objections of labor to a non-partisan board, in that there would be 
four members technically trained in the problems presented, which 
should insure a _ sufficiency of proper evidence in any case and 
enable the Board to frame recommendations and orders in terms 
which would not be susceptible of misinterpretation or misapplica- 
tion. Just so long as the three parties in interest are represented, 
perhaps the exact composition of the board is not of the utmost 
— The foregoing suggestion is made for what it may be 
worth. 
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There is a strong sentiment throughout the country for the 
abolition of the Railway Labor Board in its present or similar form. 
The National Industrial Traffic League is on record in favor of its 
abolishment. The League has some well founded reasons for its 
position. They are expressed in the following extract from state- 
ment presented on behalf of the League before the Senate Committee 
on Interstate Commerce on April 4, 1924: 

“First: In®the first place that Board, as constituted under the 
law, is not a disinterested tribunal. It is composed of three repre- 
sentatives of the employers and three representatives of the em- 
ployes to act with three representatives for the public. In practically 
all controversies the employe representatives vote for the contentions 
of the employes and the carrier representatives vote for the con- 
tentions of the carriers. The presence of partisan representatives upon 
an adminstration or judicial board has a tendency to destroy its use- 
fulness as a tribunal and such condition is contrary to the funda- 
mental requisites of the judiciary in our American jurisprodence. 

“Second. We believe in preserving, as far as possible, the free- 
dom of contract between employers and employes and the existence 
of such a tribunal substitutes their decision tor the negotiations be- 
tween carriers and their employes. The policy of having the govern- 
ment intervene to determine the terms and conditions of employment 
will tend to destroy the individual initiative of the workmen and, 
at the same time, undermine the discipline and respect for authority 
which is necessary in an efficient business organization. 

“Third: The existence of a national tribunal to adjudicate such 
controversies tends to nationalize the industry and solidifies the 
national organizations of the employes on the one hand, and of the 
executives on the other. It takes away from railroad managers the 
power and incentive to use business discretion in dealing with the 
local conditions peculiar to the respective lines and substitutes nation- 
wide rules and scales of wages which do not fit conditions in various 
sections of the country. 

“Fourth: We believe it is impracticable for a central Governmental 
agency to determine the needs and conditions on every division of 
every railroad in this country without doing injustice to one side 
or the other. 

“Fifth: The very existence of a national tribunal to handle labor 
questions is a standing invitation to submit every kind of minor 
grievance for its consideration. The great majority of the questions 
submitted to the existing Board have been ot this character, many 
of them being of the most trivial nature. 

“Sixth: ‘The Labor Board has failed to accomplish the good 
results which its advocates predicted for it. It has been demon- 
strated that it will not prevent strikes, nor will it stop them when 
once they have been started. It has not prevented the intimidation 
of workers, the destruction of property, the impairment of trans- 
portation, nor the taking of human life. On the other hand, its acts 
have, in some cases, tended to precipitate such troubles. 

This is not the fault of the board as at present constituted but 
is the fundamental danger inherent in any scheme where govern- 
ment undertakes to make labor contracts tor industries. 

“Seventh: ‘he labor board is not clothed with power to enforce 
its mandates and, if clothed with such power under the statute, it 
would still be impossible as a practical matter to compel men to 
work against their wishes. 

“Eighth: The labor board is not necessary. For many years 
our national laws provided machinery tor settlement of labor dis- 
putes by conciliation and arbitration. Such laws averted numerous 
strikes and operated with greater success than has the labor board. 
There have been greater disturbances and interruptions to trans- 
portation since the creation of the labor board than during the 
preceding years when operating under the federal board of media- 
tion and conciliation. 


“Ninth: The operation of such an agency as the labor board has 
a tendency to crystalize rules of seniority and working conditions, 
which operate to destroy the individual initiative of the workmen. 
Every possible step should be taken to leave a free, open road tor 
every railroad worker to rise as he becomes proficient, and we 
cannot expect this when we have a governmental agency to hedge 
the workmen in by hidebound national rules. 

“Tenth: We believe that private industry will be better off 
without the railroad labor board. The artificial scales maintained 
by the national body for railroad labor operate to create unrest in 
labor conditions affecting private industry. The great inequality 
between common railroad labor and farm labor thus continued by 
the labor board, in defiance of the laws of supply and demand, has 
been one of the greatest factors in creating the serious crisis facing 
the farmers of the country. The farmers and the public pay these 
bills and certainly the government should have no part in the con- 
tinuance of these conditions.” 


In connection with the Howell-Barkley Bill, considered at the 
last session of Congress, labor showed its unqualified opposition to 
the present railway labor board. This bill provided for the estab- 
lishment of four national adjustment boards and a board of media- 
tion and conciliation. The public would not have been represented 
on the adjustment boards, and under the methods proposed for the 
appointment of representatives of labor, organized labor, and in 
fact, the standard national labor unions would have fully con- 
trolled the appointment of the labor members. Thus, the public and 
a considerable portion of railway labor would have been unrepre- 
sented. The objections of the National Industrial Traffic League 
applied with the same force to the provisions of the Howell-Barkley 
bill, as to the present railway labor board. It is hardly conceivable 
that the operation of the several boards with national jurisdiction, 
as proposed by the Howell-Barkley bill, would have been more satis- 
factory to the public than the operation of the present railway 
labor board. 

In considering this subject, it must be borne in mind that all 
of the labor provisions of the transportation act have not been gen- 
erally adopted. For example, it provides that there may be railroad 
boards of labor adjustment established by agreement between any 
carrier, group of carriers, or the carriers as a whole, and any em- 
ployes, or organization or group of organizations thereof. The idea 
was, that these adjustment boards would be formed and so function 
as to settle many of the disputes involving grievances, rules or 
working conditions. With a few exceptions, these adjustment boards 
have never come into being, principally because of labor’s contention 
that they should be national in scope. Labor’s experience under the 
national agreements made with the railway administration, en- 
couraged it in the opinion that more was to be gained by the 
standardization of working rules and conditions throughout the 
country than by dealing with individual roads or groups of roads. 
The carriers on the other hand, have always opposed national agree- 
ments because they do not take into consideration local conditions, 
which vary greatly in different localities. Because of this deadlock, 
there has been no “‘buffer’’ between the carriers and their employes, 
and the railway labor board. Thus, the latter board has been bur- 
dened with the adjustment of minor grievances, which condition has 
no doubt militated to some extent against its usefulness in the ad- 
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justment of the larger questions arising between the railways and 
their employes. , 

As an additional result of the failure to form boards of adjug. 
ment, the labor board was called upon to prescribe much of the detgi 
of the agreements entered into between the carriers and their en. 
ployes to take the place of the national agreements made by the 
railroad administration. In fact, the board laid down sixteen tunda- 
mental principles and stipulated that the rules agreed to between 
the carriers and their employes should be in harmony with those 
principles, so that generally speaking, we have standardized work. 
ing rules and conditions in effect throughout the entire country at 
the present time. : we “ 

Nothing will be gained by this association’s going on record in 
favor of any change in the labor provisions of the transportatioy 
act, unless it is prepared to offer and sponsor some constructive 
alternative which will be an improvement over what we have, | 
would be ideal if each individual carrier and its employes cou 
agree between themselves upon fair and reasonable wages ang 
working conditions, or in the event of non-agreement, be governeg 
by the result of arbitration of their differences. However, it is too 
much to hope that with the present high organized condition oj 
labor, this method of adjustment could be relied upon to insure 
continuous transportation. It has been suggested that the contro} 
of labor questions should be vested in the Interstate Commerce Com. 
mission since wages represent so large a part of the operating ex- 
penses of the carriers, and the Interstate Commerce Commission has 
such complete authority over the income of the carriers. The ditt. 
culty with this is, that the Interstate Commerce Commission is al- 
ready over-burdened and it would probably result in its less-efficient 
operation were it to be further hampered with the administration 
of the labor provisions of the transportation act. In important situa- 
tions which have arisen since the formation of the labor board, the 
Commission and the board have worked more or less harmoniously, 
The Commission has taken cognizance of the board’s wage awards 
in decisions involving rate matters. 


The labor board is without power to enforce its conclusions, ex- 
cept by the force of public opinion. It ascertains the facts in any 
controversy, and based therein makes recommendations or findings, 
and there its power ceases. That so many of its findings have been 
accepted by the carriers and the employes speaks well for the 
theory upon which the board is founded; namely, that in the final 
analysis, public sentiment or opinion, if correctly informed, will 
justly settle most economic questions. 

From its formation until the present time, the Associated Traffic 
Clubs of America has been standing on the slogan, “Hands Off the 
Transportation <Act.’’ Despite recognition of the fact there were 
changes, which if made, would prove advantageous, it has been 
deemed unwise to join in any agitation for a change for fear of 
undermining the whole act and thereby doing more harm than good. 
But the time has now arrived when we should give earnest considera- 
tion to changes which will strengthen the legislation. 

Bearing in mind the widespread dissatisfaction with the labor 
board, as at present constituted, we should first determine whether 
the principle of a governmental railway-wage regulating body is 
one we should support. As previously mentioned, the _ influential 
National Industrial Traffic League is on record as opposing it. The 
league’s position is worthy of careful analysis. We should support 
it if we can do so consistently. On the other hand we should 
not blindly follow the league’s lead. If we are convinced that its 
position is wrong, it is our duty to assume a different attitude in 
this matter. 

The National Industrial Traffic League has not offered any 
concrete plan looking toward the settlement of disputes which 
cannot be settled by the parties thereto. It may be inferred from 
its eighth objection that it favors relying on machinery such as 
was created by the Newlands Act. But this machinery failed in 
the emergency which culminated in the passage of the Adamson 
Act. In any event, the history of railway labor disputes points 
to the necessity for some permanent tribunal before which the 
parties may go for adjudication of their differences. 

The question confronting us is whether to advocate the con- 
tinuance of the labor board, with perhaps some changes in the 
law under which it operates, or to recommend some entirely dif- 
ferent plan for adjusting railway labor troubles. 

While the operation of the labor board has not been entirely 
satisfactory, it must be remembered that it came into existence 
at a very trying period. It is doubtful if any other form of board 
could have accomplished more with as little power as possessed 
by the labor board. It is no more than fair to say its accomplish- 
ments balance its failures, and that it has worked under a tremen- 
dous handicap. Since we have this machinery set up and in 
operation, would it not be better to attempt to improve and 
strengthen its operation than to advocate another experiment in 
the field of railway labor legislation? 


The present law contemplates the formation of adjustment 
boards. As previously explained, these have not been generally 
formed. <A change in the law which would require their forma- 
tion along reasonable, craft and geographical lines, would 
strengthen it without unduly abridging the rights of management 
or labor. These adjustment boards, if properly constituted, should 
relieve the labor board of a mass of details, and this would un- 


questionably enable the latter to deal more effectively with larger 
questions. 


Adjustment boards, such as suggested, should not be govern- 
mental bodies, but should be maintained by and represent only 
carriers and labor. They should only consider matters in con- 
nection with which the carriers and their employes are not able 
directly to reach an agreement. The adjustment boards contem- 
plated by the present law are not empowered to deal with wages, 
but since original negotiations as to wages are conducted directly 
by the carriers and their employes, there would seem to be no 
valid objection to such matters being referred to the suggested 
adjustment boards as an intermediate step, with appeal to the 
labor board open to either party. In addition to considering 4 
matter brought to its attention by the appeal of either party, the 
labor board should also, as a matter of safety, be empowered to 
take jurisdiction of any matter coming before an adjustment 
board, should the interest of either party or of the public seem 
to demand it. 

Certain details as to the composition, functions and the author- 
ity of the adjustment boards should be prescribed by the law 
requiring their formation, but no undue restrictions should be 
placed on either management or labor in working out effective 
organizations. It might not be out of place to provide that no 
adjustment board should have nation-wide jurisdiction unless 
agreeable to both parties; also, to provide in some way for the 
consideration of grievances on the part of unorganized railway 
labor, or of the members of independent labor organizations of 
local, regional or limited scope. ; 

Having thus directed the installation of the machinery for 
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initial consideration of disputes between railways and their 
pr joyes, any failure of such machinery to produce an agreement 
pt pring the matter to the point where it might be said to be 
¥ public interest, and therefore properly come before a body on 
*nich the public is represented. 

The Railway Labor Board, as at present constituted, is such 

pody. But it has no power of enforcement. It is doubtful 
whether an effort by legislative enactment to give it such power 
would succeed. Labor generally would vigorously oppose such 
grant of power. . 

Perhaps the same purpose, namely, to insure continuity of 
service, might be achieved by a plan similar to that provided 
for by the Canadian Industrial Disputes Investigation Act. It is 
interesting to note that when President Wilson in 1916 addressed 
Cogress With respect to the impending railway strike, which 
brought about the passage of the Adamson Act, he coupled with 
his recommendation for legislative recognition of the eight-hour 
day one covering adoption of legislation similar to that which had 
previously been adopted in Canada. This latter recommendation 
was not acted on by Congress. It simply passed the Adamson 
Act with a view to averting the pending strike of the members 
of the train service organizations, ; 

Section 56 of the Canadian act prohibits strikes or lockouts 
prior to or pending reference to a board of conciliation and in- 
vestigation. Section 57, as amended, provides that employers and 
employes shall give at least thirty days’ notice of a change affect- 
ing wages or hours, and if this results in a dispute it is unlawful 
for the employer to make effective a proposed change or for the 
employes to go on strike until the dispute has been finally dealt 
with by the Board of Conciliation and Investigation. Like the 
labor provisions of the Transportation Act, there is nothing man- 
datory in the Canadian act, but it is stronger than ours in that no 
employer can declare a lockout nor organization can order or 
precipitate a strike until effective efforts toward a_ settlement 
are made by means of the machinery provided for in the act. 

It would serve the real interests of all concerned to make it 
illegal for a railway to declare a lockout or for its employes to 
strike until after the Railway Labor Board had rendered an 
opinion upon any dispute as to wages or working conditions 
brought before it on the appeal of either party, or in connection 
with which the labor board had taken jurisdiction in the public 
interest. It would still further strengthen the law, and in large 
measure absolutely insure continuity of service, to declare such 
acts illegal until thirty days had elapsed following the decision 
of the labor board. This thirty-day period would give the public 
ample time to become informed as to the merits of the dispute and 
the board’s decision in relation thereto, thus insuring that public 
opinion would be on the side of right and justice. As a practical 
matter, it would also give the labor organizations time in which 
to deliberate over the award of the board and to take strike votes 
should they deem this advisable. 

A restriction of this nature would not be unfair to either labor 
or to the railways, and it would afford as much protection to the 
public as seems possible under existing conditions. 

Summing up this proposal, it provides: First, for direct nego- 
tiations between the carriers and their employes or organizations 
thereof; second, for the mandatory establishment of adjustment 
boards, composed of representatives of railway labor and manage- 
ment; third, for the continuance of the railway labor board, 
strengthened by legislative enactment, making it illegal for the 
employers to declare a lockout or the employes to declare a strike 
— ef days shall have elapsed after the decision of the 
abor board. : 


Next Meeting at Dallas 


The directors, at their reconvened session Thursday after- 
noon, chose Dallas, Texas, as the place for the annual meeting 
next April, the exact date to be left to the discretion of the 
president. There were invitations from Norfolk and Richmond, 
Va., Montreal, West Baden, Ind., New York, and other cities. 

The board declared the place on the board held by P. G. 
Findlay, of Detroit, vacant, by reason of his non-attendance at 
meetings, and elected W. H. Hitzelbuger, of Dallas, Texas, to fill 
the vacancy. 

The entertainment feature provided by the Louisville club 
for the ladies accompanying delegates to the convention were 
elaborate. On Friday those of the delegates who cared to remain 
another day were taken for an inspection tour of the Louisville 
terminals, with a buffet luncheon at the L. & N. shops by the 
L. & N. dining car service. There was also a golf tournament. 


Traffic Club Banquet 


The delegates and officers of the Association were guests of 
the Transportation Club of Louisville at its annual dinner, the 
evening of October 8. Over 400 members and guests were 
present. The principal address was made by Alfred P. Thom, 
general counsel of the Association of Railway Executives, whose 
speech is printed in full elsewhere. His remarks concerning the 
Hoch-Smith resolution were especially applauded. Henry A. Pal- 
mer, president of the Associated Traffic Clubs of America, spoke 
briefly along the line of his remarks to the Association at its 
opening session, emphasizing the public service function of the 
Association. 

__ The address of welcome was made by Mayor Quin, of Louis- 
Ville. President Speiden, of the Louisville Club, introduced the 
toastmaster, the Rev. Claude Reeder, rector of St. Thomas Epis- 
copal Church, Louisville. The invocation was by the Rt. Rev. 
George W. Schuhmann, Vicar General, Catholic Diocese of Louis- 
ville. There was an elaborate musical program. Resolutions 
drawn by a committee of representatives of the Louisville, Chi- 
cago, Indianapolis and Decatur clubs, to all of which he belonged, 
were adopted on the death of Fred Zimmerman, president of the 
C. I. and W. Railroad. 


SHORTENED PROCEDURE DOCKET 
The Commission has suggested the disposition of No. 17388, 
Thompson Weinman Co. vs. Atlantic City R. R. Co. et al., by 
means of the shortened procedure. 
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OUR TRANSPORTATION PROBLEMS 


(Address by Alfred P. Thom, general counsel, Association of 
Railway Executives, at the annual dinner of the Transportation 
Club of Louisville, Oct. 8.) 


It gives me much pleasure to be your guest tonight. You 
are expecting me to speak on the transportation problems which 
confront the public and the railroads. I could be assigned no 
more important subject. I could address no audience more 
acutely alive to its significance or more intelligently appreciative 
of its importance. 

You represent in a very special sense the interest of the 
public in transportation. I am associated with the railroads, 
whose duty it is to furnish an adequate transportation service. 

While we thus approach the subject from different points 
of view, we have common duties and, in fundamental respects, 
common interests. A broad and intelligent conception of the 
subject will lead to the conclusion that neither the public nor 
the railroads can prosper if the other suffers economic injustice; 
and it is, therefore, to both not only an imperative duty, but a 
matter of enlightened self-interest, to see that the means of 
transportation are placed and maintained on a basis of economic 
security and justice. 

Accordingly, it is not only appropriate, but I hope it may be 
useful, for us to counsel together frankly in respect to a situ- 
ation to which we each bear so intimate a relation. It is cer- 
tainly to the interest of both of us to act wisely. I am sure it 
is the purpose of both to do right. 

In the process of the development of our governmental 
system of regulation, certain things have gradually become 
clear and are now admitted with practical unanimity. 

One of these is that the exercise by the government of the 
power to regulate commerce, which includes the power of limi- 
tation, repression, and correction, carries with it a corresponding 
obligation to insure justce and to foster and protect the in- 
strumentalities of transportation in all matters essential to the 
performance of the public service. The whole doctrine of gov- 
ernmental power without governmental responsibility has passed 
away. Authority without responsibility is a contradiction of 
justice. 

This conclusion has been reached not merely and, I may 
say, not principally, out of regard for the rights of the owners of 
these transportation properties, but’ because no other conclusion 
is possible from the standpoint of the public interest. It is 
now clearly recognized that modern civilization cannot exist 
without adequate transportation and that, consequently, the 
public welfare imperatively requires that adequate transporta- 
tion facilities be established and maintained. 

It is realized that the virile and progressive forces of our 
industrial life cannot prosper, or even survive, if dependent upon 
poor and starved distributors of our industrial products, and, 
consequently, that commerce must, in the public interest, be 
served by strong and competent carriers. 

Carriers can neither be strong nor competent unless kept 
up to the standard of growing and expanding public needs. It 
is now fully appreciated that this cannot be done unless their 
credit is adequate and they can thus obtain the new capital 
necessary to provide needed additions and improvements to their 
facilities. The credit of the carriers and their financial com- 
petency, therefore, are not alone, and are not primarily or 
principally, matters of private concern, but in a very real sense 
and in a very high degree are fundamentally matters of public 
concern. 

On the other hand, there is complete recognition by the 
carriers themselves that, from the standpoint of their private 
interests, they are entitled to no favors or special privileges 
and can make no demand except the demand of justice. 

These considerations limit and clear the field of necessary 
inquiry when any proposal as to governmental regulation of the 
carriers is brought forward. 

Under such circumstances, all considerations of a private 
nature may at once be laid aside, and the simple and conclusive 
test accepted and applied of whether the proposal is in the 
public interest in its broadest aspect. 

It is true that the carriers, as a matter of private right, are 
entitled to justice; but, if justice is denied them, they will be 
weakened and broken down and cannot continue to perform an 
adequate transportation service, which is essential to the public 
welfare. Accordingly, it is fundamentally a matter of public 
interest that they should be accorded justice. 

They are entitled to constitutional protection for their 
property rights; but, if this is withheld, their credit will be gone, 
as no one will invest in a class of property placed outside the 
pale of constitutional protection. And, thus, again the ability 
of the outlawed carriers to perform their essential public service 
will be destroyed. 

An enlightened view of the situation justifies the conclusion 
that the public, in adequately protecting its own interest, must 
of necessity at least protect the just rights of the carriers. 

It is accordingly possible, whenever a governmental proposal 
affecting the carriers is brought forward, to accept and apply, 
as an adequate and conclusive test of its wisdom, whether, in 
fact, it is in the public interest. May I be permitted here to 
say that for many years, in the discussions in which I, as a 
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representative of the railroads, have been permitted to participate 
before the public or before public authorities, I have consistently 
asked that my arguments and suggestions be subjected to the 
test of whether or not the thing I was advocating was in the 
public interest, and, if not, that it be rejected. 

Approaching the subject from this standpoint and applying 
the single and the simple test of the public interest to the policies 
which may be suggested, you and I will speak the same language 
and it should not be difficult for us to agree on some funda- 
mentals, at least, which should control our problems. 


New Era in Transportation 

It has become necessary for us to realize that transportation 
is at the beginning of a new era. The public is no longer con- 
fined to railroads and steamships as means of transportation. 
New transportation agencies have appeared and are being rapidly 
developed. These new agencies may profoundly affect the trans- 
portation problem. They have not yet found their place, but 
experience thus far has already assured us that new factors have 
been introduced substantial enough to affect our problems and to 
be carefully considered and reckoned with. 

The motor vehicle has come to stay. It has proven itself 
of sufficient importance to require great expansion of the resi- 
dential areas of persons doing business in cities and to revo- 
lutionize the business, social, and domestic habits of the people. 
It has radically altered the customs and the methods of passenger 
travel, and has attracted away from the railroads a substantial 
part of certain classes of freight traffic. It has grown into a 
competitor of substantial proportions to the steam railroads for 
a material part of their traffic, freight and passenger. -It is im- 
portant enough to have stimulated the public to accept an im- 
mense burden of taxation in order to revolutionize the highway 
system of the United States for its accommodation. At the end 
of 1924 there had been constructed, at an immense public cost, 
between 450,000 and 475,000 miles of hard surfaced roads, and 
this mileage is being added to yearly by approximately 40,000 
miles, this at’ a cost of some $36,000 per mile or more. 

At the same date there were registered in the United States 
about fifteen and a half millions of private passenger cars and 
over two millions of trucks. 

I was recently surprised to learn that the manager of an 
important hotel in Richmond, which is not particularly a tourist 
resort, had ascertained, as the result of an actual tabulation of 
arrivals at his hotel for the eight days from August 19 to 
August 26 last, that 64 per cent had arrived by automobile 
and only 36 per cent by railroad. 

In New England, where the tourist travel is greater, two 
prominent hotels report that between 85 and 86 per cent of their 
guests arrive by motor and only about 14 or 15 per cent by rail. 
It is also reported that from Norfolk, Virginia, to a town twenty 
miles out, there was a decrease in the annual sale of railroad 
tickets in a period of seven years from 110,000 to 29,000. 

It is amatter of common knowledge that, in certain important 
localities, the motor vehicle has absorbed so much of the traffic, 
freight and passenger, of the steam railroads, that there have 
been already, and will be more, abandonments of rail lines, and 
that this has gone so far as to arouse serious anxiety on the 
part of the public as to the preservation of their dependable 
and fixed means of transportation. 

The competition of the motor vehicle, as a factor in the 
transportation problem, is serious and cannot be disregarded. 

Transportation by airplane is also rapidly developing. 

I was a personal witness in 1909, during Mr. Taft’s adminis- 
tration, when the Wrights, in the presence of the President and 
his Cabinet, wrought what was then considered the miracle of 
accomplishing a non-stop air trip from Fort Myer to Alexandria, 
Virginia, and return, a distance of about seven miles each way. 
Since then aircraft have shown themselves to be a powerful 
factor, on both sides, in fighting the World War, have succeeded 
in making trips across the ocean and around the world, and are 
now carrying mail, freight, and passengers long distances on 
regular schedules. Aviation has already become a real factor 
and will hereafter be a mightier one in the transportation 
problem. 

The public will, of course, select and patronize the means 
of transportation which in the circumstances serves it best. 

In considering the future of the railroads and their field 
of usefulness, the powerful competition of these two newcom- 
ers—the motor vehicle and the airplane—cannot be ignored. 
In assigning to each its proper field of usefulness in doing the 
transportation work of the world, there are certain physical 
characteristics of the several methods which must be borne 
in mind. 

The railroad is the only means of transportation fixed to a 
given locality. It is the only one confined and permanently at- 
tached to a given route. It is the only one which, so far, at 
least, can be permanently relied on to carry traffic between the 
same points of origin and destination; the only one which con- 
tinues to be the permanent and perpetual servant of localities 
which it has once begun to serve. 

No way has yet been devised to attach a motor vehicle 
permanently to any particular route nor to confine lines of air- 
ships to the permanent service of the same localities. A com- 
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munity which loses its railroads has no other permanent and 
dependable means of transportation which it may adopt in 
their place. 

Moreover, there are certain classes of traffic, fundamentally 
essential to the existence of industry and to the comfort ang 
prosperity of the people, which neither the motor vehicle no, 
the airplane can carry at all. What may be termed wholesale 
transportation, the movement of heavy articles, and other traffic 
in bulk, can be furnished by the railroads alone. There js, ap. 
cordingly, an important—in fact, an essential—transportatiop 
service for which the public must place its sole reliance on the 
railroads. There is no substitute for them as to certain classes 
of the service they render, and they cannot be dispensed with or 
spared. They must continue in existence, their adequacy 
and competency to do the essential work of the public must, 
in the public interest, be preserved. And yet their capacity to 
serve the public is being threatened in some important localities 
by the competition of these and other means of transportation, 
The problem is to preserve them all. A way must be found ty 
make these several transportation agencies complementary to, 
instead of destructive of, one another; to coordinate agencies 
all of which are useful, and to replace the destructive forces 
of unregulated competition by a system of constructive and 
helpful cooperation, so that their power shall not be used to 
injure or to kill each other off, but to augment and improve the 
public service. Meanwhile it is esential to protect the railroads, 
which are the primary and principal reliance of the people for 
transportaton, from all unjust and unfair conditions of compe- 
tition. 

The public, perhaps, never fully realizes the value of 
transportation until or unless it is without transportation fa- 
cilities. 

Many of us can remember the welcoming acclaim with 
which the coming of the railroad to new communities was 
habitually greeted during the era of construction. 

All of us have seen the change, in many places, from this 
condition of universal popularity too a sentiment of marked hos- 
tility and antagonism. 

Without pausing to inquire the causes of this or to place 
the blame for the altered sentiment, we must all agree that a 
condition of hostile sentiment is not conducive to fairness or 
to the development of constructive policies. 


Perhaps the fact that the new competition of motor vehicles 
and the lack of adequate revenues to support the railroad serv- 
ice, are even now necessitating the abandonment of rail lines 
both convenient and important to the communities they serve, 
may have a wholesome effect on public sentiment and will enable 
persons whose point of view has become distorted through the 
efforts of interested agitators, to study again the subject from 
a fair, business standpoint and in its true relation to their own 
fundamental interests. Perhaps the loss of rail facilities which 
is now happening, may prove a valuable object lesson which 
will cause communities, heretofore thoughtless or careless on 
the subject, to realize that the transportation problem is in 
reality their own problem, deeply and fundamentally affecting 
their most substantial interests, and will bring about something 
of the old spirit of welcome and popularity, or at least a spirit 
of fairness and friendliness, which in the old days marked the 
coming, and in these days is necessary to the continuance and 
preservation of railroad facilities. 


May we not, therefore, indulge the hope that the past strug- 
gles, misunderstandings, and conflicts have taught us all a useful 
lesson, and that, under the influence of adequate, faithful and 
perfected service and of better comprehension of our difficulties 
and problems, a constructive purpose tio preserve the railroads 
in the public interest, and to make them strong and competent 
to perform the public service will be developed, so that they 
will no longer be the center of political agitation, and so that 
no longer unreasonable and unreasoning hostility toward them 
will be permitted as a means of promoting political ambitions? 

May we not hope that, in view of the importance of com- 
petent railroads to the public, an irresistible public sentiment 
will be developed, making it impossible to apply political con- 
sideration to their regulation, and insuring that they be regu- 
lated, as a business, with fairness and justice? 


Regional Boards 


It is gratifying, in this connection, to be able to point to a 
very substantial and conspicuous movement which is exerting 
a marked influence in bringing the shippers and the railroads 
to a better understanding of their problems. I refer to the 
shippers’ regional advisory boards, twelve of which are now 
functioning in districts which cover practically the entire coun- 
try, the territory having been so divided as to bring within 
the purview of each board important economic problems which 
are of common concern to the railroads and the shipping publc. 

. It seems to me that these boards constitute machinery for 
a cooperative effort of large importance in securing information 
which is indispensable to business men and to the railroads as 
to what the immediate future of business is to be and as to 
what it is necessary and possible for each to do to provide for 
its requirements. The carriers greatly appreciate the coopera- 
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. the shippers and members of this association of traffic 
aa have given them in this cooperative effort. I believe that 
2 movement will continue to develop a clearer understanding 
ee the parties as to their mutual interests and as to the 
a and necessity of intelligent cooperation. 


Section 15-a 


Approaching the subject from this standpoint of a common 
interest and of a reawakened realization of the supreme neces- 
sity, aS @ matter of fundamental public concern, to foster and 
preserve our transportation agencies by rail in full and effective 
force and vigor, may I not ask you to consider briefly one or 
two of the many and of the larger problems which are now 
confronting us? ; i 

The first of these, to which I venture to invite your atten- 
tion, is the attitude which it is wise to assume toward section 
15-a of the transportation act. This section has, from the date 
of its adoption, been a “stormy petrel” of political agitation and 
discussion. There was a wide difference of opinion as to the 
wisdom of its provisions at the time the act was passed. 

Irrespective, however, of the differences of opinion which 
then existed and which may still exist, all of us should appre- 
ciate the importance of preserving and increasing transportation 
facilities so as to make and keep them adequate to the public 
needs, Which is the primary aim of this section of the trans- 
portation act, and must, it seems to me, agree that it would 
be most unwise to seek to change section 15-a as it now stands 
unless we have reasonable assurance that what will take its 
place will not impair the capacity of the railroads to perform the 
public service. No one, acting or thinking in the public interest, 
could justify a change in this section that would impair or en- 
danger the transportation service to the public, which is now 
practically perfect and completely adequate to the needs of 
productive industry. It is the part of wisdom, therefore, to be 
certain that conditions are such that the subject will be dealt 
with constructively and no change will be permitted that will 
impair the carriers’ ability to render an adequate public service, 
before any attempt should be made, even by those who advocate 
a change, to alter the section as it now stands. The public 
interest in adequate transportation will not justify or permit 
such a risk. 


Railroad Consolidation 


It is my personal opinion (and in this I express my own 
view and have no direction or authority to speak for the rail- 
roads) that substantial progress may be made toward a more 
scientific system of regulation, if Congress will adopt a well- 
considered plan of carrier consolidation. Congress has already 
committed itself in favor of the policy of consolidation. In my 
judgment, the importance of it cannot be overestimated. Per- 
sonally, I regard it as the solution of many of the major prob- 
lems confronting the railroads and the public. 

When the railroads of the country are consolidated into 
a number of competent systems, approximating as near as may 
be equality of earning power and capacity for service, it will 
be possible to make rates on sound economic principles and 
without need for resort to an artifiical system of rate making 
in order to provide for the preservation of “weak lines.” The 
“weak line’ problem will disappear when these “weak lines” 
are absorbed into and become parts of strong and competent 
systems. With the disappearance of the “weak line” problem, 
and the consolidation of the railroads into new and competent 
systems, the subject matter of regulation will become different 
and the problems of regulation greatly simplified. In making a 
scientific adjustment of the system of regulation to the changed 
conditions, it will easily be possible to establish railroad credit 
on the basis required by the public interest, thus providing the 
means necessary to an adequate and dependable transportation 
service and to such extensions by such systems of railway facili- 
ties into new territory as may be desirable for proper develop- 
ment of our people’s resources. 


My study of the question has not led me to the conclusion 
reached, it is said, by some, that no additional legislation is 
necessary to bring consolidations about. 

Efforts to make progress are now being made under para- 
graph (2) of section 5 of the interstate commerce act, where 
congress, as a means of providing a temporary and ad interim 
method of securing the control by one carrier of another as 
steps toward ultimate consolidation, made provision for a method 
under which one carrier might, with the approval of the Com- 
mission, obtain “control of any other such carrier or carriers 
either under a lease or by the purchase of stock or in any other 
manner not involving the consolidation of such carriers into a 
Single system for ownership and operation.” This provision was, 
doubtless, intended to prevent stagnation in the matter of the 
orderly growth of systems through leases or other methods of 
control pending the approval by the Commission of a complete 
plan of consolidation, which, by the terms of the act, the Com- 
mission was directed to agree upon and promulgate. 

The ad interim provision referred to has been found very 
useful in making progress toward the ultimate goal of Congress 
in respect to consolidations; but it appears from the face of 
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the act that it was never intended, nor is it adequate, to solve 
the entire problem of consolidation. The act contains no ma- 
chinery for carrying consolidations into effect. If any attempt 
were made to use it to bring about a status practically equiva- 
lent to consolidation, while the result would be a cumbersome 
and complicated corporate structure, the effort might measurably 
succeed in some parts of the country in which there is state 
machinery reasonably adequate for the purpose. It would, 
however, fail in others where the state machinery is manifestly 
inadequate. Moreover, there are so many problems and uncer- 
tainties to be dealt with that there is prospect of much litigation 
and prolonged delay and, in the end, the resulting status would 
not be a true or complete consolidation. 

Under the present law, no consolidation in a complete or 
technical sense—that is, a unification into “one corporation for 
the ownership, Management, and operation of the properties 
theretofore under separate ownership, management, and opera- 
tion’—is possible until after the Commission has made and 
promulgated a complete plan of consolidation covering: the en- 
tire country; and even then, as stated, the present federal law 
provides no machinery for carrying into effect consolidations 
permitted under the plan. The only reliance, under existing 
conditions, would be on legal machinery provided by state laws; 
and, for reasons just suggested, this is not an adequate reliance 
in all cases. 

As indicating an appreciation of the difficulties just sug- 
gested and in order to promote consolidations, bills have been 
introduced in both houses of Congress, some hearings have been 
held, and substantial progress is being made toward a system 
which may be briefly summarized as follows: 


1. A voluntary system under which, for a given period of 
years, two or more carriers shall have power to agree on, and 
jointly petition the Commission for the approval of, a plan of 
consolidation to be carried out under any state laws conferring 
the requisite powers or under proposed provisions of the consoli- 
dation act of Congress itself, the Commission to have power, after 
due notice of the hearing, to approve or to disapprove or to ap- 
prove with modifications or with conditions attached, thus en- 
abling the Commission to require the inclusion of omitted lines 
deemed by it essential to adequate public service. Doubtless it 
would be wise to include a provision that, if “an omitted line” 
avails itself of the action of the Commission to exact unreason- 
able terms, the Commission shall have power, upon report to it 
of the facts, to annul the condition, to modify it, or to specify 
pond terms on which the omitted line may avail itself of the con- 

ition. 

The work so far done by the Commission in studying the 
question of a general system of consolidation would be by no 
means wasted, as the legislation permitting and encouraging vol- 
untary consolidations should, no doubt, provide for the use, under 
proper safeguards, in the proceeding to obtain its approval of 
any proposed consolidation, of the information so far obtained 
by the Commission in its general study. 

2. The act of Congress to confer the necessary powers and 
to provide the legal machinery to carry through any consolidation 
approved by the Commission. 

3. If, at the end of the prescribed number of years, consoli- 
dation of all the carriers has not been effected, the Commission 
to be required, in the light of conditions then existing, to report 
to Congress its suggestions of a method whereby the authority 
of the government may, if desired, be directly invoked to complete 
the system of consolidations. 


In my opinion, if adequate legislation of the character indi- 
cated were adopted at the coming session of Congress, the en- 
actment would be promptly followed by so many proposals to 
the Commission for consolidation that complete consolidation, 
to the extent approved or found desirable by the Commission, 
would be practically assured under the permissive features of 
the legislation without the necessity to resort to any measure 
of legal compulsion. 

Measured by. the test of the public interest to which I have 
referred, the policy of permitting proper consolidations and pro- 
viding ways to carry them into effect is, in my judgment, a wise 
policy and should, in the public interest, be adopted. In no other 
way than has been suggested, could the public, under a system 
of private ownership and operation, be so well assured of strong 
and competent carriers and adequate service; for, in no other 
way, is it as easily practicable to establish and apply a scientific 
system of regulation or to create and stabilize the credit which, 
in the public interest, the carriers must have if they are to do 
the public service. 

When consolidations into new systems, in accordance with 
the declared policy of Congress, shall have been accomplished, a 
more satisfactory basis than at present will exist for a scientific 
readjustment of the system of regulation. Meanwhile let us 
have peace! 

It would seem manifestly unwise, under existing conditions, 
to seek to disturb a situation in which the railroads are per- 
formng a perfect and completely adequate service. Reasonable 
stability of policy in the regulation of the transportation business 
is essential to its welfare and success, just as it is in regard to 
any other business, for no business can succeed or prosper when 
it is constantly buffeted by the storms of political controversy 
over the financial principles to which it must be adjusted. 


Political Rate Making 


The second and the only remaining transportation problem 
to which I shall invite your attention this evening is the prob- 
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lem which arises out of a tendency, quite recently developed, 
to exercise the power of regulation by direct action of Congress 
instead of, as heretofore, through the administrative processes 
of a permanent and informed regulating authority, acting intel- 
ligently and carefully on ascertained facts and pursuant to well 
considered principles and policies. 

Nothing, in my opinion, could be more unfortunate or de- 
structive of the public interest than regulation by direct act of 
Congress. 

Here again, I repeat, the subject to be dealt with is an agency 
essential to the welfare of the people. It is a business, subject 
to the same influences which make or mar other business enter. 
prises, differing, however, from most other business enterprises 
in that it performs an essential public service, and, in the public 
interest, must be kept adequate to do its work. It cannot be 
treated unwisely or unjustly or be subjected to unfair or hurtful 
policies, without reflecting the consequences in impaired capac- 
ity to do the business it was organized to do—that is, to serve 
the public needs. The wise regulation of it is a matter of ex- 
pert training, must be guided by a broad economic experience, 
and involves a thorough knowledge of traffic and transportation 
conditions, continent and even world-wide in extent, and of the 
traffic and transportation conditions affecting each particular 
carrier. Its regulation cannot, with safety to the public, be 
influenced or dictated by political considerations or be exercised 
according to political methods. To substitute regulation by po- 
litical action, based on political exigencies and considerations, for 
a careful, expert, businesslike administration of a general system 
of regulation, would be a quick method of destroying the capacity 
of privately owned carriers to perform the public service and 
of making government ownership and operation inevitable. 

Congress, until recently, contented itself with laying down 
broad and equitable principles of regulation—that service must 
be adequate, that rates must be reasonable, that there must be 
no favoritism or unjust discrimination as between persons, locali- 
ties, or different kinds of traffic—and created an expert board, 
conferring upon it powers to administer and make effective the 
broad and equitable principles of regulation which the act of 
Congress prescribed. 

Recently the distress and discontent in certain communities 
and depression in a great industry have confronted members of 
Congress with the political temptation to pacify conditions at 
home by direct and hasty action on the floor of Congress regard- 
ing matters within the jurisdiction of the Commission which it 
had created, and requiring expert, economic knowledge for proper 
and wise disposition. It is to be hoped that the unwisdom and 
perilous consequences to the public welfare of this course will 
be quickly recognized and that it will not be persisted in. The 
members of the Transportation Club of Louisville, our generous 
host tonight, and of these associated traffic clubs can render no 
more useful or patriotic service than to use their large influence 
to check and destroy a tendency so fraught with peril to the 
public welfare. 

It must not be forgotten that it is impossible to build up 
one industry by pulling down another—to cure the ills of an 
industry that is distressed by impairing the capacity for service 
of another industry essential to its economic recovery. 


Repeal Hoch-Smith Resolution 


An illustration of the unfortunate tendency referred to is 
to be found in the Hoch-Smith resolution in the form in which 
it finally passed. There were no hearings on it in its final form, 
nor any opportunity to oppose it before committees. It is now 
being interpreted in some quarters, I believe, as an effort on 
the part of Congress to bring direct pressure upon the Com- 
mission to reduce rates on agricultural produets. Whether or 
not this is a proper construction of what Congress did, there 
is no escape from the conclusion that the resolution, as finally 
passed, constitutes, in some fashion, an invasion by Congress of 
a field theretofore confided to the Interstate Commerce Com- 
mission. It is calculated to exert pressure on the Commission, 
which is a creature of Congress, in the orderly and unbiased 
performance of its duties, is unsound in principle and should 
not have been passed. Undoubtedly, I cannot help thinking, the 
wisest course for Congress now to pursue will be promptly to 
repeal it. Whether or not such action may reasonably be ex- 
pected, it is impossible to say; but the uncertainty and confusion 
with which it threatens the general business of the country in 
all lines of useful industry, should, and I earnestly hope will, 
prevent further effort at regulation by direct action of Congress. 


Praise for Traffic World 


May I, in conclusion, call attention to the benefits the coun- 
try derives from the fair and able editorial work, in the indus- 
trial and transportation fields, of the distinguished presiding 
officer of the Associated Traffic Clubs of America? He is a 
fearless critic of what he does not approve. I myself have been 
subjected to his criticisms, but never in bad temper or in a 
spirit of unfairness. He possesses a power of keen analysis 
and misses no opportunity to use his dissecting blade in laying 
open to the public every aspect of measures affecting the public 
interest in transportation. He thinks constructively. He is in- 
spired by the purpose to demolish what is evil in order to build 


THE TRAFFIC WORLD 






Vol. XXXVI, No. 15 


for the public welfare. He is fair and able and dedicates himself 
to the effort to make his work a blessing to the people amo 
whom he labors. § 

Our transportation problems would be greatly simplifieg and 
could easily be solved if we could all approach them in his p 
intelligent, and constructive spirit. 


TRANSPORTATION CONFERENCE 


The problem of the railroads was treated from three angle 
that of industry, of the farmer and of the roads, at the trans. 
portation conference of the Illinois Association of Commerc 
annual meeting at the Hotel Morrison, Chicago, October 9. 

E. B. Leigh, president, the Chicago Railway Equipment Com. 
pany, stressed the view that the development of the country, jp. 
dustry, commerce and agriculture was all due to the excellent 
system of transportation functioning today. His subject was 
“The Economic Relation of Our Railroads to Industry,” and he 
went on to point out that failure of the roads to prosper meant 
a like depression in all branches of endeavor throughout the 
country. He referred to the enormous amount of purchasing 
done by the roads of materials and equipment as indicative o 
the importance to the business world of having the railroads 
continue in a condition where they can be depended on by other 
industries to have work that must be done and materials that 
must be bought. He continued as follows: 


Why should the railroads be expected to meet the greatly in. 
creased costs of producing their service without receiving correspond- 
ing revenue? The answer is that this is not a theory to be dis- 
cussed; it is simply a condition to be met. No fundamental economic 
element, such as transportation, can hold its logical place in the eco- 
nomic structure on any but a common basis of current values. 

Any objection to adequate freight rates, it would seem to me, 
would find its answer in the foregoing statements. But, wholly apart 
from that feature, the effect of advanced freight rates would be more 
imaginary than real; that is to say, that a given rate may fairly be 
appraised as either high or low only when compared with existing 
price levels generally. It is not a matter of any definite figure, but 
merely a question of a figure that will produce an adequate return. 

But, admitting that rates may be either high or low by any pro- 
cess of reasoning, a much more important feature of a freignt rate 
lies in its being equitable, putting all users on a parity. Viewed 
from that standpoint, only such rates as might be discriminatory as 
a whole, no material or experimental changes should be made in the 
Transportation Act of 1920; at least not until it has had further op- 
portunity to continue the progress toward recovery that has already 
been accomplished. The revenue allowed by Section 15-A should not 
be changed, unless it be to be increased. 


Toad, 


Samuel O. Dunn, editor of the Railway Age, spoke about regu- 
lation of the railroads and pointed out that there had been a 
complete reversal in the government’s attitude toward consolida- 
tions, and said that this, together with the failure of the Com- 
mission to fix rates so as to let the roads earn a fair return, 
were striking examples of the way in which the government had 
constantly changed the rules of the railroad game and has failed 
to carry out the rules laid down by itself, with the result that 
the railroad problem is still unsolved and a menace to the coun- 
try’s welfare. He spoke, in part, as follows: 


The railroad problem will not be permanently solved under private 
management without a consistent policy of regulation based upon 
sound economic principles. Compulsory consolidations would be 
wholly inconsistent with the past policy of the nation in dealing with 
railroad and other business affairs. Furthermore, the continued fail- 
ure of the Interstate Commerce Commission to so adjust rates as to 
enable the railways to earn a fair return would be wholly inconsistent 
with the provisions of the Transportation Act under which the rail- 
ways were returned to private operation five years ago, and would 


be a repudiation of that law by the government tribunal charged 
with its administration. 


The public cannot both eat its cake and keep it. It cannot retain 
private ownership with the benefits derived from it, and at the same 
time follow an inconsistent and unprincipled policy of regulation 
under which no private industry could be successfully conducted. 


That the farmers, by reason of the individuality of their 
enterprises, were. fitted to understand the railroad problems and 
that the farmer recognizes the need of efficient and adequate 
transportation was the statement of S. A. Thompson of the Ili- 
nois Agricultural Association. He said that the railroad men had 
always advised the farmer as to his problems and interested 
themselves in his problems, so that the railroad men should 
not object to questions the farmer might have to ask about the 
railroads. Some of these questions, Mr. Thompson said, were 
why there had to be horizontal increases in rates, why millions 
were made out of consolidating weaker lines with stronger, and 
yet the roads were pleading the need of higher rates to increase 
their revenues, why, if motor transport lines made money, one 
system was allowed to fatten on the other? He said the farmer 
asked those questions because he wanted to know the truth, and 
if the truth was forthcoming it would be easier to reach some 
common ground of understanding. 

Stuyvesant Peabody, president of the Peabody Coal Com- 
pany, Chicago, presided at the meeting, which was attended by 
over 200 shippers and railroad men. 
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SHIPPING BOARD’S TROUBLES 


The Traffic World Washington Bureau 


With President Coolidge absent from Washington, Vice- 
Chairman Plummer and Commissioners Benson, Haney and 
Thompson, of the Shipping Board, today deposed Leigh C. 
palmer as president of the Fleet Corporation, and appointed 
Elmer E. Crowley, of Boston, as his successor. A number of 
other changes were made. Chairman O’Connor asked the other 
commissioners to postpone action until the President had re- 
turned from Omaha, but they insisted on asserting their author- 
ity under the Merchant Marine Act. 

Apparently seeking to soften the blow against Palmer, the 
Board appointed him vice-president in charge of European af- 
fairs of the Fleet Corporation, but Palmer declined. 

Palmer was slated for the European job when President 
Coolidge induced the board to put him at the head of the Fleet 
Corporation. i 

Sidney Henry, vice-president in charge of finance, was dis- 
charged by the board. His resignation, as was the resignation 
of Palmer, was in the hands of the board as a formality. No 
explanation was made as to why this action was taken, but it 
is known that certain members of the board had been opposed 
to Henry. 

Chairman O’Connor withheld his vote on the resolution dis- 
charging Palmer, but voted for the selection of Crowley as the 
new president. 


Palmer and Others Ousted 


Joseph E. Sheedy, vice-president in charge of European af- 
fairs, who is in Washington, was relieved of his duties and 
ordered to report to the board for an assignment. E. P. Ercken- 
prack, director for Europe and stationed in London, was ordered 
to continue in that position until relieved. Crowley and George 
K. Nichols, a Fleet Corporation official, were ordered elected 
trustees of the Fleet Corporation as successors to Palmer and 
Henry. The trustees were ordered to elect to office the new 
officials selected by the board. 

tt had been known for a certainty that Haney and Thomp- 
son would vote for discharging Palmer. Commissioners Ben- 
son and Plummer were known to be opposed to Palmer, but it 
was understood that they were not in favor of immediate action. 
Commissioners Haney and Thompson were not asleep at the 
switch, however, and their demand that Palmer be ousted finally 
brought votes from Benson and Plummer. Commissioners Liss- 
ner and Hill were absent from the city. 

Commissioner Thompson this week issued a statement giving 
the reasons why he was willing to support the movement to get 
a majority of the Shipping Board to accept the resignation of 
President Palmer of the Fleet Corporation. Said he: 


The statement of certain facts with respect to the Shipping 
Board situation can do no harm, would be in justice to members of 
the Shipping Board and will show a present day tendency to trans- 
fer authority to the executive department of the government 
clearly intended by the Congress in the merchant marine act 1920 
to be lodged independently of the executive branch. 

The Shipping Board was created by Congress as an inde- 
pendent branch of government, not an executive branch. Its 
members are required by law to be appointed from both political 
parties, from all geographical areas of the United States, and for 
aterm of years overlapping changes in national administration. 

The stock of Fleet Corporation is vested by law in the 
members of the Shipping Board. The officials of the Fleet Cor- 
poration are elected by and responsible to the Shipping Board. 
In any neglect of duty or malfeasance of any official of the Fleet 
Corporation it is chargeable to the board, not the Fleet Corpora- 
tion officials. The responsibility for the custody of a vast govern- 
ment property and money is that of the Shipping Board. 

When Fleet Corporation officials recommend to the Shipping 
Board, for instance, the sale of government property in the custody 
of the board under the law, they do so as agents or employees 
without legal responsibility. The members of the Shipping Board 
may delegate preliminary administration detail as a. first step 
to a formal action, but cannot escape responsibility for final action. 

Confusion and discord inevitably result when an employee 
feels the source of his authority to be greater than those actually 
responsible for the conduct of the business. The President picked 
Admiral Palmer. He insisted Admiral Palmer be given powers the 
Congress exclusively lodged in the Shipping Board, the exact 
language of the merchant marine act being that power lodged in 
the Shipping Board “may be exercised directly by the board, or 
by it through the Emergency Fleet Corporation.” 

To correct the chaos and mal-administration resulting from 
such action members of the board either had to take sharp issue 
with the President or ignore their obligations under their oath of 
office. The Constitution of the United States specifically provides 
that the Congress shall have power to dispose of government 
property. Yet the President insisted in a communication to the 
board that members of the board should not even discuss the sales 
of ships with prospective purchasers but that this function should 
remain exclusively with Admiral Palmer. Thus denied, except in 
open conflict with the President, opportunity to learn all the facts 
in connection with negotiation for the sale of public property, the 
board constituted by law as the only authority capable of giving a 
bill of sale to such property was criticized because it would not 
agree to sell established ship routes at figures determined by 
Admiral Palmer. 

For this the board was criticized as “interfering” with the 
Fleet Corporation. Those who charged such action as “interfer- 
ence” sponsor the proposition that those responsible under their 
oath for the proper discharge of their public duties should delegate 
such power to someone else and excuse themselves from their 
solemn responsibility. Obviously such a policy would break down 
all proper administration of laws. 
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I neither wish to wrangle with the chief executive nor violate 
my oath of office. I voted against the sacrifice of public property. 
I refused to vote for the sale of ship routes at one-fifth of the 
world market price for such property. The law specifically directs 
members of the board in selling ships, among other things to be 
governed by such “facts or conditions as would influence a prudent, 
solvent business man in the sale of similar vessels or property 
which he is not forced to sell.” The prices recommended by 
Admiral Palmer at which ships would be sold was a sacrifice. It 
constituted a property or money subsidy not authorized in the 
law, the policy of subsidy having been considered by the Congress 
and rejected. 


Various Statements Issued 


Former President Palmer issued the following statement 
with regard to the board’s action: 


I accepted the presidency of the Fleet Corporation in January, 
1924, only because of the definite understanding that I would have 
a free hand in the operation of the fleet. A few days ago, when 
four of the seven members of the Shipping Board rescinded the 
authority necessary to handle the fleet, I informed the President 
that I could not continue to serve if that condition were to be per- 
manent. However, in view of the fact that Commissioners O’Connor 
and Benson and I had agreed to fully cooperate with Mr. Dalton who 
was designated to make inquiry and submit his views for the 
Chief Executive’s consideration, I did not think it proper to take 
any action until such time as the President had been fully informed 
and was ready to announce his wishes in the matter. 

Under the circumstances, it would be impossible for me to 
accept the board’s offer in regard to the European position. 


Vice-Chairman Plummer issued the following statement: 


Now that imported smoke has blown away, people can see 
that the Shipping Board has been trying to put the management 
of its great commercial fleet into the hands of a practical steam- 
ship man instead of having it in the hands of a man who had 
practically no commercial shipping experience. 

The board believes that when it is building a brick wall, it 
should employ a brick mason. Some of its critics appear to claim 
that it should employ a ladies’ tailor. 


The following biographical sketch of the new head of the 
Fleet Corporation was issued at the board: 


Captain Elmer E. Crowley is a Massachusetts man, who began 
going to sea when a boy of fifteen, having become master of , 
sailing vessels, one of them the famous Thomas W. Lawson, the 
only seven masted sailing vessel ever built in this country. After 
nine years’ service as master of sailing vessels, he was master of 
steam vessels for five years. 

He was assigned by the Coastwise Transportation Company to 
superintend the building of their steamers. When the Coastwise 
Transportation Company’s ships were taken over by the govern- 
ment in 1917, he was put in charge of fitting out the fleet in New 
York and had charge of all repairs and personnel; being elected 
assistant general manager in charge of the New York office in 1918. 
He had charge of the operations of the fleet. 

Later he was vice-president of the Coastwise Transportation 
Company. He was employed by the receivers to survey and in- 
ventory the United States Mail ships when they were turned back 
to the United States Shipping Board. 

In April, 1923, he was appointed by the United States Shipping 
Board to take charge of one of the units, surveying the laid-up 
fleet, and was assigned to fleets 1 and 2 at Staten Island. 

In September, 1923, he became president and general manager 
of the East Baltic Line in New York. At the time this line was 
consolidated with two others, he had brought it to a point of 
efficiency and introduced economies of operations which placed 
it in the front rank of all fleets operated for the board. 

On July 15, 1924, he was appointed special assistant to the 
president of the Emergency Fleet Corporation, looking into the 
operations of the United States Shipping Board at Washington, 
and continued in that position until September 15, 1924, when he 
was appointed operating manager for the United States Shipping 
Board in the New York district and held that position until March 
1, 1925, when he resigned to take up his duties as operating man- 
ager for American Export Line in New York. 


Cone Quits as Protest 


H. I. Cone, retired rear admiral, who has been serving as a 
vice-president and general manager of the Fleet Corporation, 
has resigned as a protest against the action of the Shipping 
Board in deposing Mr. Palmer. 

“The chairman of the Shipping Board was requested by me 
to accept my resignation as a vice president and a trustee of 
the Fleet Corporation as soon as possible,” Mr. Cone said. “The 
action of the board in shearing the Fleet Corporation of its 
powers and removing President Palmer before the inquiry of 
Mr. Dalton, the President’s representative, has been completed 
is interpreted by me as openly defying the President. Without 
regard to other considerations, I cannot, as a retired naval officer, 
serve any organization that defies the wishes and policies of the 
President of the United States.” 

The board accepted Mr. Cone’s resignation. 

Vice-Chairman Plummer said, October 7, that other changes 
in personnel would be made. He said so far as he was concerned 
the vacancy caused by the discharge of Vice President Henry 
would not be filled as he had not seen that the position was neces- 
sary. He said he favored paying only $18,000 salary which 
is the salary fixed for Mr. Crowley, the new president of the 
Fleet Corporation. This is a reduction of $7,000 under the 
salary paid Mr. Palmer. Mr. Plummer said the board had 
appointed a committee consisting of Chairman O’Connor, Com- 
missioner Benson, and himseif to make a survey as to personnel 
and salaries of Fleet Corporation employes. He said a number 
of salary reductions would be made because the greatest 
economy had to be practiced by the board. 


President Crowley assumed his duties October 7. He said 







































































































































































































































































































































































































































































































he had no announcement to make as to his plans. He said, in 


reply to a question, that he would not go to the White House 
unless he was sent for. 


Commissioner Thomson Resigns 


President Coolidge has accepted the resignation of Com- 
missioner Frederick I. Thompson, of Alabama, of the Shipping 
Board. The commissioner submitted his resignation to the Pres- 
ident shortly after 4 o’clock on the afternoon of October 3 and 
in a very short time received word from the White House that 
it had been accepted. His letter of resignation follows: 


In November I shall have served five years as the Commissioner 
of the United States Shipping Board from the Gulf States under the 
appointments of President Wilson, President Harding and yourself. 

It now appears certain that effort will be made to change the 
present shipping law, abolish the regional representation provided 
therein, and make it an executive branch instead of, as now, an 
independent administrative office of government similar to the in- 
terstate Commerce Commission. I wish to retire to be free to join 
with others in opposing such change without having it construed 
that such opposition was prompted by self-interest in wishing to 
retain the office. This would neutralize whatever influence may be 
possessed by myself or the newspapers published by me. 

The experience gained by my five years of service has con- 
vinced me that those who are to administer the government’s agency 
of shipping should be appointed from fhe Atlantic, Pacific and Gulf 
seaboards, the Great Lakes and the interior and that this is a wise 
and necessary provision of the present law. General administration 
of the duties imposed on the board by the Congress is strengthened 
through administration by members possessing intimate knowledge of 
the needs and interests of their sections. Specific cases clearly evi- 
dence that control of ship operation by one man from one section, 
however appealing in principle, does not preserve equitable ocean 
transportation benefits or protection to the products of manufac- 
turing or agricultural interests of all sections. The Merchant Marine 
Act 1920 was conceived and enacted to serve such interests. 

The previous delegation of wide powers to the Fleet Corporation, 
a policy of administration recently revoked by the board under its 
responsibility to the Congress, destroyed regional voice and authority. 
It neutralized the intent of the Congress, as defined in the law and 
adversely affected American flag-ship operation. It caused with- 
drawal of ships from essential trade routes, resulted in a reduced 
volume of commerce in American flag-ships, a gain to our ocean 
competitors, and weakened the country’s influence in world trade. 

e So able and poised a man as Senator Underwood envisioned the 
—— of territorial equality before the American Bankers’ As- 
sociation last Thursday. Referring to the Interstate Commerce Com- 
mission, an independent office establishment of government similarly 
created by the Congress, Senator Underwood said, ‘‘Fair and just 
representation must be given on the Interstate Commerce Com- 
mission to that territory that stands unrepresented today,’ point- 
ing out that, “the south and the west from the standpoint of ter- 
ritory, population and production have been deprived of equal and 
just representation.”’ 

member of the board from Gulf states, as well as the other 
sections of the country, is necessary unless the ports of the gulf 
and the vast interior section of the United States using these ports 
as their nearest ocean outlet for their export and surplus products 
are to be denied voice in ship operation. I beg you to believe, Mr. 
President, that such voice is very vital to my section and our people, 
for figures prepared by the Department of Commerce show that 338 
per cent of the exports of the United States last year originated in 
—— and southwestern states naturally tributary to southern 
orts. 

For the reasons outlined I respectfully ask that you accept this 
as my resignation as of November 1 for the term expiring June, 1929. 


Commissioner Thompson represents the Gulf states. He is 
a Democrat. His successor will come from the same region and 
will be a Democrat. Although Commissioner Haney, of Oregon, 
also a Democrat, has refused to resign at the request of the 
President, it is expected that he will retire as soon as the Presi- 
dent nominates some one else for the place when Congress 
meets. The President, therefore, has two vacancies on the 
board to fill and may appoint members who indicate that they 
are in harmony with the administration’s merchant marine pol- 
icies. Commissioners Lissner and Hill have not opposed the 
Coolidge policies and two more commissioners friendly to the 
President would result in a majority in the board inclined to 
follow the President’s merchant marine policy. 

The resignation of Commissioner Thompson at this time 
undoubtedly is the result of recent developments at the board. 
The commissioner has contended that the board could not del- 
egate its powers to President Palmer as desired by the President 
and he voted to rescind the resolutions which gave broad power 
to the Fleet Corporation head. He has also contended that the 
board should oust Palmer as head of the Fleet Corporation. 


The President’s Views 


Action of the Shipping Board in rescinding resolutions 
delegating broad powers to the Fleet Corporation as the operator 
of the government merchant marine was not a wise move, in 
the opinion of President Coolidge, according to a White House 
spokesman. 

The President was expected to take this view of the matter 
because it was at his suggestion that the resolutions under which 
Mr. Palmer, head of the Fleet Corporation, had been working, 
were adopted by the board. 

President Coolidge, it was said at the White House, did not 
pretend to be an expert on the shipping problem, but he had 
decided that it was better for the fleet to be operated by a 
single head than by a board of seven different members, because 
all the advice he had obtained on the subject was to that effect. 

It was recalled that the special committees on merchant 
marine affairs appointed by the President several years ago 
and on which Chairman O’Connor and Mr. Palmer served as 
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members had recommended operation of the fleet by a single 
head. Senator Jones, chairman of the Senate commerce com- 
mittee and one of the authors of the merchant marine act of 
1920, according to the White House spokesman, also had adviseq 
the President that the law contemplated that the fleet should be 
operated by the head of the Fleet Corporation. 

Appointment of H. G. Dalton, of Cleveland, was made by the 
President, it was said, that the President might have a report as 
to what might be done to improve the situation at the Shipping 
Board and Fleet Corporation. Mr. Dalton was selected to make 
the survey because he was identified with Great Lakes. shippin, 
and not with ocean shipping because those engaged in the latter 
activity often had interests that conflicted with the interests of the 
ships of the United States, it was said. Furthermore, the 
President believed that Mr. Dalton was in a position to undertake 
the survey as a neutral and without prejudices. 

Commenting on the refusal of Commissioner Haney to 
accede to the President’s request that he resign, the White 
House spokesman said the President had expected that Mr 
Haney would see the impropriety of remaining on the board, 
The President would not say whether he would or would not take 
further action with respect to Mr. Haney, it was said. 

The material part of the resolution now in effect, defining 
the relation of the board to the Fleet Corporation, followe: 

Be it further resolved, That the power and authority vested in 
the Shipping Board by the merchant marine act, 1920, shall, until 
otherwise ordered by the board, be exercised by it through the 
United States Shipping Board Emergency Fleet Corporation in the 
following matters, and to the extent and in the manner hereinafter 
—_— operation, maintenance, repair and reconditioning of 
vessels provided that no established line shall be discontinued, or new 


line established, or allocation of passenger vessels made, without the 
approval of the United States Shipping Board. 

(2) The completion or conclusion of any construction work upon 
vessels which has heretofore been begun or has been authorized by 
the United States Shipping Board. 

(3) The sale of vessels (except to aliens) at such prices and on 
such terms and conditions as the United States Shipping Board may 

rescribe. 

- (4) The operation and sale of housing projects, real estate, 
railroad and other similar property, subject to confirmation by the 
United States Shipping Board before any final contract of sale is 
made. 

(5) The operation and sale of dry docks; all sales to be subject 
to such terms and prices as may be established by the United States 
Shipping Board. 

(6) The custody and sale of all other property and materials. 

(7) All accounting for the United States Shipping Board 
Emergency Fleet Corporation. 

(8) Insurance and matters pertaining to the same. 

(9) The operation of all piers and pier facilities; provided that no 
pier or pier facilities shall be leased without prior authorization from 
the United States Shipping Board. 

(10) The leasing and rental of offices, warehouses, docks and 
storage facilities. 

(11) All matters incidental to any of the foregoing, including the 
execution of contracts, charters, bills of sale, leases, deeds and other 
instruments necessary or convenient to the exercise of the power 
and authority hereby conferred upon the United States Shipping 
Board Emergency Fleet Corporation; and 

Be it further resolved, That an accurate record shall be made of 
the proceedings of every meeting of the United States Shipping 
Board Emergency Fleet Corporation and a summary thereof trans- 
mitted to the Chairman and each Commissioner of the United States 
Shipping Board, and that notices of meetings of the Board of Trustees 
of said Emergency Fleet Corporation be duly sent to each member 
of-the United States Shipping Board; and 

Be it further resolved, That the control of the United States 
Shipping Board Emergency Fleet Corporation shall remain with the 
United States Shipping Board, and that the President and each of 
the Trustees of the United States Shipping Board Emergency Fleet 
Corporation be, and hereby are, required to deposit with the Secre- 
tary of the United States Shipping Board their several resignations, 
for acceptance at the pleasure of the United States Shipping Board, 
and to deliver to the Secretary of the United States Shipping Board 
their several qualifying shares of stock in the United States Shipping 
Board Emergency Fleet Corporation, duly endorsed in blank for 


transfer, 

Fleet Corporation officials have been studying the resolution 
so that their procedure may be in accord with it. Briefly, the 
effect of the resolution will be that closer contact must be 
maintained by the Fleet Corporation with the board and that 
decisions on more important questions relating to the physical 
operation of the fleet must have the approval of the board. 

In view of the action of the majority of the board on the 
resolutions, it is believed that President Coolidge’s only recourse 


lies in an appeal to Congress for legislation separating the 
Shipping Board and Fleet Corporation. 





JURISDICTION OF BOARD 


Whether or not the Shipping Board, as a regulator of port- 
to-port rates in interstate commerce, has jurisdiction ‘over 
traffic moving on Chesapeake Bay was argued before Commis- 
sioners Plummer, Benson and Haney, October 7, in Docket 
No. 24, American Peanut Corporation vs. Merchants & Miners 
Transportation Co. et al., involving rates on peanuts. (See 
Traffic World, June 27, p. 1631, and Sept. 26, p. 711.) Counsel 
for the steamship company argued that the intend of Congress 
was that the Chesapeake Bay should not be regarded as a part 
of the “high seas” within the meaning of that term as used 
in the shipping act. Counsel for the complainant and the board, 
however, saw in congressional debates support for the con- 


tention that the bay was a part of the “high seas” and that the 
board had jurisdiction. 
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OCEAN FREIGHT RATES STRONGER 


The Traffic World New York Bureau 


A general tendency toward improvement in steamship freight 
rates for full cargoes was noted during the week. While rates 
eld without substantial change at the existing level, it was 
noted that prokers advised shippers to cover their requirements 
at present figures and not to take the chance of a sudden rise 
in the event of an increase in traffic. Sentiment among ship 
owners is more optimistic than for a number of months past, 
aside from the seasonal improvement due to crop movements. 

The grain market was moderately active, with twenty or 
more fixtures from Montreal and Atlantic ports. Rates aver- 
aged 14 to 14% cents from Montreal to the continent for Octo- 
per and November loading, and round 13 cents a 100 pounds 
from Atlantic ports to the same destinations. Rates to the 
Mediterranean were 3 to 3% cents a 100 pounds above the 
continental level. Shippers showed increased interest in space 
for Greece after a long period of inactivity. Shipowners showed 
a greater reluctance to offer their vessels at any concessions 
from this level, and were inclined to anticipate better rates. 

The coal trade was inactive, with several vessels fixed at 
$4 a ton from Hampton Roads to Pernambuco, $3.75 to Rio de 
Janiero, $4.25 a ton to Buenos Aires and $3 a ton to Callao, all 
for October loading. 

Stronger rates were evident in the sugar traffic, though no 
increase in business was apparent. Shipowners were inclined 
to hold out for an advance of one to one and a half shillings a 
ton from Cuba to the United Kingdom and continent over the 
existing level of 16 shillings a ton. 

The lumber trade was steady, with fixtures from the gulf 
to Buenos Aires at $15 a 1,000 feet, to the upper River Plate at 
$15.50. Lumber rates from the north Pacific to New York were 
closed at $15.50 and from the north Pacific to Australia at $12. 

Rates on regular liners were unchanged, but steamship offi- 
cials reported an increase in the volume of shipments. 


U.S. CHAMBER ON SHIPPING ISSUES 
The Trafic World New York Bureau 


Business interest in the Shipping Board controversy was 
brought to a focus in a committee meeting of the National Mer- 
chant Marine Conference, held at the Merchants’ Association in 
New York, October 7, under the auspices of the United States 
Chamber of Commerce. The committee favored continuance of 
the board as a regulatory body, but with separation of the Fleet 
Corporation. The latter, in the opinion of the members, should 
have control of the fleet and should be responsible directly to 
the President. 

This discussion was incidental to consideration of the larger 
question of governmental regulatory and administration regula- 
tions to the shipping industry, on which the committee is to re- 
port to a full meeting of the conference to be held in Washing- 
ton in November. The recommendations of the committee will 
include such matters as the regulations governing the coastwise 
trade, the conference system of ocean rate making in foreign 
trade, the seamen’s act, the revision of the navigation laws and 
the administrative organization of the government in relation to 
the marine industry. 

In connection with the last subject several alternatives, all 
trending toward curtailment of the powers of the Shipping Board, 
were considered by the committee. These were: 


1. Continuation of the existing machinery without change in 
the hope that the shipping board, in consequence of the presumptive 
retirement of the government from the shipping business within a 
comparatively few years, will prove to be able to function with satis- 
factory success. 


2. Continuation of the shipping board for the regulation and 
promotion of the privately owned merchant marine and the sep- 
aration of the fleet corporation from the board as an independent 
corporation subordinate directly to the President. 

.3. Continuation of the board with reduced membership and the 

limitation of its powers to those of a semi-judicial nature and the 
transfer of all administrative powers to some other agency of the 
government. 
_ 4 Discontinuance of the shipping board and the transfer of 
its regulatory functions to the Interstate Commerce Commission and 
its administrative duties to one of the other government depart- 
ments. The course to be recommended by the National Merchant 
Marine Conference will be finally decided at the full meeting to 
be held in Washington next month. 

A report of the views on these questions expressed by business, 
shipping, agricultural and _ other interests at regional round table 
meetings récently held under the auspices of the Merchant Marine 
Conference at Seattle, Tacoma, Portland, San Francisco, Los Angeles, 
Salt Lake, Denver, Detroit and Chicago, was submitted to the 
committee here. 


Other regional meetings are to be held in the south and 
middle west with a view to the formulation of the opinion of 
these sections on these and other Merchant Marine problems. 

_ Judge Edwin B. Parker, Umpire of the Mixed Claims Com- 
mission, United States and Germany, presided at the meeting. 
Others in attendance were: John R. Gordon, Marine Manager of 
the Union Sulphur Company; S. H. Bullard, vice-president of the 
Bridgeport Machine Tool Works; J. Howland Gardner, vice-presi- 
dent of the New England Steamship Company; H. A. Smith, 
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President of the National Fire Insurance Company, Hartford; 
Edwin E. Blodgett, Chairman of the Maritime Association of the 
Boston Chamber of Commerce; Ira H. Campbell, General Coun- 
sel, American Steamship Owners’ Association; W. M. Brittain, 
Director of the Export and Import Bureau, Baltimore Association 
of Commerce; Roger Englar, Bigham, Englar and Jones, New 
York; Dr. Emory Johnson, Dean, Wharton School of Finance, 
Philadelphia; V. T. G. Petersen, Marine Superintendent, National 
Fire Insurance Company. 


FAR EAST STRUCTURE ADJUSTED 


The Trafic World New York Bureau 


Although no report was made at the time of the meeting, it 
is learned here from delegates returning from the recent joint 
session of the North Atlantic-Far East Conference and the Pa- 
cific Westbound Conference, in Chicago, that vitally important 
action was taken regarding the jurisdiction of the Oriental 
steamship conferences and the rail and water rate structure. 

After a discussion over the rights of north Atlantic-Far 
East lines in competing on the trans-Pacific berth, the ques- 
tion was settled by an agreement that the north Atlantic lines 
would protect the Pacific westbound tariff only to such ports as 
were included in the tariff of the North Atlantic Conference, 
and that the jurisdiction of either conference did not extend 
westward beyond the Straits Settlements. 

This, in effect, leaves all rates from both coasts to Java, 
India and Ceylon open in so far as the Oriental conferences are 
concerned. Actually, however, all lines are quoting the Singa- 
pore base rates to these countries. The right of two of the north 
Atlantic lines to quote the Singapore rate on Javan business 
was the immediate cause of the controversy, and the settlement 
is therefore .regarded as a victory for the north Atlantic com- 
panies. The Eastern lines conceded the same privileges to the 
trans-Pacific operators on the north Atlantic-Oriental berth, but 
so far there has been no competition of this sort. 

The Oriental lines also agreed that changes in import and 
export railroad rates in either direction would be balanced by 
increases or decreases in the steamship rates, in order to retain 
the present spreads. Increase on the part of the conference 
favored by the change in railroad rates, rather than decreases 
upon the part of the other conferences, are to be preferred, it 
is stated, in order to get ocean rates on overland traffic to a 
more remunerative level. The transcontinental railroads, meet- 
ing with the steamship lines, promised not to publish import 
and export rate charges before giving notice to the steamship 
conferences, in order that the ocean rates might first be ad- 
justed to preserve the last agreed spread. 

The next semi-annual meeting of the Pacific Westbound Con- 
ference has been called for March 7, in Los Angeles. This will 
be the first meeting of the conference in that city. 


URGES BUILDING OF NEW SHIPS 


The Traffic World Washington Bureau 


A replacement program providing for the construction each 
year of at least 30,000 gross tons of combination passenger-and- 
cargo vessels and. of at least 200,000 deadweight tons of cargo 
liners was advocated this week by Commissioner Benson, of 
the Shipping Board in a report submitted to the board and 
members of the merchant marine committees of Congress. 

“It is apparent that! replacements will have to be made 
or our fleet will rapidly depreciate and finally vanish from the 
sea, while during the latter part of its life, being entirely unable 
to compete with foreign lines, as these foreign lines, as a cus- 
tomary and sound business policy, replace their less efficient 
tonnage with the larger and faster cargo liners,” Commissioner 
Benson said. 

Before the recommended replacement program would be far 
under way, the commissioner believed world conditions would 
improve so that the demand for an increased program would 
justify the construction of a larger number of ships. Certainly, 
he said, the program as outlined was a minimum and merely 
consistent with maintaining the present position of the United 
States in the shipping world. 

In the beginning of his report, Commissioner Benson said: 


In facing the shipping future of the United States there are but 
two points of view. 

(a) That the United States shall encourage and develop American 
ships and shipping, already started, so that this country—a natural 
maritime nation with over 5,000 miles of coast—will possess an ade- 
quate merchant marine and take its due place in the economic 
development and possibilities of international trade; or 

(b) That we abandon the mercantile seas as rapidly and econom- 
ically as possible and let who will carry goods to us or from us as 
cheaply as may be done, or as expensively as will be done in the 
absence of adequate competition. 

In discarding the latter alternative we believe it is only necessary 
to point out the historic fact that there is a definite relationship 
between a nation’s progress and prosperity and her substantial inter- 
est in the sea, and that those nations that simultaneously develop 
their industry on and across the seas, as well as at home, have been 
nations most important, not only to themselves, but in the progress- 
ing civilization of the world. But it may be further emphasized in 
the fact the principle of the establishment and encouragement of an 
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American merchant marine has been stated clearly by Congress in 
the preamble to the Jones law, and it is well known that succeeding 
administrations have approved this principle. 


He then proceeded to develop the thought that the next com- 
prehensive economic step of the United States would be on the 
sea. He argued that development of an American merchant 
marine did not mean that it must be done at the expense of 
other nations, declaring that there was wealth in the world for 
all and that the view that nations could only achieve by preying 
on each other’s commerce was fallacious and demoralizing. He 
said it was true, for the present, that international trade was 
suffering from the destruction caused in the world war, together 
with the loss or disorganization of great areas of peoples whose 
consuming power had been severely injured. That condition, 
he said, was temporary and predicted there would be a sea 
trade calling for transportation for which the business enter- 
prise of the United States should be adequately prepared in 
merchant marine development. He also said a merchant marine 
was necessary as a vitally important arm of the national defense. 


In the development of an American merchant marine, he 
continued, an economic survey of the trade of the world indi- 
cated three major fields of ocean carrying trade in relation to 
the United States: (a) The sea trade of the Atlantic between 
Europe and the United States; (b) the sea trade of the Pacific 
with the Orient and Australia; (c) and the sea trade with 
the continent of South America in both the Pacific and Atlantic 
oceans. He analyzed the factors involved in each of these 
trades. As to service in the Atlantic, he said the United States 
had established, in effect, a half-built, unbalanced fleet machine 
for ocean transport; that to abandon it meant reckless waste, 
while to finish it and make an effective machine would be econ- 


omy in the end, whether the government kept it or sold it to 
private operators. 


He submitted the following table, which, he said, indicated 
the present great inferiority of the United States in tonnage of 
vessels of 12 knots’ speed or faster, and of over 6,000 tons: 

COMPARISON OF TONNAGE OF VESSELS BY COUNTRIES 


Over 12 knots, and over 6,000 tons 


Great Ger- 

Tonnage— Britian U.S. French Japan many Others Total 
Over BEG0e ccccces 8 2 1 * 1 oa 11 
20/25,000 ....c- 13 2 1 ig 3 2 21 
Pe 42 6 Pa os 1 8 57 
FOSIECCO cececes 117 28 17 12 10 24 208 
SPROEe seccces 165 17 25 10 15 49 281 
SP ee vcswavn 318 44 30 51 18 112 573 
663 98 74 73 48 195 1,151 


At present, the fleet of passenger and cargo vessels, includ- 
ing those owned by the government and those sold to the Dollar 
interests, totals 27 ships, and there are 231 cargo vessels of 
about 2,000,000 deadweight tons in operation, the commissioner 
said. He said that, as to the passenger and cargo vessels, the 
average age of the vessels was six years, and that, assuming that 
the life of the vessels was twenty-five years and that another 
three years must elapse before any replacements could be con- 
structed and put in operation, the replacement of the fleet would 
have to be accomplished within a period of sixteen years, which 
would require the construction of about 26,000 gross tons of 


passenger vessels each year. As to the cargo steamers and in 
conclusion, he said: 


It is safe to assume that the average useful life of a cargo 
steamer is approximately twenty years. It is also safe to assume 
that the average age of these vessels is at least seven years and 
that three years will elapse before any replacement vessels can 
be authorized and constructed and it is apparent, therefore, that 
the 2,000,000 tons will have to be replaced during a period of ten 
years or at the rate of 200,000 tons per year. It is true, of course, 
that a certain number of these vessels may be replaced with vessels 
of the government now laid up, but, at the same time, it should 
also be remembered that the government fleet as a whole was 
constructed during an emergency and, due to the inexperienced 
operation and the long periods of lay-up, it is safe to assume that 
the value of the vessels, whether withdrawn from lay-up for re- 
placement to the operating fleet, or operated continuously, will not 
exceed a period of over 20 years. 

However, in considering this subject, it should never be lost 
sight of that we are in direct competition with skilled foreign op- 
erators. Thus it will be found that, in connection with vessels on 
the long voyage trades running to the Orient and in connection with 
vessels on the North Atlantic, that we are forced to compete with 
the cream of the British, German and Japanese merchant marines 
and that our competitors on the important liner routes are operat- 
ing the highest type of cargo liners and are adding thereto. 


It is the considered opinion of nearly all who have investigated 
the subject closely that the possibilities of successful American com- 
petition in connection with overseas shipping rests In the development 
of the cargo liner as opposed to the tramp type of steamer. Speedy 
transport of commodities as an inducement to shippers is essential and 

it is, therefore, apparent that, first, as an inducement to American 
shippers, the speed of our cargo liners should be enhanced and, sec- 
ond, to enable them to successfully compete with the highest type 
of speedy ships of our competitors, the speed of our vessels would 
have to be increased. In considering, therefore, the necessary re- 
placements in connection with the cargo fleet now being operated, 
it would seem sound to limit such replacements to cargo liner types 
of vessels with a speed of at least 14 knots and a total deadweight 
of carrying capacity of not less than 11,000 tons. We can safely 


assume that at least one-half of the trades on which government 


ee now being operated will require the cargo liner type of 
vessel. 





Vol. XXXVI, No, 15 





In view of the fact that we have no vessels in the sovernment 
fleet which correspond to the true cargo liner as outlined above, ji 
is apparent that we should concentrate on building a considerable 
number of these vessels to the exclusion of the smaller and slower 
ships which may be provided out of the reserve of vessels laid up 
for the time being, thus enabling us to concentrate on a higher and 
better type. To replace the cargo fleet of 2,000,000 tons in opera- 
tion during a period of ten years would involve the construction 
of 200,000 deadweight tons per year. There is no doubt that during 
the first few years of any replacement program, this figure of yearly 
replacement should be reached or exceeded, in order that the cargo 
liners may as rapidly as possible supersede the less efficient and 
desirable vessels on the various foreign trade routes. 

As previously referred to, the government vessels are being 
sold to private interests. Any plan, therefore, which contemplates 
the replacement of the present fleet should enable the vessel to be 
built by private interests, as well as by the government. It js 
obvious that some method of equalizing the cost of building vessels 
in this country with the cost of constructing them abroad will have 
to be found to enable these vessels to be constructed in the Uniteq 
States. At the same time, it may be found that in the case of cer. 
tain of the lines which will have to be retained for the time being 
by the government, it will be necessary for the government to order 
the replacement vessels itself. 

In any case the important thing is ‘‘that the vessels must be 
replaced” and that this minimum fleet which we are operatng be 
not allowed to vanish from the seas. 

From a consideration of the preamble outlining the arguments 
for an American merchant marine, the announced policy of Congress 
and the announced policy of our people, it is assumed that we should 
have an American merchant marine in the foreign trade. It is the 
only way that we can properly protect our foreign trade during the 
intensively competitive period which will be inaugurated with the 
resumption of world trading on a large scale. An American merchant 
marine is necessary to form a vital reserve of ships and trained 
personnel against any time of national emergency. It is apparent 
that the minimum fleet required to accomplish this may be safely 
measured by the government fleet and vessels purchased from the 
government now in service, together with the construction of two 
30,000 ton, 20 knot cargo-and-passenger-liners, readily adaptable for 
airplane carrier conversion to balance the fleet on the North Atlantic, 


HILL ON MERCHANT MARINE 


Commissioner W. S. Hill, of the Shipping Board, in an ad- 
dress, October 9, at Des Moines, Ia., before the Central Iowa 
Products Exposition, declared that the United States must have 
foreign markets to dispose of its surplus products and American 
flag ships to carry the products to those markets. He said no 
nation had ever been truly great, nor an important factor in the 
affairs of the world, unless it had also been powerful on the sea. 
In appeal for use of American ships by American shippers, the 
commissioner said the government ships were being operated at 
a loss, “mainly because the American people do not give pref- 
erence to ships flying their own flag.” He said he believed the 
time was not far away when the dream for a waterway for ocean- 
going vessels from Great Lakes ports to the sea via the St. Law- 
rence would be realized. 





HOG ISLAND BIDS RECEIVED 


Hight offers for the Hog Island shipyard property have been 
received by the Fleet Corporation. The following bids and offers 
were received: Root-Cartter Company, Inc., New York City, 
$3,500,000, not accompanied by check; Herman J. Freese, North- 
brook, Ill., $2,750,000, not accompanied by check; W. J. Wilson, 
Philadelphia, $946,000, not accompanied by check; Henry K. Fort, 
Philadelphia, $1,276,000, accompanied by certified check for 
$63,800; Wolf, Patterson, Block & Schorr, Philadelphia, advised 
that clients were ready to buy the property for not less than 
$2,000,000; John P. Connelly, Philadelphia, $2,000,000, accom- 
panied by cashier’s check for $25,000; Wilson H. Lear, Philadel- 
phia, $615,000, accompanied by certified check for $30,750. Sub- 
sequent to the time set for opening of bids, Robinson & Goldberg 
Company, Philadelphia, submitted an offer of $500,000 by tele- 
gram, advising that $25,000 had been deposited in the Federal 
Reserve Bank at Philadelphia to credit of Vice-President Henry 
of Fleet Corporation as evidence of good faith. 

The offers were taken under advisement by the Fleet Cor- 
poration. Later a recommendation as to the offers may be 


made to the Shipping Board. The Hog Island property cost ap- 
proximately $66,000,000. 


LAKE-TYPE VESSEL SOLD 


The Fleet Corporation has announced the sale of the Lake 
Capens, a lake-type cargo vessel of 2,875 deadweight tons, to 
John B. Waterman, of Mobile, Ala., for $30,000. 


FINANCE APPLICATIONS 

The Arizona Eastern, whose property is operated under lease 
by the Southern Pacific, which owns the capital stock of the 
company, has applied for authority to issue $15,891,000 of first 
and refunding mortgage 5 per cent bonds to reimburse its treas- 
ury for capital expenditures and for construction work under 
way. It said the bonds would be sold to the Southern Pacific 
Company on a 6 per cent yield basis. 

The New Orleans, Texas & Mexico Railway Company, which 
recently applied for authority to issue $1,650,000 of first mort- 
gage gold bonds and to assume obligation and liability with re- 
spect to a note for $1,350,000, has filed a supplemental applica- 
tion modifying the original application so as to obtain authority 
to issue instead $3,000,000 of bonds. The securities will be 
issued in connection with acquisition by the applicant of securi- 
ties of the San Antonio, Uvalde & Gulf and other properties. 
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Diversion and Reconsignment 


Fourth of a Series of Four Articles on This Subject Written for The Traffic World by G. Lloyd 
Wilson, Ph. D., Assistant Professor of Commerce and Transportation, 
University of Pennsylvania 


Special Diversion and Reconsignment Arrangements 


Special arrangements for the diversion and reconsignment 
of shipments of grain, field or grass seeds, hay or straw that are 
stopped for inspection and disposition orders, are published as 
special service tariffs by many carriers. Shipments of these 
commodities may be placed on the hold tracks of the carriers 
granting the privileges, and notices of the arrivals and locations 
of the cars on the hold tracks are either sent to the consignees 
by mail or are posted on the bulletin boards, when this method 
of notification is customary, at the terminal to which the cars 
are delivered. 

The contents of the cars may then be inspected. Inspec- 
tions of grain and seeds may be made, under_the requirements 
of national, state, or local boards of trade rules and regulations, 
by competent and impartial authorities independent of both the 
buyers and sellers of the commodities. The inspections of hay 
and straw are less formal, the rules of typical tariffs allowing 
such inspections as may be necessary or desired. 

The cars, after the inspections have been made, may be held 
on the hold tracks or upon other tracks of the carriers for dis- 
position orders, either at the billed destinations of the cars or 
at points directly intermediate between such destinations and 
the points of origin of the shipments. 

The through rates from the points of origin to the final des- 
tinations of the cars, that apply over the routes the cars actually 
moved via the inspection points, are assessed on the shipments 
in addition to any diversion or reconsignment charges that may 
be assessed. The rates applied are those that were in effect at 
the time the cars were shipped from the originating points. 

If the rates from the originating points to the final destina- 
tions are not applicable via the routes of movement through the 
points at which the cars can be inspected on the rails of the 
carriers publishing the special rules, the tariff rates that are in 
effect via the routes the shipments moved are applied. To these 
rates any inspection charges that are assessed by the carriers 
are added. If lower combinations of rates are lawfully applicable 
over the routes of movement from the points of origin at which 
dates the shipments originated, such combinations of rates, plus 
the inspection charges and plus any inspection, charges are 
assessed. 

Charges 


A typical tariff of rules governing the application of this 
privilege provides for the assessment of the following charges: 

When disposition orders are received for shipments of grain 
or seeds, by the agents of the carriers at the inspection points 
prior to the expiration of free time provided for in the National 
Car Demurrage Rules and Charges, usually twenty-four hours, 
no charges are added. 

Rule 2, Section b, paragraph 3 of the National Car Demur- 
rage Rules and Charges provides that twenty-four hours, one 
day, free time will be allowed when cars are held in transit and 
placed for inspection or grading, including reconsignment or 
other disposition orders. At stations where grain and hay must 
be inspected or graded, the consignees agreeing with the carriers 
in writing for file at the station, to accept the bulletining of the 
cars as due and adequate notice of arrival, this method may be 
used. The bulletins must be posted by 9 o’clock a. m. of each 
day, showing the previous twenty-four hours’ receipts. The 
twenty-four hours free time period is calculated from the first 7 
o'clock after bulletining. Where there is no agreement for the 
bulletining of cars, the free time is calculated from the first 7 
o’clock after the day on which the notices of arrival is sent or 
given to the consignees. 

Exceptions to this rule are made applicable specifically at 
Chicago, Ill.; Kansas City, Mo.-Kansas; St. Paul, Minnesota 
Transfer, Camden Place, Duluth and West Duluth, Minn.; and 
at Superior, Superior East End, and Central Avenue, Allouez and 
Itasca, Wisconsin. At Chicago, for example, the following ex- 
ception is applied: 


“On all grain held in transit, subject to federal or state inspection, 
and on seeds (field or grass), grain screenings or seed screenings, held 
in transit subject to recognized official inspection, disposition shall be 
given not later than 4 o’clock p. m. of the day that inspection is 
reported by the inspection authorities on or before 9 o’clock a. m. 
When inspection is reported after 9 o’clock a. m. disposition must be 
given by 4 o’clock p. m. of the following day. No additional free time 
will be allowed for inspection or appeal. The bulletin form of notice 
may be used in lieu of written notice of arrival to the consignee.”’ (1). 


Arrangements that differ somewhat in details are in effect 
at the other points mentioned. 





(1) See A. R. A. Tariff Bureau, I. C. C. 1581, B. T. Jones Agent, 
Rule 2, Section B, Para. 3, Exception at Chicago, Ill. 


When disposition orders for cars of grain or seeds are given 
to the agents of the carriers after the expiration of the free time 
periods as described above, inspection charges are added and 
demurrage charges are assessed. A typical tariff provides a 
charge of $2.70 per car on such cars. (2). 

Charges of $2.70 per car are provided for by this same tariff 
for diversion or reconsignment without regard to when the dis- 
position orders are received. 

Cars that are billed directly to public team tracks, or to ele- 
vators, mills or other industries that are located within the 
switching limits of the destination points to which the cars are 
billed and which are inspected and delivered at such points are 
not subject to any additional charges. 

Disposition orders received after the inspections have been 
made are considered as being in lieu of the original consignment 
instructions under which the cars arrive at the inspection points. 
All previous instructions are automatically superceded by the 
disposition orders given at this time. 


Charges for Movements of Reconsigned Freight Within 
Terminals 


Shipments that have reached their original destinations at 
some of the larger terminals are sometimes specially treated if 
they are later diverted or reconsigned. At Philadelphia, for ex- 
ample, the Pennsylvania Railroad’s special tariff provides that 
shipments of all commodities excepting coal, coke, fruits and 
vegetables that have reached the destination stations via the 
Pennsylvania Railroad Lines to which originally billed may be 
ordered by the consignees or owners to some other station in the 
Philadelphia group, provided the shipments are still in the 
original cars and the ladings of the cars have not been disturbed 
except as allowed by the rules. 

When the shipments are consigned simply to Philadelphia 
without any particular station being indicated, the consignees 
may specify previously to the arrival of the cars, any authorized 
delivery in Philadelphia by filing with the general freight agent 
of the railroad company a written order specifying the delivery 
points desired. Such deliveries are made without additional 
charges, if the orders are received before the cars are placed. 


The stations of the Pennsylvania Railroad in this city are 
divided into thirty-eight groups, and movements from any sta- 
tion in one group to a station in the same or other groups are 
charged for, roughly, according to the distance the cars must be 
moved. For the movements of all carload shipments, excepting 
fruits and vegetables on which no reconsignment rates are pub- 
lished in the tariff and shipments of hay and straw, and grain 
and grain products which are provided for separately, charges 
that range from $4.05 to $16.00 per car are assessed. Charges 
are based on a carload minimum of 40,000 pounds and the excess 
over 40,000 pounds is charged for in proportion. 


Shipments of hay and straw are charged for regardless of 
weight at rates ranging from $4.05 to $13.00 and shipments of 
grain, feed, mill feed, shorts, middlings, cereals and ship stuff, 
from $4.05 to $15.50, regardless of the weights of the loads. 
Lower rates are provided for movements from certain freight sta- 
tions to steamship piers for export or for trans-shipment by 
coastwise vessels. A rate of $2.70 per car on flour is made from 
certain stations to Washington Avenue Wharf when the goods 
are for export or trans-shipment by coastwise vessels. 

The charges for moving reconsigned shipments shown in the 
tariff do not apply on shipments that arrive at Philadelphia sta- 
tions on the Pennsylvania Railroad which are charged for at 
water competitive rates, unless the points to which the ship- 
ments are reconsigned are subject to the same water competitive 
rates that apply to the original points of consignment. If such 
rates do not apply, the higher rates to the ultimate destination 
points are assessed and to these charges are added the charges 
for moving the reconsigned freight as shown in the tariff. 

Similar special tariffs govern the movement of reconsigned 
shipments in other large terminal districts. The charges pub- 
lished in these tariffs are applied in lieu of the charges provided 
in the general diversion and reconsignment tariffs for the switch- 
ing movements of the cars that are ordered to new destinations 
in these prescribed areas. 


Diversion and Reconsignment of Coal 


Separate tariffs are published in many cases by carriers that 
haul large amounts of coal traffic providing for the rules under 
which such shipments may be diverted or reconsigned and the 
charges for such services. One of the large trunk line coal carrying 


(2). See Penna. Railroad Co., G. O., I. C. C. No. 14261, Rule 1, 
Para. C. 
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roads publishes such a special tariff governing the diversion and 
reconsignment of shipments of coal, excepting lake cargo and 
tidewater coal diverted to lake or tidewater ports, coal boulets, 
briquettes or coke, excepting petroleum coke—in carload lots. 
Such shipments may be reconsigned or diverted on the line of 
the carrier subject to rules that are substantially similar to those 
published for the government of general commodities. 

No charges are made for single diversions or reconsignments 
if the orders are received at the initial billing points before the 
cars leave the yards at these points and no additional movements 
are necessary; when cars are placed for delivery at the destina- 
tion points and orders to deliver the shipments to others than 
to the original consignees are given to the agents of the carriers 
at destination and no additional movements of the cars or 
changes in billing are necessary; and when changes are made 
necessary by embargos placed against the destinations to which 
the cars are billed or against movements of cars over the routes 
leading to such routes provided that the embargos are placed 
subsequently to the acceptance of the shipments by the carriers 
at the points of origin. 

The through rates that apply to the shipments from the 
points of origin via the diversion, reconsignment or reforwarding 
points to final destinations in force at the time the shipments 
are forwarded are applied. If the through rates are not applic- 
able via the diversion, reconsignment or reforwarding points so 
that return hauls or out-of-route hauls making additional hauls 
are necessary, special mileage rates are assessed for the excess 
mileage in addition to the rates from the points of origin to the 
new destinations, provided such rates are equal to or higher 
than those in effect from the originating points to the originating 
points or the points at which reconsignments are effected. If 
the rates to the original destinations or the points at which the 
cars are reconsigned are higher, the higher rates are used in addi- 
tion to the excess mileage rates. The legally applicable diver- 
sions or reconsignments are added in any case. 

Rule 14, of the tariff governing the diversion and reconsign- 
ment of coal and coke, of the Pennsylvania Railroad Company, 
provides for the following scale of excess mileage rates. (3). 


TABLE I 
EXCESS MILEAGE SCALE—COAL AND COKE 


Rates per gross of 
Mileage net ton as rated 
ae so dio vials cine ow soe swede wewsmbicals 19 cents 
i ee I cae neces ache mesiecceceee ns ve: 25 cents 
an ala a6 tees owie. 0 aid esleiee ses seen 32 cents 
ew ie cass Cie wie wei meeupsaceceaees 44 cents 
TE Ue BO WRI MOI e oo vnc cc ccccscceces mepwces eaipe 57 cents 
a. 6. 5c ine: cin-eewm ene wee ee eeed 0:6 69 cents 
ee I og wo ccwececceeec evewweceusese 82 cents 
I IN, cv cacicceseswen cee oeeceeuee 95 cents 
ee SIND Bib iits on cedicieeeWecvecnseccens $1.07 


Only one change in destination is permitted on the lines of 
the carriers publishing the tariffs, except that if the consignor, 
consignee or owner of the goods requests a subsequent change 
that makes necessary a movement of the car, the shipment is 
treated as a reshipment from the point from which it is refor- 
warded. The regular full tariff rate from the reforwarding point 
to destination is charged on such a shipment to which is added 
the reconsignment charge. This reforwarding privilege is usually 
accorded only to shipments that have not had any change in 
destination made after leaving the point from which the ship- 
ment is billed. The coal diversion tariff of the Pennsylvania 
System provides for the assessment of a reforwarding charge of 
$6.30 on such shipments. (4). 

When cars are stopped short of the destinations to which 
they are billed after having had one diversion, charges are as- 
sessed at the rates provided for in the tariffs that are applicable 
upon the shipments to and from the points at which the first 
diversions or reconsignments were accomplished. In addition to 
the rates to the destinations to which the cars are originally 
diverted or reconsigned and the first diversion charge, the local 
rates from the diversion points to the final destinations and the 
proper reconsignment fees are added. 

This may be well illustrated by an example: A car of coal 
is shipped from Huntington, W. Va., to Baltimore, Md. At 
Hagerstown, Md., it is diverted to Philadelphia, Pa., and upon 
orders placed with the agent of the delivering carrier it is recon- 
signed to Newark, N. J. The following charges would be 


assessed: 
1. Through rate from Huntington, W. Va., to Philadelphia, Pa. 
2. Diversion charge at Hagerstown, Md. 
> Reconsignment charge at Philadelphia, Pa. 


Local rate, Philadelphia, Pa., to Newark, N. J. 


A typical coal diversion and reconsignment tariff provides 
the following schedules of charges for the various forms of diver- 


sion and reconsignment service, which may be regarded as 
typical: 


1, Changes in name of consignor that involve no further change in 


billing . $1.35 per car 
2. Diversion or reconsignment in transit prior to arrival at original 


(3) Pa. R. R. Tariff A. A.—I. C. C. No. 1940. Rule 14. 
(4) See AA—I. C. C. No. 1940, Rule 5, Paragraph (b). 
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destination, or if the original destination is served by a ter. 
minal yard, then prior to arrival at the terminal vard.. 


70. per 
3. Stopping of a car in transit for orders for delivery reconsignment 


diversion or reforwarding prior to arrival at billed destination 
or if the destination is served by a terminal yard, before the 
GAP Qrrives At the tGrminal Yard. ....cccceccccveses $2.70 per car 
Change at destination at request of consignee or owner that is 
placed before arrival at destination or yard — 


ee 


destinati 

2.70 penn 
4 4 “. per car 
Change, diversion or reconsignment to points outside swit 


. - shi 
. limits before placement of the car at destination. .$6.30 per ~ 


= 


a : . oot r car 

Change, diversion or reconsignment to points within the SWitching 

limits at destination or orders placed before cars have arrived 

ye . . Coe e eee eer er eee ress see Das ‘ per car 

Change, diversion or reconsignment to points within the switching 
limits on an order received subsequent to twenty-four ho 


4 “ urs 
after arrival of the car at destination............. $6.30 per car 


Diversion or reconsignment to points outside the switching limits 
On an order received after the placement of the car but before 
it has been unloaded, rate to final destination plus.$6.30 per car 

9. Diversion or reconsignment to points within the switching limits 

on an order received after the placement of the car but before 
unloading—no reconsignment or diversion charge but the local 
rate, line haul or switching, in addition to the through rate 
from originating point to the billed destination. A note toa 
rule providing for such cases specifies that where no switching 
tariff is in effect, or where the published switching rate ex- 
ceeds $6.30 per car the charge for service of this sort will be 
$6.30 per car in addition to the rate from the original point of 

shipment to billed destination. (5). 


Demurrage and track storage charges that are in effect at 
the points where the cars are stopped, diverted, reconsigned or 
reforwarded are assessed in addition to any diversion or recon- 
signment charges that are properly applicable. 


Diversions and Reconsignments of Lake Cargo and Tidewater 
Coal 

Special rules, regulations and charges are applied to diver. 
sions and reconsignments of shipments of coal that are diverted 
or reconsigned to or at lake ports or tidewater ports. Shipments 
of either lake cargo or tidewater coal that are diverted or recon- 
signed to line points, or shipments that are originally destined 
to points on the line of the rail carriers and subsequently recon- 
signed or diverted to lake or tidewater ports are not included in 
the regulations, with two exceptions. First, when lake cargo coal 
is left over after the close of lake navigation, or second, when 
such coal is left over from the last cargo loaded by shippers who 
discontinue their year’s lake coal businesses on any particular 
grade of coal prior to the close of navigation; such shipments 
may be reconsigned without charges to new destinations. The 
published tariff rates from the points of origin to the new desti: 
nations are applied to such shipments providing such rates 
are not less than the local tariff rates from the original points of 
shipments to certain selected lake ports for track delivery. If 
the rates to the new destinations are less than the rates to lake 
ports for track delivery, these rates are observed as minima. 
The Pennsylvania Railroad Lake Cargo and tidewater coal diver- 
sion tariff establishes the rates from points of origin to Erie, 
Penna., or Sodus Point, N. Y., as minima. (6). 

If requests are made in writing with the superintendent of 
freight transportation for the diversion enroute of such ship- 
ments of coal prior to the arrival of the cars at the destinations 
to which they are originally billed, the carriers agree to make 
reasonable efforts to stop the cars enroute and forward them to 
their new destinations. When the original destinations are not 
out of the direct routes to the ultimate destinations, and when 
the ultimate destinations are-.not out of the direct routes to the 
original destinations, the rates charged are those that are in 
effect from the original points of shipment to the ultimate desti- 
nations, without any additional charges for diversion, provided 
that the diversions are accomplished before the arrival of the 
cars at the original destinations or before they have passed the 
ultimate destinations. 

When the ultimate destinations are out of the direct routes 
to the original destinations and the diversions are accomplished 
before the arrival of the cars at the original destinations, the 
rates that are in effect from originating points to ultimate desti- 
nations are charged and to such rates charges on mileage basis 
are added for the distances the cars are hauled out of route. The 
Pennsylvania System provides that such distances are to be 
computed in accordance with the mileages shown in its List of 
Station and Agencies Tariff (7), and are charged for as follows: 
(8). 


See wee ee ee eee eee wees ereee 
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OUT-OF-ROUTE DIVERSION CHARGES 


Distances Out-of-Route 
(inclusive) 


Rates per gross ton 
11 to 15 miles 


Tae bv: adie a cay Cee waked & wold enw wiaruRle Mame eTae/arat 13 cents 

a onal capri aang Weer ewn aces © Mime win wi ao al Ocee ao 19 cents 
ee a5 ances miaaravavelniay Gu aarapeng ais arena Gielen) arerkeete 32 cents 
i a ola ie. 10 gig Slee ge he wld aNyrecdioeW b-wree atom 44 cents 
I i co a: sre alae nnhie eaharerniw Sole Walwienke oles 57 cents 
a ooh gai ee Getsdh 4: diath earenk SIE ie ATRi Malte 69 cents 
ee a Ns Scie. 018! av divide dial e-tere ee www adie eee a 82 cents 
IS 0:59 05 u/s omen eee dele emaeeo Obs oelne aie ato 95 cents 
I Ge IS os a 5. 2anere ee ewes Suwawins bhiea mala meas $1.07 


When shipments of coal are refused at destinations and when 
(5) Pa. R. R. 





AA—I. C. C. No. 1940. Rule 13. Note. 


(6) See P. R. R. AA—I. C. C. No. 1910, Page 5, Note 1. 

(7) See P. R. R., G O.—I. C. C. No. 10,000. 

(8) See P. R. R., AA—I. C. 
Route. 


C. No. 1940, Page 5, Diversions en 
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for other unavoidable reason or unusual circumstance the ship- 
pers are unable to accomplish deliveries at the original destina- 
tions when the shipments have arrived at destination, reconsign- 
ments may be made by the shippers through written requests 
jaced with the general coal freight agents or the local division 
freight agents of the carriers. Charges are assessed as follows, 
py the tariff previously referred to: 


1, For reconsignments to consignees within the switching limits of 

é FR EEE LEE AES FOOTED OLS $2.70 per car 

2, For reconsignments when no out-of-route hauls are involved, the 

: rates from originating points to ultimate or original destina- 
tions, whichever are higher, plus............++.+.- $2.70 per car 

3, For reconsignments — pee | out-of-route hauls, the rates from 

; the points of origin to the original or ultimate destinations, 
whichever are higher, plus a mileage scale of rates for the 
additional mileage out of route. 


The mileage scale for reconsignments of lake cargo and tide- 
water coal shipments on the line of the Pennsylvania System is 
shown in Table No. 3. 


OUT-OF-ROUTE RECONSIGNMENT CHARGES 
Distances Out-of-Route 


(inclusive) Rates per gross ton 


iia le MUMMIES (6. Sota od: orn 5:50 64010; '6'a4-0-0 ate 3G oreie gab einelate 13 cents 
et Ah NNN C4. ohare eleng. gotaseso gris wuaieie Saco Sipe Bete Raiea els 19 cents 
SO Oe Io g:tieiely n'a. .p aecence:Sieiniein Sein 6.-leealeeiomieaieeawls 32 cents 
Fe Et TC Roe ee ee nee 44 cents 
a raion vag: n't se! x longo Ol oracbcaes aeretsigie Giaoiatk wrwra 57 cents 
ED dig) 55 1 soe: 10 hor b:a ore wwigcotormia Wievaee eae een et ene 69 cents 
i ie UN EN a iain g 6 ooo d0sere: die bb oleae blew beled We oeeeelere 82 cents 
ee EO re ree or ee er ee 95 cents 
A GE te SD 66:0 :9 5:6 a dw Sara g adie ee ola ame ee $1.07 

Table No. 3 


Diversions and Reconsignments of Fruits and Vegetables 


Special tariffs are frequently issued to govern the diversion 
and reconsignment of fresh fruits and fresh or green vegetables 
in carload lots, or in single lots from one consignor to one con- 
signee when loaded to the full capacity of the car, or when billed 
at weights not less than 10,000 pounds. Diversions may be ar- 
ranged in much the same way as for shipments of other com- 
modities. A charge of $2.70 per car is provided in a typical spe- 
cial tariff, for diversions enroute that involve no additional hauls 
or holding of the cars in transit. Cars that are held in transit at 
hold points for orders may be diverted to new destinations, if no 
additional hauls are necessary, at the through rates from the 
points of origin to the ultimate destination plus diversion charges 
at the rate of $2.70 per car. 

When the diversions entail back-hauls or additional out-of- 
route movements, the through rates from the originating points 
to the points at which the diversions are effected, plus diversion 
charges at the rate of $2.70 per car, plus additional charges com- 
puted on mileage basis for the additional miles hauled, are 
charged. The sums of these rate factors must not be less than 
the through rates that are published at the time the shipments 
are made, from the points of origin to the final destinations, plus 
the diversion charges and the back-haul mileage charges pro- 
vided for in the tariffs that are applicable. 


When cars are held for disposal orders of the owners in 
transit at other than the designated hold points, diversion 
charges at the rate of $6.30 per car are added to the line haul 
service charges. The rates for line haul service are based upon 
the rates from originating points to final destinations, except 
that when back or out-of-route hauls are involved, extra charges 
are added for the extra miles hauled, as in the case of cars held 
at the designated hold points. 


CHARGES FOR ADDITIONAL MILES HAULED IN OUT-OF- 
ROUTE OR BACK HAULS 


Per gross or net 
Rate per 100 pounds’ tonasrated 
$.024 $. 


Miles, inclusive 
30 


Ye 54 
04 81 
05% 1,08 
07 1.35 
-08 1.62 
11 2.16 
12 2.43 
13 2.61 
14% 2.88 
16 3.15 





Table No. 4 


Distances are computed in accordance with mileages shown 
in the official distance tariff of the line publishing the diversion 
rules. (9). 

Shipments of fruits or vegetables may be reconsigned after 
they have reached their destinations and, unlike shipments of 
other commodities, may be reconsigned more than once. Recon- 
signment charges at the rate of $6.30 per car are provided for in 
the typical tariff for each reconsignment. These charges are 
added to the through rates from the originating points to final 
destinations if no back or out-of-route hauls are entailed. If 
such is the case, extra charges, as shown in Table No. 4, are 
added for the extra miles hauled. 

If no through rates are applicable from the points of origin 
to final destinations, charges are assessed on the basis of the 
lowest combinations of rates based on the routes the shipments 


(9) See Penna. R. R., G O.—I. C. C. No. 13351, Rule 4, and G. O. 
—I. C. C. No. 10000. 
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traveled, plus the diversion or reconsignment charges. Demur- 
rage and track storage charges in effect at the diversion or re- 
consignment points are added if any are earned. 

Shipments that are consigned to piers of the P. R. R. for sta- 
tion deliveries in New York City, or Brooklyn, N. Y., or for 
lighterage delivery in New York Harbor, that are held at Green- 
ville Piers, Manhattan Piers, Rahway Yards, N. J., and points 
east of these points, and are afterward delivered on the Pennsyl- 
vania Railroad tracks at Jersey City, N. J., may be diverted for 
a diversion charge of $2.70 per car. This is true whether the 
fruits or vegetables forwarded in the original cars, or refor- 
warded after having been placed in storage under the provisions 
of the storage tariff of the carrier in effect at these points. (10). 

This reconsignment tariff for fruits and vegetable traffic 
provides that shipments consigned to New York and Brooklyn, 
N. Y¥.; Jersey City, N. J.; Philadelphia, Pa.; or Baltimore, Md.; 
for domestic delivery, which are reconsigned for export after the 
arrival of the cars at these destinations are not granted the ben- 
efit of export rates but are subject to the rates, rules and regu- 
lations that apply to domestic shipments. (11). 

Special arrangements are made for diversions of fruits and 
vegetables at the principal designated hold yards of the Pennsyl- 
vania System, at the following points: 


Hold Yard Kind of Traffic 
Wa Wo obs 45h a Seeere epeitseicwees Fruits and vegetables 
Pittsburgh, Pa., Pa. Lines Produce Yard........ Fruits and vegetables 
Allegheny, Pa., Pa. Lines Produce Yard......... Fruits and vegetables 
PURI, eo o.6.0.0 0 66-6:0.0:0555:0::60.00:9 60108064000 s10 Potatoes and cranberries 
SS en re ere rere Potatoes and cranberries 
a i err er Potatoes and cranberries 
Philadelphia, Pa, 52nd St. Yard......ccccsccsccccccccccces Cranberries 
eS eer ee ee ee Tomatoes 


RENOVOG,. PB.. .cccvccocecccvccseccccccccscevecseccesecescveseveese Tomatoes 
(10) See G. O.—I. C. C. No. 1335, Rule 2, and G. O.—I. C. C. No. 
9. 

(11) See P. R. R., G. O.—I. C. C. No. 13351, Rule 3, G. 


ST. LOUIS TERMINAL LINES 


In its formal decision authorizing the Terminal Railroad 
Association of St. Louis to acquire control, by lease, of the 
St. Louis Merchants Bridge Terminal Railway Company, the 
East St. Louis Connecting Railway and the St. Louis Transfer 
Railway Company, referred to as the carriers, and which are 
subsidiaries of the Terminal Railroad Association, the Com- 
mission has made its approval conditional on the filing of an 
application by the Terminal association under section 20a of the 
interstate commerce act for authority to assume obligation and 
liability in respect of the bonds of the Merchants company and 
approval thereof by the Commission. The report said that ap- 
parently the applicant, by the execution of the indenture of 
lease to the Merchants company, would assume obligation and 
liability in respect of securities of that company, and in so 
doing would be subject to the provisions of section 20a, and that 
it had filed:no application under section 20a for authority to 
assume such obligation and liability. Explaining the St. Louis 
terminal situation, the Commission said: 


1165 


The terminal system of St. Louis and East St. Louis is made 
up of the properties of 17 companies, including the applicant and the 
earriers. The applicant, a consolidated corporation, created and 
existing under the laws of Missouri, is controlled by 15 proprietary 
lines, which hold in equal amounts all its outstanding capital stock, 
except eight shares issued to individuals to qualify them as directors 
and inspectors of election. Through stock ownership, it controls, 
directly or indirectly, each of the other companies embraced in the 
system. It operates its own property and that of eight of its sub- 
sidiaries. It also operates the properties of the St. Louis Bridge 
Company and the Tunnel Railroad of St. Louis, holding them under 
lease in perpetuity. 


The Merchants Company, a Missouri corporation, owns the entire 
capital stock of two of the seventeen companies and in addition to 
operating its own property and that of its subsidiaries, holds under 
lease and operates the property of another of the constituent com- 
panies. It is controlled by the applicant, which owns 99.99 per cent 
of its capital stock. The Connecting Company, an Illinois corporation, 
and the Transfer Company, a Missouri corporation, operate their own 
properties. The Transfer Company holds under lease and operates the 
side and yard tracks of the Wiggins Ferry Company, which controls 
the Connecting Company and the Transfer Company through owner- 
ship of the entire capital stock of both companies and is itself con- 
trolled by the applicant through ownership of its entire capital stock. 

The railroad properties of the constitutent companies of the 
system are operated by the applicant and the carriers, the other 
operating companies of the system, namely, the Wiggins Ferry 
Company and the Interstate Car Transfer Company, confining their 
service to the operation of ferries. . .. 


The several properties are operated as one comprehensive termi- 
nal system, performing terminal and interchange service for the 28 
railroad lines with which they connect. It appears that the properties 
have for a number of years been operated conjunctively for the pur- 
pose of economy and expedition. Connective operation has obviated 
the necessity of making formal interchange of traffic and has relieved 
the applicant and the carriers of the work of keeping numerous 
burdensome records, thus effecting economies in the movement and 
distribution of cars, and making possible the use of their classifica- 
tion yards for the purpose of interchange, each company hauling 
directly into and out of the yards of the other terminal companies, 
It is stated that the handling of traffic over the lines of least re- 
sistance without formal interchange and the elimination thereby of 
duplicate records has done much to speed up the movement and de- 
livery of cars to connections. It is claimed, however, that notwith- 
standing considerable savings that have been accomplished by the 
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present method of operation, further economies of operation and 
accounting can be had if the application is approved and certain 
existing restrictions removed. 


The Commission pointed out that the unification of the 
terminal facilities at St. Louis and East St. Louis through the 
applicant was the subject of inquiry in U. S. vs. Terminal Rail- 
road Association of St. Louis, 224 U. S. 383. In accordance 
with the mandate of the Supreme Court of the United States 
in that proceeding, the district court an March 2, 1914, en- 
tered a decree finding that the applicant was an unlawful com- 
bination when it and the various bridge and terminal com- 
panies composing it were operated as railroad transportation 
companies, but that the combination might exist and continue 
as a lawful unification of terminal facilities upon abandoning 
all operating methods and charges as and for railroad trans- 
portation, and confining itself to the transaction of a terminal 
business, and modifying its contracts as specified in the decree. 
After outlining the provisions of the decree, the Commission, in 
conclusion, said: 


From this decree an appeal was taken (236 U. S. 194) and on 
February 7, 1917, the district court modified its decree in accordance 
with the directions of the Supreme Court. The decree as modified 
recognizes the right of the applicant as an accessory to its strictly 
terminal business to carry on transportation as to business ex- 
clusively originating on its lines, exclusively moving thereon, and ex- 
clusively intended for delivery thereon, and provides that nothing in 
the decree shall be construed to deny such right. Nothing in this 
report or in our order herein shall be construed as relieving or in- 
tended to relieve the applicant or any other of the defendants named 
in the proceeding mentioned from the requirements of the decree 
entered therein. 


ENGLISH CONSOLIDATION RESULTS 


Consolidation of the railroads of Great Britain into four 
groups under the act of 1921 has not as yet produced the econ- 
omies that were claimed would follow when the law was passed, 
according to a report to the Department of Commerce from 
Harold A. Burch, office of commercial attache, London. 

Under the act, Mr. Burch explains, the Railway Rates 
Tribunal is directed to fix schedules of standard rates and fares 
for each group. The level of charges is to be such as will 
yield, as far as practicable and together with other sources of 
revenue and under efficient and economical management, an 
annual net revenue equivalent to the net revenues for 1913 of all 
the companies in the group, together with additions in respect of 
interest on new and unfructified capital expenditure, and an 
allowance not exceeding 33% per cent of the value of the econ- 
omies effected by or in anticipation of amalgamation or absorp- 
tion. This is the standard revenue. 

Continuing, Mr. Burch says: 


At the time the railways act was before Parliament one of the 
principal advantages of the grouping proposals was represented to 
be the economies that would result and the consequent benefits ac- 
cruing to the public. Estimates of such potential economies varied 
from £25,000,000 to £45,000,000 a year. Events have shown that the 
railways were justified in not sharing these hopes, as in rceent pro- 
ceedings before the Railroad Rates Tribunal, difficulty has been ex- 
perienced in maintaining a total claim of the four companies for an 
allowance in the standard revenue of £400,000. Of this amount the 
London & North Eastern received £91,000; the London, Midland & 
ee £139,000; the Great Western, £93,000; and the Southern 
£& ’ ° 

Such savings’‘as the grouping has so far rendered possible have 
been mainly secured by (a) the abolition of redundant and duplicate 
positions, an economy that has had to be discounted by the amounts 
paid to the occupants of such posts as compensation for loss of office 
or situation; (b) altered methods of train working, elimination of 
duplicate services, discontinuance of exchange arrangements, etc.; and 
(c) partial measures for standardization of permanent way, rolling 
stock, and appliances within the groups. 

Thus, although nearly four years have elapsed since the railways 
act became a law, economies on the large scale anticipated can not 
yet be measured quantitatively. Long before the act was thought 
of and to an even greater extent during the war, the companies now 
comprising each group came to a definite understanding to eliminate 
wasteful competition. Traffic pools were operated and interchange 
arrangements discarded in favor of periodical balances. In effect, 
the total freight-car stock was treated as common’’ by all the com- 
panies. By these methods many economies already had been effected 
and therefor were operating when the new legislation came into force. 

While the foregoing is the case so far as concerns the grouping 
provisions of the railway act, other factors have operated to bring 
about substantial economies. These comprise the fall in price of 
materials required in maintenance and working of the railways and, 
to a small extent, the diminution in the salary and wages bill. The 
latter has been effected by an arrangement with the railway trade 
unions under which every raise or fall of a full 5 points in the cost-of- 
living figures published by the Ministry of Labor carries with it an 
increase or decrease, as the case may be, of 1 shilling in the rates of 
pay of the majority of railway employes. 


MARKHAM TALKS TO STUDENTS 


President C. H. Markham, of the Illinois Central, speaking 
on “The Day’s Work in Public Service” at the dedication of Ers- 
kine Ramsay Engineering Hall, Alabama Polytechnic Institute, 
Auburn, Ala., October 10, used the railroads as an example of an 
industry where employes rendered public service. He said that 
they got money for rendering that service; considerably more 
than half of all railway expenditures was the pay of railroad 
officers and employes. But they kept the trains running, he said, 
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and it was not pleasant to imagine what would happen if the 
trains stopped. He said that ten tons of freight were moved 
every year for every man, woman and child in the country, which 
did not mean that every individual used up ten tons of goods 
shipped by freight annually, but many tons of coal and Other 
basic materials had to be transported in order that the factories 
might produce the many things regarded as necessities and ly. 
uries today. 

He said that by building up and maintaining railway servic. 
railroad men had done more than they would ever get credit for 
toward improving the standards of living and increasing the cop. 
forts and enjoyments of life. Cheap and efficient transportation 
he said, enabled everyone to specialize intelligently in produe. 
tion, to produce more and to get more in turn for what was pro. 
duced. The political and social unity enjoyed by the country, 
he said, was another product of efficient railroad transportation, 


- a, 
Personal Notes 











N. H. Rahn has been made commercial agent of the Norfolk 
Southern at Birmingham, Ala. M. A. Hardin has been appointed 
commercial agent at Atlanta, Ga. T. M. Dozier has been made 
general Southern agent, in charge of solicitation in territory 
south of that assigned to general agent, Charlotte, N. C. 

Frank R. Pechin has been appointed general manager of the 
Chicago, St. Paul, Minneapolis and Omaha at St. Paul, Minn. 

H. F. Starke has been made general agent of the Southern 
Pacific at Pittsburgh. 

W. G. Simonton has been appointed commercial agent of the 
Norfolk & Western at Cincinnati. E. T. Ayers has been made 
traveling freight agent at Cincinnati. 

P. J. Tierney has been made assistant general freight agent 
of the Chesapeake & Ohio. 

A. B. Kelley has been appointed freight service agent for the 
Central of Georgia at Tampa, Fla. 

W. C. Staley has been made general agent for the Missouri 
Pacific and Gulf Coast Lines at Chicago. J. D. Gowin has been 
appointed assistant general agent at Chicago, and E. F. Bertling 
has been made commercial agent. 

L. G. Macomber, traffic commissioner, the Toledo Chamber 
of Commerce, will become traffic commissioner of the Detroit 
Board of Commerce, effective November 1. He is president of 
the Great Lakes Regional Advisory Board, chairman the board of 
directors of the National Industrial Traffic League, and president 
of the Ohio Industrial Traffic League. He began his transporta- 
tion experience with the Pere Marquette and served, at different 
times later, the Michigan Central and the Wabash. He entered 
industrial traffic work in Toledo in 1904 as assistant traffic man- 
ager of the Woolson Spice Company, becoming traffic manager 
four years later. In 1918, he was made traffic manager of the 
Chamber of Commerce and has been with that body ever since. 

J. D. Price, member of the Public Service Commission of 
Georgia, died September 25. 

William F. Rhea, chairman of the Corporation Commission 
of Virginia, has resigned from membership on that body, his 
resignation having taken effect at the beginning of October. 

Fred Zimmerman, president of the C. I. & W., died October 
5, at Battle Creek, Mich., where he had gone for treatment, hav- 
ing been ill for the most part of the last year. He began his rail- 
road experience in 1882 and continued with various lines in 
Cc. F. A. and Trunk Line territory up until November, 1914, when 
he was made vice-president of the Monon. He held that position 
until the roads went under federal control, when he was made 
traffic assistant of Chicago terminals. When the roads were re- 
turned to private ownership, he resumed his position of vice- 
president of the Monon, remaining there until December 1, 1923, 
when he was made president of the C. I. & W. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Memphis held its regular luncheon and 
meeting at the Hotel Gayoso October 5. 


The Traffic Club of New York held a golf outing at the Dun- 
woodie Golf Club, Yonkers, October 7. The club at its last meet- 
ing voted on, but did not approve, the resolutions adopted by the 
Associated Traffic Clubs of America at the Kansas City meeting. 


The Columbus (O.), Transportation Club held its regular 
meeting at the Chittenden Hotel, October 5, which was desig- 
nated “Pennsylvania Night.” W. R. Cox, coal and ore agent, the 
Pennsylvania, was the speaker. 


The Indianapolis Traffic Club will hold “Transportation Day” 
October 14, during the National Dairy Exposition, October 10 to 
17. The day will begin with an automobile parade to the Expo 
sition Grounds. Lunch will be served at noon on the grounds 
and the afternoon program there will be viewed by the members 
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and guests of the club. Dinner will be served at the Columbia 
Club. 


The Traffic Club of Philadelphia will hold its autumn meet- 
ing at the Bellevue Stratford October 12. Roland S. Morris, for- 
mer ambassador to Japan, will be the speaker. 


The Tri-City Traffic Club met at Moline, Ill., October 8. Pres- 
jdent James E. Gorman, of the Rock Island, was the speaker. 


The Traffic Club of Kansas City met at luncheon October 6. 
James L. Case, of Norwich, Conn., spoke on “Fire Prevention.” 


The Traffic Club of Des Moines elected the following officers 
at its first meeting of the fall season, September 30: President, 
E. M. Wentworth, representative of the Pennsylvania; vice-pres- 
ident, C. A. Kasdorf, T. M., Hawkeye Portland Cement Company, 
and secretary-treasurer, B. R. Harris, representative of the Chi- 
cago, Great Western. 


The Akron Traffic Club will hold its fall festival October 20, 
a luncheon and meeting November 17, and its annual dinner 
December 15. 


The St. Clair River District Transportation Club held its 
first fall meeting at the Port Huron, Mich., Chamber of Com- 
merce building, September 14. The club will meet October 12 
and discuss the Interstate Commerce Act and, also, on October 
26, when H. D. Fenske, of the Detroit, Toledo Shore Line, will 
talk on rate making. 


NORTHWEST BOARD MEETING 


The Northwest Regional Advisory Board will hold its thir- 
teenth formal meeting at Grand Forks, N. D., October 27, instead 
of October, 30, as previously planned, owing to other meetings 
conflicting with the earlier date. 


ATLANTIC STATES ADVISORY BOARD MEETING 


An appeal for lower taxation was made by John M. Davis, 
new president of the Delaware, Lackawanna & Western, in an 
address before the Shippers’ Advisory Board in New York, Oc- 
tober 9. He said that this was one of the most vital problems 
confronting the railroads. He continued: 


The public expects lower rates. Our employes are constantly 
seeking more pay and shorter hours. Municipal, county and state 
governments want more taxes. While our rates of income are fixed 
by regulation. That represents a combination that is difficult of 
solution. We are not opposed to regulation in any sense. But it 
must be borne in mind that the cost of regulation, however large, 
is in the final analysis met by the public. Public sentiment is more 
in favor of the railroads nowadays than ever before. The Lacka- 
wanna railroad has the heaviest rate of taxation as compared to 
income in eastern railroad territory, and is the third in the United 
States. In 1924 the Lackawanna paid eight per cent of its gross in- 
come and 31 per cent of its net income in taxes. Its taxes rose 
100 per cent from 1910 to 1924. 


Other speakers included Arthur Moffett, traffic manager of 
the London, Midland & Scottish Railway of Great Britain, who 
explained that he was in the United States to study railroad 
conditions and to get new ideas which he hoped to apply to Brit- 
ish railroad operation; City Commissioner John Howe, of New- 
ark, and Willard I. Hamilton, vice-president of the Prudential 
Life Insurance Company. 

Railroad officials from England have been studying the 
operation of the Shippers’ Advisory Boards in this country and 
the formation of similar organizations in Great Britain is be- 
lieved to be a probability for the near future, according to rail- 
road men here. The Atlantic States board will probably be 
made the model for similar English boards if they are set up, 
as conditions in that territory more closely approximate those 
on the British railroads than in other parts of the United States. 

Governor G. S. Silzer, of New Jersey, was scheduled to make 
the principal address at the luncheon session, which was to 
be presided over by Mayor Thomas L. Raymond, of Newark. 
Reports on the expected industrial activity in the Eastern At- 
lantic States for the next three months and the motive power 
condition of the railroads were discussed at the morning and 
afternoon business sessions of the conference. 

A definite plan to secure a greater utilization of the freight 
car will be laid down by the transportation research committee 
of the board. Asa Colton, professor of Transportation of New 
York University, is chairman of this committee, which includes 
Emory R. Johnson, dean of the Wharton School of Finance, 
Pennsylvania; Frank Haigh Dixon, professor of Economics, 
Princeton; T. W. Van Metre, professor of Transportation, Colum- 
bia University; C. L. Raper, professor of Transportation, Uni- 
versity of Syracuse; Don Carlos Barrett, Haverford College; 
and Walter Francis Wilcox, professor of Economics and Statis- 
tics, Cornell University. 

Expectation of improvement in a majority of industries in 
the next three months was expressed by committee reports sub- 
mitted to the Atlantic States Shippers’ Advisory Board at their 
meeting in Newark Thursday. One of the most important state- 
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ments was that stocks of prepared sizes of anthracite coal in the 
Eastern Atlantic states are sufficient to last about thirty days. 
The coal committee survey was noted with unusual interest by 
the 500 shippers and railroad men attending the conference. 

W. J. L. Banham, traffic manager of the Otis Elevator Com- 
pany and general chairman of the board, said that a summary of 
the other committee reports anticipated a gain in business pro- 
duction of 10 to 15 per cent over the same period a year ago. 

The board’s gauge of business conditions is based on the 
estimates which the various industries make as to their car re- 
quirements for the succeeding three months. The following 
enterprises expect an expansion in activity: automobile, chemical, 
confectionery, fertilizer, leather, milk, paint and oils, cordage, 
paper and pulp, petroleum and petroleum products, tobacco, and 
building materials. The following industries expect no change 
in car requirements: canned goods, clay and clay products, glass, 
container, lime and gypsum, machinery, storage and warehouse, 
and textiles. 

S. B. Crowell, vice-president of the George B. Newton Coal 
Company of Philadelphia, reported to the Board that up to the 
present the domestic users of prepared sizes of anthracite have 
been well supplied. He said that after these sizes are taken 
there is enough pea coal to last until about the end of November 
and in certain localities sufficient until the first of January. . In 
addition, he continued, there appears to be enough buckwheat 
coal which can be used for heating in an emergency to last until 
after Christmas. He said: 


There is probably two months’ stock at least of bituminous coal 
now on hand. Threats of a strike in West Virginia are not alarm- 
ing. Even so, it would appear that there is enough expansion in 
non-union mines to absorb the 30 per cent production of bituminous 
coal now coming from union mines. 


The coal committee estimated that 50 per cent less iron ore 
would be moved during the next three months than. during the 
same period of 1924. 


VALUATION CONFERENCES 


An illustration of how the Commission’s plan for hastening 
conclusion of its valuation work by submitting tentative valua- 
tions to conference in an effort to settle controverted points 
between the carrier and the Bureau of Valuation of the Com- 
mission is working out is given by Eugene W. Reed, special 
valuation counsel of the National Association of Railroad and 
Utilities Commissioners, in the following bulletin: 


The filing of a protest by the Gulf, Colorado & Santa Fe Railway 
Company and its subsidiary companies affords an opportunity to study 
the effect of submitting the tentative valuation to formal conference 
in an effort to settle controverted points. This case was submitted 
to such a conference. On page 47 of the protest it is stated: k 

“Conference Agreements Subsequent to the Issuance of the Engi- 
neering Report. Since the issuance and service of the engineering 
report covering the property of the several companies served upon 
said companies on June 13, 1925, the bureau and the companies have 
entered into certain agreements which affect the sums and amounts 
contained in said engineering reports, but which said sums so agreed 
upon have not as yet been given effect and carried into the tentative 
valuation here and now served upon the companies. 

“It is understood and agreed by and between the bureau and the 
companies that these stipulations so entered into as aforesaid shall 
be binding upon the bureau and the companies, and that said stipu- 
lations and agreements embodied therein shall be entered into the 
record at the time of the hearing on the protest of the companies to 
this tentative valuation, and that upon the approval of the said 
agreements by the Commission the changes called for by said stipula- 
tions and agreements shall then be made in the said engineering 
reports and in the tentative valuation.’ 

On the questions covered by this stipulation a net increase of 
$263,162 is allowed over the amount shown for the same items in the 
tentative valuation. It is obvious, however, that only minor points 
of difference were covered by the stipulations. It is stated on page 
21 of the protest that the cost of reproduction new of the companies’ 
properties owned and used for common carrier purposes, and used 
under lease, excluding the value of lands, should have been reported 
at not less than $77,200,000. The bureau’s estimate of the cost of 
reproducing new the same properties is $66,068,229. Add to this the 
$263,162 net increase reSulting from the conference and the bureau’s 
valuation, plus the stipulated increase, is $66,331,391, or approximately 
$10,000,000 less than the reproduction cost new of the property, other 
than land, which the carrier still claims. The bureau has deducted 
depreciation to the amount of nearly $12,000,000, and so the real 
difference between the carrier’s and the bureau’s valuation of this 
property is approximately $22,000,000. 

Among the claims which the carrier is still contending for are: 

A claim for shrinkage on embankment, amounting to $526,177. 

Interest on money invested in treated ties, piling and lumber dur- 
ing the season required for seasoning, amounting to $122,186. 

Material yard handling, an additional amount of $319,486. 

For the allowance of prices for new rail and other track material 
on which the bureau has priced as second-hand or relay, amounting 
to $1,442,320. 
$475-730 an additional allowance for haul on ballast, amounting to 

For an increased allowance on track laying and surfacing, amount- 
ing to $723,428. 

For an increase on miscellaneous buildings, amounting to $127,857. 

For increased allowance for water stations, amounting to $38,471. 

For water supply development to the amount of $96,121. 

For an increase on work equipment converted from revenue equip- 
ment, amounting to $140,801. 

For valuation of unapplied material, amounting to $1,688,281. 

For the allowance of freight at tariff rates over the carrier’s own 
lines from forei line delivery point to material yard nearest point 
of use, $1,449,469. (The bureau had allowed freight on construction 
material hauled over company lines at 5 mills per ton mile.) 

The total single-sum value of these carriers’ properties reported 
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in the tentative valuation is $69,256,070. The carrier claims this value 
is not less than $100,300,000, or an increase of $31,043,930 over the 
value for the rate making purposes tentatively found by the Com- 
mission. It should be noted that the valuation claimed by these car- 
riers includes many elements to which the Commission has not found 
it possible to assign a specific money value, and some eiements 
which it does not recognize as being proper to include in a valuation 
for rate making purposes. 

From the foregoing it appears that many items of unit cost have 
been agreed to between the bureau and the carrier. The exceptions to 
this are fairly well covered by specific claims of the carrier 
enumerated above. There are few agreements on questions of prin- 
ziple or ollowance for overhead expenses and no agreements as to non- 
physical elements of value which are taken into consideration in fixing 
the final value of the carrier’s property. 


BIG ROAD FIGURES 


Editor The Traffic World: 

Preparing the enclosed table has been very interesting to 
me and I pass it on for use, if worth it. 

As I understand it, a decrease in operating ratio denotes 
greater operating efficiency generally. This has followed a de- 
crease in operating expense in all but one railroad for July, and 
five railroads for the seven months, and a decrease in revenue 
effected these ratio increases. 

Yours truly, 

F. W. Williams, 
Collis Products Company. 
St. Paul, Minn., Sept. 30, 1925. 


BIG ROAD FIGURES 
When figures for 1925 are less than 1924 column is marked Dec. 


If greater, Inc. 
JULY, 1925 AND 1924 








Operating Revenue Dec. Ine. Ine. Dec. Dee. Ine. 
Expense Dec. Dec. Ine. Dec. Ine. Ine, 
Ratio Dec. Dec. Dec. Ine. Ine. Ine. 
Region I i 6 IV V VI 
NIN, gc. aicintéosieie baweed eee acesiie ni 1 1 a r- os 
re ee re 2 7 1 ate 
NE a ee Oe Ce Ee Cee es 7 we i 
Se ee Pe ee eee - oa 2 aa 
I ia ict aca Meroe ens eehe eee euee™ - 1 5 1 
FCC EE OR CE aa 2 3 ie 2 
ers ear i 1 3 2 - 1 1 
ee ne rr te 2 2 1 1 2 
Total Sl TONGS TEPOTIES ..0.cicccscsccesic 1 11 28 1 3 7 
Operating Operating Operating 
Revenue Express Ratio 
Dec. Ine. Dec. Ine. Dec. Ine. 
NS RT re eran ee 2 1 1 2 
 , kp oon velet eeewaw ndweees 1 9 2 8 9 1 
ce ere rere re rere a s 8 7 1 
I ai-c'e v6. cee thee biedet ee nee 2 Pe 2 2 oe 
ead o cae cabianneeewke: Cupeeees 7 1 6 6 1 
IO, ee eiedcceecenssonss seees *a 7 2 5 5 2 
ED WEONOE cic tcercecsscveewiwe 2 6 4 4 6 2 
ene errr 2 5 3 4 3 4 
Total 51 Roads Reported............ 5 46 13 38 40 11 
SEVEN MONTHS, 1925 AND 1924 
Operating Revenue Dec. Inc. Ine. Dec. Dec. Ine. 
Expense Dec. Dec. Inc. Dec. Ine. Ine. 
Ratio Dec. Dec. Dec. Inc. Inc. Ine. 
Region I Ir Ill IV V VI 
I 6.55. clay aca gia eal ececosrele waew oe a 2 ae aes Pe a 
PR rere Cer ee 2 5 2 1 we 
SINNED TEMOUOET beccncevicerevcensoweees 1 3 4 6 ~ 
| ESAS eee ee nA 1 1 ‘a sth 
Pia eel ara ge hina ENEMA ORES 1 2 3 oe wi 1 
SA SPC OO 2 3 aie 1 1 we 
OOO, in cicvc ce adinscvecseewne 2 3 ae 2 1 ree 
BD ae rrerrrrrr rr ee 1 4 1 a 1 
Total 51 Roads Reported..............- 8 20 14 5 2 2 
Operating Operating Operating 
Revenue Express Ratio 
Dee. Inc. Dec. Inc. Dec. Inc. 
ONS, i icsniineeeseeeewenenee om 2 aa 2 wa 
HEE beech benwess nemwenetas 3 y 8 2 9 1 
ee EC 1 7 4 4 8 we 
EE. aden k hear enerkees ees ape oa 2 1 1 2 on 
I id asia g. cine: dar guare bie aio wie e.aevelee ane 1 6 3 4 6 1 
IR, «ees aiiacetincnecnneneears 4 3 6 1 5 2 
COMETRL WOGEER 6c c cccvcccvccesevcoes 5 3 7 1 5 3 
SE SID ede eernsKscaeeeenunes 1 6 2 5 5 2 
Total 51 Roads Reported............ 15 36 33 18 42 9 





IDAHO RATES ON LOGS 


The Supreme Court of Idaho has sustained a decision of the 
Idaho state commission involving the right of state authorities 
to order rate reductions without production of evidence of unrea- 
sonableness following reductions made by the Interstate Com- 
merce Commission. 

“This case is of special interest because it is the first deci- 
sion by an appellate court upon the point involved,” says John E. 
Benton, general solicitor of the National Association of Railroad 
and Utilities Commissioners, in a bulletin continuing as follows: 


The question is not only novel but of great practical importance. 
The facts are these: 

Intrastate rate on logs in Idaho, together with other freight rates, 
were increased by the Director-General during federal control, and 
after federal con trol interstate rates were again advanced under the 
authority of the decision of the Interstate Commerce Commission in 
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Ex Parte 74. Following the decision of the federal commission jy 
Ex Parte 74 the Idaho Commission permitted intrastate the same 
advances applicable to logs and other commodities which the federa] 
commission had authorized interstate. In its order, however, the com. 
mission said: 

“That the authorization of the increase to said rates, fares ang 
charges is not, and shall not, be construed as a finding by the Com. 
mission that such increase is reasonable or nondiscriminatory, and in 
the event that the increase hereby authorized to any rate, fare or 
charge is hereafter attacked on the ground that same is unreasonable 
or discriminatory, or on any other ground, it shall then be incumbent 
upon the carrier affected to justify the rate attacked in the same 
manner as if such carrier were making application for authority to 
file same.”’ i’ 

Later the federal commission reduced freight rates in the Moun. 
tain-Pacific Group, in which the State of Idaho is located, by one. 
half the amount of the Ex Parte 74 advance (Reduced Rates, 1929 
68 I. C. C. 636). Following the decision of the federal commission 
making interstate reduction the Idaho Commission authorized carriers 
to make like reductions intrastate. The carriers made the reductions 
authorized except upon logs. Thereupon the Idaho Commission 
ordered the carriers to show cause why an order should not be 
entered requiring the log rates to be also reduced by the same per- 
centage as rates on other commodities. The carriers filed an answer 
alleging that they had not put into effect reductions in rates on logs 
because the then existing rates were unreasonably low and con- 
fiscatory and should be increased. Hearing was held, at which the 
carriers produced evidence. The Commission ruled that the burden of 
justifying the rates then in force was on the carriers, and entered 
an order requiring log rates to be reduced to the extent of one-half 
the amount by which they were raised subsequently to the Ex Parte 
74 decision. The basis for this order may be summarized as follows: 

“That the percentage increase in rates allowed in 1920 was not 
based upon any determination that any specific rates were insufficient, 
but that the rates, as a whole, were insufficient. That as the 
increase was upon the rates as a whole, and for the sole purpose of 
securing increased revenues to the carriers, and the 1922 decrease 
was due to a decrease in the cost of operating as a whole, the decrease 
ordered should be made applicable to all rates. a a 

I quote from the opinion sustaining the Commission: 

“Appellants rely upon the pronouncement in Murray vs. Public 
Utilities Commission, 27 Ida. 603, 150 Pac. 47, where it is said that 
before lowering an existing rate the commission must first find that 
it is unjust and unreasonable. This states a correct rule of law ap- 
plicable to the facts there under consideration, but the rule does not 
apply . . . .. The rates in force in 1918 were peremptorily raised, 
without a hearing or investigation of any kind as to their reasonable- 


enmess, by general order 28, under the asserted power of the federal 


government, as a war measure. . . Nor can it be contended that 
under such circumstances the advancement of the rate in 1918 or the 
subsequent advance in 1920 was the voluntary act of the state com- 
mission, or done in response to its judgment. If the state authorities 
yielded to a superior power and raised the rates in obedience to the 
mandate of Congress, it cannot be logically contended that it was 
the voluntary act of the state commission in establishing such rates. 
When it issued its show cause order to reduce rates to the extent 
of 12.5 per cent of the net advance of 55.25 per cent which the federal 
government had ordered the state to accept, the burden of proof 
would not shift to the state commission to show that its former rates 
were not reasonable and just.’’ 
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| Loss and Damage Decisions | 
| Cases Recently Decided by State and Federal Courts | 


(Digests taken from Reporters and Digests of National Reporter 
i System, published by West Publishing Co., St. Paul, Minn. \ 
i Copyright by West Publishing Co.) 4 
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CARRIAGE OF LIVE STOCK 


Defendant’s Answer that Injunction Proceedings Had Been In- 
stituted Against Striking Shopmen Held Not to Present a 
Defense: 

(Springfield Court of Appeals, Missouri.) In shipper’s action 
against carrier for delay in furnishing stock cars, and delay in 
transportation of stock, with defense that delay was caused by 
shopmen’s strike, defendant’s answer that injunction proceedings 
had been instituted against shopmen held not to present a de- 
fense.—Warner et al. vs. St. Louis-San Francisco Ry. Co., 274 
S. W. Rep. 90. 

In shipper’s action for delay in furnishing stock cars, de- 
fendant’s answer that stock was shipped under a written con- 
tract exempting defendant from liability for delay on account 
of strikes, held not to present a defense, where contract was 
entered into after delays.—Ibid. 

In shipper’s action for damages for delay in furnishing stock 
cars, defendant’s answer relative to plaintiff’s failure to give 
notice before removing any injured live stock from car held not 
to present a defense.—Ibid. 

Laws of United States and common law principles adopted 
by federal courts govern claims for loss or damage on interstate 
commerce shipments.—Ibid. ‘ 

In shipper’s suit for damages under the common law, for 
delay in furnishing stock cars and delay in transporting stock, 
common law remedy was available, notwithstanding various 
statutes.—Ibid. 

Duty of Common Carriers at Common Law Stated: 

Under common law, common carriers were bound to provide 
sufficient cars for transporting, without unreasonable delay, usual 
quantity of freight offered to them or which might reasonably 
be expected.—Ibid. 

Carrier’s Duty to Furnish Cars Is Not Absolute: 

Interstate commerce act, as amended (U. S. Comp. St. Ann. 
Supp. 1923, sec. 8563), relating to carrier’s duty to furnish trans- 
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portation, does not impose an absolute duty on carrier to furnish 


cars.— Ibid. 

Shipper’s Knowledge of Shopmen’s Strike Would Be No Notice 
as to Carrier’s Inability to Furnish Cars, in Absence of 

tice: 

as action for damages for delay in furnishing stock 
cars, that shippers knew of existence of a shopmen’s strike 
would be no notice as to carrier’s inability to furnish cars, since 
they might assume, in absence of timely notice, that cars would 
pe furnished at time requested, and were justified in bringing 
their stock to defendant’s station on that date for shipment. 

Carrier, to be excused for its inability to furnish cars on 
date requested, must give notice to shipper.—Ibid. 

Carrier Had Right to Protect Itself by Contract Against Liability 
for Delay in Shipment of Live Stock Caused by Shopmen’s 
Strike: 

If due to shopmen’s strike and without carrier’s negligence, 
it had reason to believe there would be delay in transporting 
live stock, carrier had right to protect against such contingency 
by contract, since it could have refused to accept shipment for 
failure to comply with a reasonable requirement in relation 
thereto, provided strike could be considered as cause for un- 
avoidable delay. 

Under Carmack amendment (U. S. Comp. St., sec. 8604a), 
interstate commerce act, as amended by first and second Cum- 
mins amendments (U. S. Comp. St., sec. 8592, 8604a), and com- 
mon law, carrier may limit its liability for damages caused by 
unreasonable delay in transporting except as to its own neg- 
ligence.—Ibid. 


Strike Not as Matter of Law Negligence, and Stipulation Ex- 
empting Carrier from Liability for Delay on Account Thereof 
in Transporting Interstate Shipment Is Valid, if Made in 
Good Faith: 


As respects interstate shipments, strike of carrier’s em- 
ployes, which is set up as an excuse for delay under stipulation 
in shipper’s contract exempting carrier from liability for delay 
in transporting, is not, as a matter of law, negligence attributable 
to carrier, and such stipulation, if made in good faith, is valid, 
varrier being bound, however, to exercise diligence to overcome 
effect of strike, and may be liable for negligence in that respect. 


In shipper’s action for damages for delay in transportation 
of interstate shipment of live stock, with defense that delay was 
caused by strike of shopmen, whether strike was unavoidable 
held for jury.—Ibid. 


Carrier Should Be Enabled to Limit Liability for Delay by Con- 
tract, with Burden of Proving Itself Free of Negligence: 
Carrier should not be required to do the impossible, and, 

where circumstances arise which prevent delivery within a rea- 

sonable time, carrier should be enabled to limit its liability by 
contract as at common law, with burden of proving itself free 
of negligence as provided in Rev. St. 1919, sec. 9926, 10449.—Ibid. 


Carrier Had Right, Under Bill of Lading to Show that Delay to 
Intrastate Shipment of Live Stock Was Not Caused by Its 
Negligence: 

Under stipulation in bill of lading providing that, except in 
cases of negligence approximately contributing, thereto, no car- 
rier in possession of any live stock should be liable for any delay 
caused by strikes, etc., carrier had right to show that delay to 
intrastate shipment of live stock was not caused by its negli- 
gence. 

Court of Appeals is bound by prior adjudications of state 
Supreme Court. In shipper’s action for damages, for delay to 
intrastate shipment of live stock, whether delay was caused by 
strike of shopmen, held for jury.—lIbid. 


Instruction Relating to Carrier’s Delay in Furnishing Cars for 
Interstate Shipment Held Not Reversible Error, Though 
Failing to Require Proof of Carrier’s Negligence: 
Instruction relating to carrier’s alleged delay in furnishing 

cars for interstate shipment held not reversible error, though 
failing to require proof of carrier’s negligence, where whole de- 
fense and excuse for delay was based on a shopmen’s strike, 
which defense was not available to carrier in absence of timely 
notice to shipper.—lIbid. 


Measure of Damages for Delay in Furnishing Stock Cars Stated: 

Measure of damages for delay in furnishing stock cars was 
difference in market price at place of destination when shipment 
should have arrived and when it did arrive, plus additional ex- 
pense incurred because of delay. 

In shipper’s action for damages for delay in furnishing stock 
cars and delay in transporting stock, instruction on measure of 
damages held erroneous as assuming that cattle were not 
promptly delivered. 

Shippers, to recover for carrier’s delay in transporting inter- 
state shipment, are required to prove carrier negligent.—Ibid. 


Witness’ Testimony as to Depreciation of Cattle per Head Not 

Inadmissible as a Conclusion: 

(Court of Civil Appeals of Texas, Amarillo.) Testimony that 
live stock depreciated specified amounts per head from manner 
in which handled in shipment was not subject to objection as 
being a conclusion of the witness, or relating to mixed question 
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of law and fact.—Wichita Valley Ry. Co. et al. vs. Brown, 274 
S. W. Rep. 305. 


Findings of Jury Held Supported by Evidence as to Usual and 
Customary Time of Handling Cattle Shipped: 
In an action for damages sustained in shipment of cattle, 
finding of the jury held supported by evidence of the usual and 
customary time in handling such shipments.—Ibid. 


Instruction Properly Refused as General Instruction, Where Case 

Submitted on Special Issue: 

In an action for damages sustained by shipment of cattle, 
where case was submitted on special issues, a requested instruc- 
tion held properly refused as a general instruction, and fact that 
special issues were tacked to end of such charge did not alter 
case.—Ibid. 

Statements Made by Caretaker of Cattle to Conductor of Train 

While En Route Held Inadmissible as Hearsay: 

In an action for damages sustained in shipment of cattle, 
alleged statements made by caretaker of cattle to conductor of 
train while en route, relative to run being an exceptionally favor- 
able one, was inadmissible, being purely hearsay, and not binding 
on plaintiff.—Ibid. 

Judgment Including Interest Therein on Amount of Recovery 
to Date of Judgment Erroneous: 

In action for damages sustained in shipment of cattle, sub- 
mitted on special issues, it was error to render a judgment in- 
cluding interest on the damages found to the date of the judg- 
ment, interest not being recoverable as such until after the 
judgment.—Ibid. 





Miscellaneous Decisions 
| Traffic Cases Recently Decided by State and Federal Courts | 
i (Digests taken from Reporters and Digests of National Reporter 


| System, published by West Pulishing Co., St. Paul, Minn. | 
{ Copyright by West Publishing Co.) | 





REGULATION OF COMMON CARRIERS 


Questions Not Moot: 

(Supreme Court of Georgia.) In view of the allegations in 
the petition and the character of the injunction sought, the mo- 
tion to dismiss upon the ground that the questions in the case are 
moot is overruled.—Morris et al vs. Atlanta Northern Ry. Co., 129 
S. E. Rep. 68. 


Company May Discontinue Operation of Railway at Loss: 


The usual permissive charter of a railroad company does not 
give rise to any obligation on the part of the company to operate 
its road at a loss. No contract that it will do so can be elicited 
from an acceptance of the charter or from putting the road in 
operation. If at any time it develops with reasonable certainty 
that its future operation will be at a loss, the company may dis- 
continue operation, though it has not surrendered its charter. 
“To compel it to go on at a loss or to give up the salvage value 
would be to take its property without the just compensation 
which is a part of the process of law.” Railroad Commission of 
Texas vs. Eastern Texas R. Co., 264 U. S. 79, 44 S. Ct. 247, 68 L. 
Ed. 569.—Ibid. 


Defenses in Suit for Shipping and Storage Charges Held 

Sufficient: 

(Supreme Court, Tioga County.) In action to recover ship- 
ping and storage charges on refused merchandise, defenses alleg- 
ing that carrier unreasonably allowed charges to accumulate in 
excessive amount by failing to deliver merchandise to ware- 
houseman, whose rates were less than carrier’s rates, after 60 
days, as authorized by Railroad Law, Sec. 68, held sufficient on 
their face, and not objectionable, as attack on reasonableness of 
carrier’s rates without preliminary resort to Interstate Commerce 
Commission.—Erie R. Co. vs. F. Kieser & Son, Inc., 211 New 
York Sup. 362. 


Carrier’s Threat to Sell Merchandise, Refused by Consignee, 
Held Not to Estop It From Claiming Storage Charges: 
That carrier notified shipper that, unless disposition orders 

were received, refused merchandise would be sold at public auc- 
tion to highest bidder without further notice, held not a suffi- 
cient act of dominion, inconsistent with shipper’s title or car- 
rier’s rights as bailee, to constitute conversion and defeat car- 
rier’s claim for storage charges.—Ibid. 

Order of Commission Fixing Minimum Rates on Salt Held Not 
Outside of Pleadings: 

(District Court, N. D., Ohio, E. D.) Order of Interstate Com- 
merce Commission, fixing minimum rates on salt from respective 
mines, held not outside of pleadings in proceedings had under 
Interstate Commerce Act, Sec. 1, 2, 3 (Comp. St. Sec. 8563-8565), 
and sections 13, 15, as amended, and 15a, as added by Transpor- 
tation Act 1920 (Comp. St. Ann. Supp. 1923, Sec. 8581, 8583, 
8583a).—Jefferson Island Salt Mining Co. et al. vs. United States 
(Interstate Commerce Commission, Intervener), 6 Fed. Rep. 
(2nd) 315. 
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Commission Held Authorized to Increase Minimum Rate Without 
Finding That Prior Rate Was Noncompensatory or Unrea- 
sonable for Purpose of Preventing Discrimination Between 
Localities: 

Under Interstate Commerce Act, Sec. 1, 2, 3 (Comp. St. Sec. 
8563-8565), and sections 13, 15, as amended, and 15a, as added 
by Transportation Act 1920 (U. S. Comp. St. Ann. Supp. 1923, 
Sec. 8581, 8583, and 8583a), Interstate Commerce Commission 
held authorized to increase minimum rate on salt from Detroit 
to Chicago, without finding that prior rate was noncompensatory 
or unreasonable, in order to relieve discrimination otherwise re- 
sulting adversely to mines located in New York, Kansas, and 
Louisiana, and carriers serving them, and for purpose of pre- 
venting any prejudicial discrimination between localities, partic- 
ularly in view of provisions of section 15a for so-called recap- 
ture of excess earnings thus allowed.—lIbid. 

Though Order of Commission Invalid, Court Cannot Weigh 
Testimony: 


Though order of Interstate Commerce Commission is invalid, 
unless supported by evidence, reviewing court cannot weigh 
testimony as to reasonableness of rates or wisdom in establish- 
ing them, Commission’s judgment as to such matters being final. 
—Ibid. 

Same Tests Applicable for Minimum Rate as for Maximum Rate: 


No different tests or standards are prescribed for determi- 
nation of just and reasonable minimum rate than for just and 
reasonable maximum rate.—Ibid. 


Matters Which May Be Considered by Commission in Fixing 

Minimum Rates Stated: 

In fixing minimum rates on specific commodity from differ- 
ent points of origin to common destination, Interstate Commerce 
Commission may consider going rates on same commodity in 
same or different territories, relation of rates to destinations, 
revenue per car mile and ton mile, variations in traffic density, 
and peculiarities in transportation which affect general transpor- 
tation costs.—Ibid. 


Decisions Commission Helpful Guidance to Courts: 


(District Court, E. D. Oklahoma.) Decisions of Interstate 
Commerce Commission relating to construction of tariffs are 
helpful guidance to courts in arriving at correct conclusions in 
such matters.—Empire Refining Co. vs. Davis, Director General, 
6 Fed. Rep. (2nd) 305. 


Publication by Initial Carrier of Method of Determining Through 
Rate Held Binding on It: 


Publication by initial carrier of rule for computation of rate 
on through shipment of gasoline, is constructed from combina- 
tion of separately established rates, held binding on it, notwith- 
standing tariff of connecting carrier did not contain such rule, 
especially where this merely carried out Director General’s in- 
tention.—Ibid. 


Assignment Statute Inapplicable to Claims Against Railroad by 

Corporation Merging With Assignee: 

Assignment of corporation’s claim against Director General 
of Railroads on reparation award to another corporation, into 
which assignor merged, was not violative of Rev. St. Sec. 3477 
(Comp. St. Sec. 6383), relative to assignments of claims against 
the United States, in view of Federal Control Act, Sec. 10 (Comp. 
St. 1918, Comp. St. Ann. Supp. 1919, Sec. 311534j), notwithstand- 
ing action was brought under Transportation Act, Sec. 206 
(Comp. St. Ann. Supp. 1923, Sec. 100744cc), after termination of 
federal control, since Federal Control Act and Transportation 
Act must be construed together.—lIbid. 


Federal Control Act Held to Authorize Imposition of Costs 

Against Director General: 

Provision of Federal Control Act (Comp. St. 1918, Comp. St. 
Ann. Supp. 1918, Sec. 3115%4a et seq.) that no defense shall be 
made in actions at law, or suits in equity, on ground that carrier 
is instrumentality of federal government, authorizes imposition 
of costs and attorney’s fees against Director General in action on 
reparation award, under Interstate Commerce Act, Sec. 16 (Comp. 
St. Sec. 8584).—Ibid. 


Costs, Including Attorney’s Fees Not Taxed Until Judgment Be- 
comes Final: 

Taxation of costs, including reasonable attorney’s fees, un- 
der Interstate Commerce Act, Sec. 16 (Comp. St. Sec. 8584) in 
favor of plaintiff, suing to enforce award of Interstate Commerce 
Commission, should not be made until judgment becomes final. 
—Ibid. 

Limitation of Suit to Enforce Award of Commission Stated; 

“Effective Date”: 


(District Court, N. D., California, S. D.) Under Interstate 
Commerce Act, Sec. 16 (3), as amended by Transportation Act 
of 1920 (Comp. St. Ann. Supp. 1923, Sec. 8584), providing that 
suit to enforce an award of damages by the Interstate Commerce 
Commission shall be filed “within one year fom the date of the 
order,” the date of the order is its “effective date,’ which is the 
time fixed by the Commission for payment of the award.—Stand- 
ard Oil Co. (California) vs. Davis, Director General of Railroads, 
as Agent, et al., 6 Fed. Rep. (2nd) 236. 
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CANADIAN GRAIN ORDER DISPUTE 


The Trafic World Ottawa Bureay 


The Board of Railway Commissioners has been occupied al] 
week in hearing arguments by the various interests concerned 
with the application for the recission of the McKeown-Olive; 
order on westward grain rates. Maritime provinces, Montreal, 
and Winnipeg criticism of the order was first heard by the 
Commission. The order was attacked on three grounds: First, 
that it was contrary to all precedents of the Railway Commis. 
sion for two commissioners to decide a case affecting interests 
throughout the country, and without those interests being 
heard; second, the order must be based on a policy either of 
creating additional railway deficits to be made up by taxation, 
or one of forcing the railway companies to lower wages, the 
importance of the question in either case being such as to de. 
mand the consideration of the whole board; and, third, that 
confirmation of such an order would seriously endanger the use. 
fulness of the Railway Commission by affecting the respect in 


which its declarations and judgments had been held throughout 
the country. 


Eugene Lafleur, for the Montreal Board of Trade, led the 
argument against the order, maintaining that the course fol- 
lowed was contrary to all precedent and ultra vires of the pow- 
ers of two commissioners to issue such an order. He held that 
it was contrary to the letter and the spirit of the order-in- 
council requiring the Railway Commission to hold a general in- 
quiry into railway rates and to establish a new rate structure 
on the basis of equalization. 


Premier Baxter, of New Brunswick, charged that the prin- 
ciple behind the order must be either that of creating additional 
deficits on the railways, to be met with increased taxation, or of 
forcing the railway companies to reduce wages. In the latter 
case, the whole transportation question would be thrown into a 


chaos of strikes and labor troubles and a serious situation 
created. 


Mr. Pitblado, representing Winnipeg (which fears its grain 
trade will be adversely affected by the movement of grain west- 
ward), said if the order were allowed to stand it would seriously 
endanger the usefulness of the Railway Commission. 


J. K. Smith, representing the Montreal Board of Trade, 
submitted rates on grain and flour as they now stand, and 
argued that rates westward discriminated against Montreal. 
Commissioner Oliver asked him how it was that two out of 
every three bushels of grain shipped from Fort William were 
exported through Buffalo and New York. He said he was not 
interested in grain going through Buffalo. 


The province most interested in the order contested, Brit- 
ish Columbia, was represented by G. G. McGeer, K. C., who 
maintained that under the order the railway companies would 
gain rather than lose. He said the rate for a 640-mile haul to 
Vancouver was 21 cents, as compared with 26 cents for a 1,280- 
mile haul to Fort William. He claimed that the rate to Van- 
couver should be 18, not 21 cents. He contended that the re- 
moval of discrimination against Vancouver would bring to Can- 
ada business now going to Buffalo, and to American railways. 
He said the grain trade of Vancouver was being seriously dis- 
rupted through not knowing what the rate was to be, and asked 
for immediate dismissal of the application against the order. 


Replying to the argument that the board had no authority 
to decide the British Columbia case without all interested par- 
ties being heard, he said it would be ultra vires for the board, 
by the same reasoning, to decide on a case now before it, that of 
the application of the Canadian millers for reduced rates on 
export grain to eastern ports, without Vancouver and other west- 
ern interests being heard. He held that it was within the juris- 
diction of the chief commissioner to direct how and by what 
members of the board a case should be dealt with. 


He said he did not anticipate the movement of grain 
through Vancouver to Great Britain would disturb the movement 
to that destination through Atlantic ports. He admitted that 
Saskatchewan grain for Great Britain would largely go through 
eastern ports. 


Arguing on his statement that lower rates on Alberta grain 
westward would give larger revenue to the railways, he said 
that because the movement was all to the head of the lakes it 
was largely a seasonal movement with high expense for empty 
car transport. This would be reduced by movement of grain 
to the Pacific. There had been constant car shortage in British 
Columbia, and in one year the province could have sold a bil- 
lion feet more lumber if it had sufficient car space. With grain 
going to Vancouver the cars returning gave space for eastward 
freight. 


The time had come, he said, when the C. P. R. should step 
out and serve the interests of Canada. It had done it in the 
past, and must do it now. Referring to the Canadian National, 
he said the Crows Nest rates in their case returned a higher 
profit than the general average of traffic on either system. He 
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pelieved that, by the Pacific route, traffic could be diverted from 
Buffalo and from the American railways. 

Ww. N. Tilley, K. C., representing the C. P. R., went at length 
into the statute governing the Railway Commission, arguing 
that two commissioners had not jurisdiction for the making of 
an order. Two members might form a quorum, but on impor- 
tant matters there should be a hearing by the whole board. Not 
only was the order issued in a manner at variance with the rail- 
way act, but also in contradiction of the order-in-council pro- 
viding for a general rate inquiry. The board could not make 
an order under the order-in-council until it had complied with 
the terms of that order-in-council. It could not make an order 
pefore the inquiry—the latter must be made first. Had there 
been no order-in-council at all or new legislation, he said, the 
two commissioners could not have given judgment on the Brit- 
ish Columbia case, because the Commission had previously de- 
cided that there should be an open inquiry with all interested 
parties being heard. The fact that the interested parties were 
now before the full board on the Montreal application was addi- 
tional evidence that there should have been a hearing by the 
full board on the British Columbia application. He said it was 
in the interests of the railways that the judgments of the board 
should be held in respect, and it was therefore important to 
them that the order in question be set aside. 


Commissioner Oliver pointed out that there was an order 
of the board, of July 8, calling on the railways to restore rates 
that were effective July, 1924, on certain commodities west- 
bound, and declared that it had been made without investigation 
of any kind. This order was not condemned as improper be- 
cause there was no investigation. ‘“‘When the board makes an 
order that raises rates,” he said, “that is a proper order; when 
it makes an order that lowers rates, that is not a proper order!” 


The final day of the hearing was occupied with the case of 
the provinces of Saskatchewan and Alberta. Perhaps the most 
interesting part of the proceedings was the evidence of the 
friction which the action of the two commissioners who made 
the order has developed within the board itself. In the course 
of the argument of the Alberta counsel, Commissioner Boyce, 
who delivered a dissenting and protesting judgment against 
the order, referred to the circumstances leading up to the issu- 
ance of the order. He said that two commissioners had gone 
to British Columbia, held sittings and come back to Ottawa. 
Then they had sat in at a meeting of the full board and stated 
what they proposed to do in the case. The majority of the 
board, he said, had protested against this action. “You are 
aware,” he said to Mr. Woods, the Alberta counsel, “that it is 
the usual judicial proceeding for the majority to rule, and this 
board is a judicial body. How could this court function when 
the chief commissioner was the only man who signed the order, 
and he did it without the knowledge of the board?” 


Mr. Woods, in the course of his address, said ‘there was 
nothing which would so alienate the west from the east as that 
this order be reversed at the instance of the middlemen of 
Winnipeg and Montreal.” He claimed that the order was reg- 
ular, and that the Board was not barred from issuing it under 
the terms of the order-in-council providing for a general rate 
investigation. If there was to be an appeal against the order, 
it should have been made to the governor-in-council for a correct 
interpretation of its direction in regard to the general rate 
investigation. The difference between the commissioners who 
wrote the judgment and the other members of the commission 
was over the interpretation of the order-in-council directing a 
general rate investigation. In view of this, he said, the appeal 
should have been made to the Governor-in-council, the author of 
the order. This body was in a position to say what it meant 
by its own order. 


He said the order would affect the movement of 230,000 
bushels of wheat, as all the Alberta crop and half that of Sas- 
katchewan would move westward. It would affect the grain from 
Saskatchewan one cent and that from Alberta two cents a bushel, 
and if upheld, would put a large sum of money into the pockets of 
the producers, while the railways would lose nothing by it. 

“Why are they opposing it, then?” asked Commissioner Vien, 
the new member. 

Mr. Woods said he thought it was because of the effect 
they feared it would have on the general freight rate inquiry. 
The railways would not benefit, even if the order were upset. 
It was the lake carriers of grain who would profit. He sub- 


mitted that it was a matter of great importance that orders’ 


of the Board be final, subject to appeal only as provided in the 
Railway Act to the Governor-in-council. If, after the issuance 
of an order, the Board could sit next day and destroy the order, 
there was no finality. Business was always markedly affected 
by decisions of the board. The business community would have 
no assurance in matters of rates if orders were open to such 
recission. 

During the course of the hearing, Mr. Lafleur, counsel for 
the Montreal Board of Trade, said that, if unsuccessful in having 
the order set aside, he would advise his clients to appeal to 
either the Supreme Court or the Governor-in-council. 
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CANADIAN CAR LOADING 
The Traffic World Ottawa Bureau 


The week ending September 19 saw a continued increase, 
aggregating 73,019 cars, in freight loadings, due to the heavy 
movement of grain in the western division and coal being loaded 
freely at the mines. This shows an increase in loadings over 
last year for this period of about 10,000 and over the same 
period. in 1923 of about 5,000. The holiday the previous week 
affected the loadings and comparisons with last week’s loadings 
are also affected, but, when compared with 1924, loadings of 
grain, pulpwood, pulp and paper, ore and miscellaneous freight 
showed substantial increases. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 


For the Week Ended, 
Sept.19 Sept.12 Sept. 20 














































Commodities. 1925 1925. 1924. 
Grain ond Grain Products. ...ccsccccvees 2,465 1,857 3,955 
Live Stock .. 1,247 1,033 1,299 
CAE -coomoseweees oes 4,812 4,284 4,947 
SO ee wee yes ie 284 289 201 
EAMMINOE 6o66i6000 cians piel oon ©. 3 BB 2,512 2,614 
Pulpwood ....... eaeie stile 1,535 1,777 1,445 
Pulp and Paper 2,049 1,623 1,843 
Other POPOKE PIGGGGIR . <.o-<o:06:006: 0008000 1,281 1,149 1,136 
RS ceive cde Seer nin aWaburadducco weeieeuWewisls 1,148 680 642 
PRP OMNNO:, Se: C.. Dsccccccccswccseeeesenees 11,498 10,109 11,714 
PEE. oa:.cio a oscwuisinns canienseweewes 11,135 9,950 11,390 

i ee 39,991 35,263 41,186 
Total Cars Rec’d from Connections.. 29,024 26,987 28,386 
WESTERN CANADA 
Grain and Grain Products............0¢. 7,795 13,014 7,382 
Live Stock 1,547 1,463 
COM cee EDGE OeCe selva Whewienes 1,233 2,059 
a oats 9 
OS eens wraes 7 996 993 
Pulpwood 156 95 
Pulp and Paper 92 131 
OCOnSr TPOTGRE PrOdUets eo cocicccsccccceccsee 1,055 1,067 
TE cunaniewsce iigietetaners See eke ee eawewate 733 548 647 
Ce AE a nee re 4,608 4,541 4,341 
PINE fa tviscecuw ew:ctuiedscuue beens 4,443 4,148 3,951 
Total Carn TORR OG ssciecciccioscccwsecces 33,028 27,366 22,138 
Total Cars Rec’d from Connections... 2,924 2,728 2,764 
TOTAL FOR CANADA 
Grain and Grain Products.......... voces 2D 14,871 11,337 
a NI 065s 6 00s e550 sors ue we ome ecooe §©=—.: 2, 625 2,580 2,762 

ME GWiewiconswwsbieewcsw ene Tcamwewnews wessceveg Sane 5,517 7,006 
i Ec ee vintianeteeaainierars 307 325 210 
IIE cl ndecialestbaaeriesiesn stone cenaeea weeeie 3,574 3,508 3,607 
PUIDWOOE cccccccccee wire o@rewuisereleon erate ae 1,685 1,933 1,540 
PD NE, SPI ic Giiccicwasccwawesbee eben e 2,178 1,715 1,974 
OCRGr Forest. Products ..ccccccccccvcscvese 2,299 2,204 2,203 
Oe ctswawcwennes aiWaUnewees-euees Sees ‘ 1,881 1,228 1,289 
ee, ee ee 16,106 14,650 16,055 
IN ic rininn coe ciedatouse waticawe 15,578 14,098 15,341 

OORT COTS TOT oiiy0 6 hcci0s eee sereees 73,019 62,629 63,324 

Total Cars Received from Connections 31,948 29,715 31,150 

CUMULATIVE TOTALS TO DATE 
1925 1924 

Grain and Grain Products............ woe 238,053 279,473 
RE SIN 6:60:05 Cinicesinorarbesaseneene anes 85,459 83,430 
CORE sisccecs peewee eKwene en eeceus owes ° 135,332 188,702 
PE ti cwaeeueiss-sbbescdeeauanees Siaiavevenp oie . 10,437 R 
SN as cifsive5 45-0 venseuvseeudeseswantee 134,386 136,597 
IS AW dibw im cmmcdeneeemeworereweseions 105,041 104,696 
IEE IE igi cteiecas ccreceinaceawewei 76,530 74,893 
Other Forest Products. ..ccccccscccccecce . 107,040 98,970 
Git Go ncaa ebeies sea. cose oe ecieieewaesesee 51,763 47,345 
Beerwmemaras®, Ts, Cy. Tas cciccicc ccccieecce pee eas 573,083 545,949 
PEI 19 iin 56.65 4euwsieesociesesenewwes 464,660 445,821 

Total Care Leaded .......<sccses ence 1,981,784 2,014,432 

Total Cars Received from Connections 1,247,112 1,193,871 


Car loadings, in the week ended September 26, were higher 
than for any week in 1923, 1924 or 1925 or since these data are avail- 
able. The exceedingly heavy grain loadings were the chief fac- 
tor in this increase over the previous week’s loadings, being 
2,167 cars over the week before and 6,607 cars over the corre- 
sponding week in 1924. Livestock, coal, lumber and pulpwood, 
also other forest products, merchandise and miscellaneous freight 
also showed increase over loadings of both the previous week 
and the corresponding week of 1924. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
For the Week Ended, 
1925 1924 


Commodities 1925 
Sept. 26 Sept. 19 Sept. 27 
Grain. and Grain Products. .. ...:...00.00cees 3,193 2,465 4,253 
MN or he taro vcs tevers catatsisinicwiccerorsowes ae 1,336 1,247 1,303 


MEIN ctr taoeators io’e aholicataseloistel eine erclae algerie mIRC 4,534 4,812 3,894 
I sitio oieie-b 4-0 dn wine owe eRkieeatee a eSleierem 348 284 217 
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FT OP ee RT Re ene OE OR 2,537 2,571 
Ns bac deed ahha e mee eae he Ceee kare 1,668 1,535 1,302 
Ct . .thedeieseetawseones ee eee 1,983 2,049 1,720 
Other Forest Products. ..........ccccccees 1,33% 1,281 1,146 
CD let nla oo atk ina wacar nad ae sisted een uae'd 1,200 1,148 1,216 
PE, Bae Ge Bicccseonsnesawecwowes 11,786 11,498 11,781 
TE sgtiennancnTnete nade haem e 11,512 11,135 11,243 

eg eee $1,752 39,991 40,646 

Total Cars Rec’d from Connections... 31,190 29,024 29,229 

WESTERN CANADA 

Grain and Grain Products...............- 19,234 17,795 11,567 
TEE. Ste Sed wiee} ocean ge AS Ga waleraqerwe-ai 1,481 1,378 1,328 
ED Ma naar n Ruciinebn de ise ewe akaclee wee 2,106 1,714 2,171 
I tla nackte ds or wach eieide a ae aee ee 24 23 5 
<td c nace tcgin a wigeaeved.e Sy aa ee nee wens 1,014 1,037 978 
EL. ih ntend ie eeca'aga- aww ae cuea Woasi a tee 145 150 TU 
Oe ne ere eae 138 129 168 
Cimber Wares’ ProtuctsS......<cccscccccccvese 1,018 1,018 907 
tt shane eek hhh ora wa ee bawees ys/orws 593 733 o45 
I ae ere ee 4,771 4,608 $,265 
I, onan dirncescedaedecascecun en 4,16 4,443 3,410 

Pe Ge Ee re cccccuceseonsees 34,687 33,028 25,414 

Total Cars Rec’d from Connections... 3,185 2,924 2,779 

TOTAL FOR CANADA 

Gueatn amd Grain ProGucts......cccscevcces 22,427 20,260 15,820 
DEEL cadcawedcescocsueseeeesueansows 2,817 2,625 2,631 
EE piridah ocak KG Oe due w Ome eee de ee oe me ee 6,640 6,525 6,065 
NY Naan oh oral lateiain wacers ede aeons 372 307 222 
ES rece aw saea se ane awe e diaawio« 3,876 3,574 3,549 
I ghee eid Oke nl ie Selle ealarny 1,813 1,685 1,372 
EN PEE SO 2,121 2,178 1,888 
SPEO DONORS PIOGUCUR. <ccc ccc ccccccccsese 2,348 2,299 2,053 
ES tas ded a We dawned c wee eee knees we 1,793 1,881 1,761 
peeemeenee. Be Cy Enivcvcccccvecsscveeses 16,557 16,106 16,046 
I cnckcupaoanigea euGwestew eens 15,673 15,578 14,653 

TeCes Ce LiOOEOG,. 6. i oie sccencscscene 76,439 73,019 66,060 

Total Cars Rec’d from Connections... 34,375 31,948 32,008 


CUMULATIVE TOTALS TO DATE 
Cumulative Totals 








1925 1924 

Grain and Grain Products. ..o....0csccses 260,480 295,293 
STN cudgel s 64-4 9:0 aw wae aqvetmeain enc ake 88,276 86,061 
SE ele cre in aright nih air ordi alan oA Slaw ara area eaaee ee 141,972 194,767 
RS ia-ahicr i csicrhine wise Mie os ec Bie at ie ck es Aral a aero 10,809 8,778 
aa wie witha weelna ene Caesineedee ewes 138,262 140,146 
Ee ee rare eee e 106,854 106,068 
SE cl eccdvtccteaseveeweseomoae 78,651 76,781 
RPeOe DPOVORE PIOGUCCS .6.occccccacccccecsec 109,388 101,023 
RN aaa eee ie aia Ge hades alee one erae-eiwiek ace 53,556 - 49,106 
pment, Ba. © Bass vicccewnsicccuwewess 589,640 561,995 
ee err ree 480,335 460,474 

Ge SE POI penidvccseaneecoes 2,058,223 2,080,492 





1,281,487 





1,235,879 


CANADIAN RAILWAYS IN POLITICS 


The Traffic World Ottawa Bureau 


Premier King has advised the people of the west that he 
will finish the Hudson Bay Railway—if he gets enough support 
from the west at the coming elections; and Mr. Meighen says 
this is “practically a bribe,” and that “there never was a grosser 
affront to the people of Canada.” The problem of the Hudson 
Bay Railway was one which could not be turned into a political 
football. The whole question would require consideration from 
every angle, and could not be disposed of lightly. Similarly, the 
problem of freight rates must be considered by the Railway 
Commission appointed to decide on freight rate structures on the 
advice of its experts, and when a final decision is reached it 
must provide a rate basis which will distribute the cost of 
transportation equally over the whole Dominion. 

The west is critical of Mr. Meighen’s proposals. Premier 
Dunning, of Saskatchewan, who has been campaigning with Pre- 
mier King in that province, says Mr. Meighen is offering a species 
of horse-trade by way of alleged, but very indefinite compensa- 
tion in railway rates to the west and to the maritime provinces 
for the extra taxation involved in his tariff proposals. “The 
very man and party making the proposition,” said Mr. Dunning, 
“have been opposed to, and are today opposing, the measure of 
maximum freight rates for years guaranteed by statute to part 
of Canada under the Crow’s Nest agreement.” 

In an address at Saskatoon, October 2, Mr. Meighen revealed 
further his policy with regard to the Hudson Bay Railway. If 
returned to power he “would ascertain at the earliest possible 
moment the least the work can be done for, and try out the 
feasibility of the system.” 

“I have been told,” he said, “that it would take only three 
million dollars to finish the road. If I can be reasonably assured 
that the cost would be no greater than that, I would undertake 
that it would be done before another election, or that at least 
the experiment would be fairly tried. But I am not going to 
spend huge sums on this road, while the treasury is sinking 
lower every year.” Asked if he would let the provinces take 
over and finish the road, he said he would do a lot more than 
that. He would help them from the federal treasury to finish 
the job. He would not altogether close his ears to letting a 
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private corporation take over the unfinished road, but would 
rather there were not too many private railway corporations 
while the Canadian National was a government road. “It is , 
mere truism to say that the Hudson Bay road must be com, 
pleted soon,” he added. “We all know that.” But it must be 
first ascertainead how-and to what extent the work could be 
proceeded with at once. 

Reports from Winnipeg are that, if the Dominion sovernment 
will hand over the Hudson Bay Railway as it now stands, from 
Hudson Bay Junction to Port Nelson, along with any improve. 
ments that have been made for shipping facilities, a Winnipeg. 
St. Boniface syndicate is prepared to complete the undertaking 
with private capital and release the government from further 
obligation. The syndicate offers to complete the road within two 
years, and to put up a million dollars as a guaranty of good 
faith. It seeks from the government: (1) Waterpower rights 
on the Nelson river to develop electric power to operate the 
trains; (2) a four years’ agreement for running rights over the 
Canadian National tracks from Winnipeg, Portage-la-Prairie, or 
Brandon to Hudson Bay Junction; (3) the right to change the 
terminus to Fort Churchill if thought advisable. 

The syndicate offers to provide a railway pier at the ter. 
minus at which ships drawing 35 feet of water would be able 
to load or unload. Winnipeg grain interests are said to be be. 
hind the syndicate. 

In a speech at St. John, September 23, Arthur Meighen 
promised that, if returned to power, he would limit the applica- 
tion of the British preferential tariff to goods coming through 
Canadian ports. He asserted the belief that Canadian trade 
should move through Canadian channels and that development 
of the port of St. John must be continued. He sounded a note 
of caution with regard to the proposed sale of the Portland line 
and terminals of the Canadian National Railways. He ques- 
tioned the advisability of relinquishing control of the line. To 
do so would deprive Canada of the power to refuse to route 
Canadian goods over the Portland line. The competitive system 
would attempt to obtain all the Canadian traffic it could possibly 
get. If he was satisfied that it would not work an injury to 
Canada as a whole, he “would dry up the Portland line without 
delay.” He thought that, as owner of the lines, the government 
was in a better position to divert traffic from them than if they 
were in the hands of a private company. Canada was now in 
a position to turn the whole of the traffic through Portland into 
Canadian ports. “Wouldn’t the people of Canada rather have 
possession of that control than not?” he asked. 


St. John papers have been pointing out that $269,000,000 of 
Canadian trade passed through American ports last year, of 
which $257,359,567 was exports, and $11,615,674 imports. Of the 
exports, flour and grain amounted to $177,814,712. In 1924, over 
$12,000,000 of Canadian business with Australia and New Zealand 
was handled through American ports. 

Mr. Meighen continues to press his policy of cheap transporta- 
tion as the remedy for the economic ills of the maritime prov- 
inces. He says he would strike a percentage off the rail rates 
and would take this percentage from the Dominion treasury; 
the Railway Commission could not do this; it was the special 
province of the federal government, and the Conservative party 
was prepared to do it. This and the increase of the British 
preference for goods entering Canadian ports from 10 per cent 
to 100 per cent is his policy regarding transportation. 


CANADIAN EXPORT ROUTES 


The Traffic World Ottawa Bureau 
Vice-President Dalrymple, of the Canadian National Rail- 
ways, says Halifax and St. John must concentrate on getting 
better terminal facilities in order to accommodate the traffic 
which will come to them in increasing volume over the Canadian 
National. In an interview at Montreal, with the representative 
of a St. John paper, he confirmed the report that Canadian trade 
through Portland has been decreasing since the British pref- 
erence has been applied, and that there is a possibility of the 
Maine port losing some of its steamship service this winter because 
of the falling off in traffic. He said there was absolutely no dis- 
position on the part of the Canadian National management to 
canvass more vigorously for export traffic for Portland than for 
St. John or Halifax. It was the duty of the management to han- 
dle traffic through allits ports. Because of the lack of steamship 
service to certain ports it was necessary to utilize ports in the 
United States for some business, and it was also true that New 
York was used more or less by some importers who demanded 
quicker service for shipments from Great Britain. So far as 
interchange of business in an international way was concerned, 
he said it must not be forgotten that a considerable portion of 
American traffic goes through Canadian ports and adds ma- 
terially to the revenues of Canadian ports and railways. 
Regarding routing of freight, he said that formerly a through 
rate was quoted, and under a ruling of the Railway Commission 
it was necessary to show the proportion of rail and ocean freight 
respectively. Since that ruling, the routing of exports is done 
by the shipper before the railways get after the business. Hence, 
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where American ports are used, the responsibility does not rest 
on the railway as it did under the conditions formerly prevailing. 


CONSTRUCTIVE PLACEMENT RULING 


The Board of Railway Commissioners for Canada has issued 
an informal ruling on the application of the Canadian Car De- 
murrage Bureau and the Brantford Cordage Company, Ltd., with 
regard to service by the Canadian National upon the consignee 
of so-called constructive placement notices under the provisions 
of the car demurrage rules. The board adopted the report of 
the chief traffic officer, who found that the Brantford Cordage 
Company had taken exception to being served with notice of 
constructive placement covering cars containing bonded goods 
not released by customs. It was their position that, to be effec- 
tive, such notice should have been served after customs had been 

isfied. 

- The chief traffic officer pointed out that rule 2 (b) of the 
demurrage rules providing that if delivery could not be made 
to private sidings by placing cars there, due to any cause beyond 
control of the carrier, it should give written notice of delivery. 
He said that, in this case, he was of the opinion that the carrier 
was entitled to notify the consignee of its inability to deliver 
because of conditions for which it was not responsible, or due 
to the consignee, which might include delay in customs, and 
that consequently, on the point raised, the informal ruling was 
that constructive placement notice might be served before cars 
were cleared from customs, if there was an accumulation of 
cars on the consignee’s private siding. He said that it had been 
brought out that the Brantford Cordage Company had a private 
siding. 


FLAVELLE TALKS OF MERGER 


Sir Joseph Flavelle, who was chairman of the first Canadian 
board of the Grand Trunk Railway, and is generally recognized 
in Canada as an authority on the railway question, in an address 
at Toronto, September 23, on Canada’s railways, said the immi- 
gration, as providing more work for the people and more tonnage 
for the railways, would automatically stop the drain the railways 
were making on Canada. Dealing with the proposal to merge 
the two railways, he said: 


If Parliament were to accept the Senate solution of the rail- 
way problem and put it in force, there would unquestionably be 
an early reduction and ultimate elimination of the yearly deficits 
and an important decrease in annual capital expenditure. Its 
penalty would be found in the inevitabale deterioration in quality 
of service and in the interpretation of public requirements by a 
monopoly. Competition has many unlovely qualities, yet it com- 
pels powerful corporations to supply well-considered and effective 
service in order to secure public support. Parliament and the 
country must determine whether the burden of the annual 
charges on the country for the operation of the Canadian Na- 
tional system, as presently administered, and the fear that they 
will continue, should be sufficient reason for an amalgamated sys- 
tem, which, presumably, for all time will impose upon the country 
the inevitable weaknesses associated with a monopoly. 


CANADIAN RAILWAY UNION MERGER 


The Canadian Brotherhood of Railway Employes, at its re- 
cent convention in Toronto, indorsed the proposal for the amal- 
gamation of all railway labor organizations into one composite 
industrial union. While the amalgamation would include na- 
tional and international unions, officers of the brotherhood 
stated that their indorsation carried with it an understand- 
ing that Canadian railway workers would have complete 
autonomy in all matters of direct concern to them, cooper- 
ating with United States railway workers in affairs of com- 
mon interest. To give practical effect to the amalgamation pro- 
posal, divisions were authorized to participate with units of 
other unions in the formation of local and district amalgamation 
committees. Such committees will establish more intimate con- 
tact between members of the various brotherhoods and, by work- 
ing together on matters of general interest, will pave the way 
for a permanent merger. 

It was resolved to request from the railway managements 
limited annual passes for employes with five or more years’ 
service. 


CANADIAN FLOUR AND GRAIN EASTBOUND 


The hearing in the application of the Millers’ Association, 
before the Board of Railway Commissioners, for a reduction of 
rates on flour and grain eastward, to meet American competition, 
was concluded on October 2. The millers argued that the rate 
of 18144 cents per hundred from Port Colborne to New York was 
unfair and should be reduced to 16% cents, or 70 per cent of 
the Chicago-New York rate. Frank Watson, for the Canadian 
National Railways, said the millers were not suffering under 
the existing rates. The export of flour had risen from 6,886,000 
barrels in 1920 to 12,000,000 barrels in 1924. In 1924 United 
States exports of flour to the United Kingdom were only 1,451,- 
000 barrels, while Canada had exported 4,252,000 barrels there. 
Regarding the application for a reduction of the Port Colborne 
to New York rate, he feared that it would lead to a reduction 
in the rate to Canadian ports, which was already low. Mr. 
Flintoft, for the C. P. R., said a reduction in the rate would 
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throw the present flour rate out of range. All other rates 
would have to be changed, as the present rates, fixed in 1924, 
were designed to put all the lake and bay milling points on an 
equality. 


CANADIAN PACIFIC EXTENSIONS 


In an address at Vancouver on his western tour, President 
Beatty of the Canadian Pacific went further into detail regard- 
ing proposed railway extensions in the Peace River district. He 
said that any such enterprise should permit development of the 
greatest possible area between Alberta and the coast. While 
some of the proposed cut-offs, such as that at Brule, would pro- 
vide reduced mileage, he did not think they were feasible, as not 
affording development of the maximum area. He thought con- 
nection by the Pine or Peace passes more desirable. He said 
that much of Canada’s railway problem had been incurred by 
building prematurely and in the wrong place, and he did not 
excuse his own company from mistakes in this connection, al- 
though he would not admit they had made many. 


CANADIAN PACIFIC EARNINGS 


The statement of earnings and expenses of the Canadian 
Pacific Railway for the month of August show net profits at the 
highest figure for an August since 1916. Net profits for the 
month were $4,181,781 as compared with $3,168,590 for the cor- 
responding month last year, an increase of $1,013,190. Gross earn- 
ings for the month show an increase of $1,097,027, while working 
expenses increased $83,836. 

This showing, coupled with that of July, has reduced the 
decrease in net profits for the eight months of the fiscal year 
to $529,934. Gross earnings for the eight months show a de- 
crease of $8,099,699 when compared with the same period last 
year, while working expenses for the same period were reduced 
by $7,569,764. Gross earnings, working expenses and net profits 
for August and the eight months were as follows: 


August 1925 1924 
NUN Beha rosa kw Gas cs ign Soe la Torso ahg Pete eNS ON $15,421,148 $14,324,121 
NIN WIN oid oe cone Sia wo oe a 99.0 hewn cece Ore 11,239,367 11,155,530 

—_—_——_ —  -t— 
DU Ned ues isis cats Stieie/e- RUDI eine wa ONE $4,181,781 $3,168,590 

8 Months— 

NR ei iaice iced Sie ais ui sing Stas Shae ane kee $105,765,016 $113,864,715 
NS UNI aie) iAgrav enact d sreehetwlnn saree Chere oe 90,396,713 97,966,478 
—_—_—___ ny 

SE ea aa ie ee URN SRO OR MeN oe $15,368,302 $15,898,236 





TWO PHASE OIL ATTACK 


The Trafic World Washington Bureau 


A double-barreled attack upon rates on petroleum and its 
products has been filed by the Roxana Petroleum Corporation, 
No. 17471, Roxana Petroleum Corporation vs. Cleveland, Cincin- 
nati, Chicago & St. Louis et al. One phase pertains to the rates 
from the mid-continent field to destinations in Official Classifica- 
tion territory, except Illinois. The other pertains to rates from 
Roxana, Ill., to destinations in that territory. 

According to the complaint, the broad purposes of the com- 
plainant are to attack, as unjust, unreasonable, excessive, un- 
justly prejudicial and discriminatory, the rates assessed by the 
defendants on shipments of gasoline, kerosene, fuel oil, road oil, 
distillate and all other petroleum products from the complain- 
ant’s refinery at Roxana, to each and every destination in 
Indiana, Ohio, Pennsylvania, Kentucky, Virginia, West Virginia, 
Michigan, New York, New Jersey, Maryland, Deleware, Massa- 
chussetts, Rhode Island, New Hampshire, Vermont, Connecticut 
and the District of Columbia. 

Complainant has refineries at, and ships from Roxana, IIl., 
and Arkansas City, Kans. The complaint indicates that it con- 
siders the failure of the railroads to make rates from the mid- 
continent field to the east full combinations on the ‘Mississippi 
and the rates published by them May 25, 1925, to destination in 
Indiana, in obedience to the Commission’s order in No. 14087, 
constitutes the causes of the situation wherein the rates are as 
described, that is violation of the first three sections of the 
interstate commerce law. It considers that reductions from the 
mid-continent field to Indiana without like reductions from 
Roxana constitute unjust discrimination and undue prejudice 
to it. ‘ 

The complaint asserts that the usual, proper and reasonable 
basis of rates on all traffic in general, and upon petroleum and 
its products in particular, from so-called southwestern points, 
including refinery points in Arkansas, Kansas, Oklahoma, 
Louisiana, Missouri and Texas to the eastern destination terri- 
tory, is the combination of local rates to and from St. Louis, 
East St. Louis or other Mississippi river crossings, and that 
when the defendants: publish and maintain a rate preferential 
to the refiners shipping from points in the mid-continent field, 
and a proportional rate east of St. Louis and East St. Louis and 
other Mississippi river crossings, lower than the local rates 
applicable on movement originating at said crossing, they de- 
part from their general basis of rates and rate adjustment and 
create undue prejudice and unjust preference. 

The complainant alleges that the carriers performs prac- 
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tically the same service, on shipments from the mid-continent to 
Indiana, east of the Mississippi as they perform on shipments 
originating at Roxana and that when they made no reductions 
from Roxana to correspond with reductions from the mid-con- 
tinent, to Indiana, they violated the rule of the law against 
unjust discrimination and undue prejudice. 

An effort was made, by means of a conference, held in Wash- 
ington in June, to iron out the situation caused by the decision 
requiring the carriers to reduce rates from Group No. 3 in 
the mid-continent field to destinations in Indiana. The effort 
failed and the complaint filed by the Roxana Corporation is 
regarded as an outcome of that failure. 





Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 

roblems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


Interest on Overcharge Collected by Canadian Carrier 

Utah.—Question: Will you please advise if Canadian carriers 
are required to pay interest on overcharge claims? If so, will 
appreciate your quoting us authority. 

Answer: In Conference Ruling 489, the Commission states 
that interest on an overcharge accrues from the date of its col- 
lection by the carrier. 

However, based upon the opinion of the Commission in 
International Nickel Co. vs. Director General, 66 I. C. C. 627, 
it seems apparent that under the views held by the Commission 
at the present time, the Commission has no jurisdiction in the 
matter. In this case the Commission said: 


In view of the variance of opinion entertained with respect 
to our jurisdiction in the premises, it seems desirable that our 
ruling in this case, which is fairly characteristic of those pre- 
senting the same issue of law, should be reviewed by the courts 
in order that the extent of our jurisdiction may be judicially 
established for our guidance in similar cases as they may arise. 


As to the recovery of the amount of an overcharge col- 
lected by a Canadian carrier, together with interest, by means 
of an action in court, we locate no decisions. 


Limitations—Recovery of Overcharges 
Texas.—Question: Will you kindly give us a ruling in re- 
gard to the limitation which at the present time applies to over- 
charge claims? 


Answer: Subdivision (c) of paragraph 3 of sect’on 16 of 
of the interstate commerce act provides: 


For recovery of overcharges action at law shall be begun or 
complaint filed with the Commission against carriers subject to 
this act within three years from the time the cause of action 
accrues, and not after, subject to subdivision (d), except that 
if claim for the overcharge has been presented in writing to the 
carrier within the three-year period of limitation said period shall 
be extended to include six months from the time notice in writing 
is given by the carrier to the claimant of disallowance of the 
claim, or in part or parts thereof, specified in the notice. 


An overcharge on an interstate shipment may be recovered 
from a carrier either by the bringing of a suit in a court of law 
or by complaint filed with the Interstate Commerce Commission, 
the statutory period of limitation being as above stated. 

As to an intrastate shipment, the statutes of limitation of 
the several states govern the time within which an action there- 
for may be brought. 


Demurrage—Liability of Consignee for, Where Accruing During 
Controversy with Carrier Relative Disposition Damaged 
Shipment 
Kansas.—Question: Car of coal was shipped. Car became 

bad order and was transferred to another car. Upon arrival 

at destination, customer refused car on account of breakage in 
transferring. Destination line was notified that consignee would 
not accept car and was requested by the railroad company to 
make disposition of coal and file claim for loss. During the 
time the matter was being handled between the interested parties 
demurrage accrued, which the railroad company refused to waive. 

Kindly cite rulings of the Interstate Commerce Commission in 

similar cases and advise if consignee can recover amount of these 

demurrage charges from the railroad. 

Answer: The Interstate Commerce Commission has held 
that, under the provisions of the Uniform Demurrage Tariff, 
demurrage charges accruing as a result of the consignee’s re- 
fusal of a damaged shipment cannot be refunded by the carriers. 
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See Buchanan Coal Co. vs. C. R. I. & P. Ry. Co., Unreporteg 
Opinion 2018. See, however, Davis vs. Clement Grain Company 
251 S. W. 545. : 

See also, in this connection, St. L. & S. F. Ry. Co. vs. Drey. 
fus, 132 Pac. 491; Holloman vs. Sou. Ry. Co., 90 S. E. 292, ~ 


Accord and Satisfaction 


Tennessee.—Question: We have several claims filed with 
various railroads on “cottonseed hull fiber or shavings, other 
than bleached or dyed.” These carriers contend that the com. 
modity shipped was in fact “cotton linters.” The rate as chargeg 
by these carriers and which was intended by them to apply on 
cotton linters is considerably in excess of the cotton linter 
rate, due to clerical errors. 

These carriers have offered to mail us checks on the basis 
of the correct rate applying on “cotton liners.” We are very 
positive in our position that the commodity was “cottonseed hul] 
fiber or shavings, other than bleached or dyed,” and it is our 
intention to file suit against these carriers for payment of our 
claims in full as filed, plus interest. However, if we were to 
accept their checks as offered to us on the cotton linter basis 
we could collect several hundred dollars which the carriers agree 
is due us. 

We are familiar with the fact that the carriers cannot collect 
freight charges in excess of the rates legally published and on 
file with the Interstate Commerce Commission, but our case 
does not seem to be a matter of application of rates; on the 
other hand, it is a matter of commodity description. If we ac- 
cepted carriers’ checks refunding us down to the proper basis 
applying on “cotton linters” wouid we waive our rights in going 
before the Commission or the courts in an effort to collect addi- 
tional amounts on each claim on the basis of the “cottonseed 
hull fiber or shavings” rate? 

Answer: Whether or not your acceptance of a check from 
the carrier would bar a recovery through suit of a further amount 
from the carrier would very probably be held to turn upon the 
question of whether the acceptance of the amount represented 
by the carriers’ checks constituted what is termed an accord and 
satisfaction. 

An accord is an agreement whereby one of the parties under- 
takes to give or perform, and the other to accept in satisfaction 
of a claim, liquidated or in dispute, and arising either from con- 
tract or tort, something other than or different from which he 
is or considers himself entitled to, and a satisfaction is the 
execution of such agreement. Way vs. Russell, 33 Fed. 5; 
Creighton vs. Gregory, 75 Pac. 569; Judd vs. Arnold, 31 Minn. 
430, 18 N. W. 151; Cochenour vs. Reiser, 109 N. Y. S. 807. 

Where an accord has been executed it operates as a com- 
plete bar to an action on the original claim; or to a petition 
for the allowance of such claim in proceedings to wind up the 
affairs of the debtor who is insolvent, in the absence of fraud, 
mistake, or duress, or an express agreement to leave.some por- 
tion of the controversy outside the settlement, or unless the 
settlement is subsequently rescinded. If parties accept some- 
thing different from what they are entitled to, they are bound 
by the acceptance; and the matters involved in the settlement 
are not subject to be redpened by either party. Hemmingway 
vs. Stansell, 106 U. S. 399; Heavenrich vs. Steel, 57 Minn. 221, 
58 N. W. 982; Byrnes vs. Byrnes, 99 N. W. 426 (Minn.). 

An essential element to sustain an accord and satisfaction 
of an unliquidated or disputed claim by the giving and accept- 
ance of a less sum of money than that claimed, and nothing 
more, is a bona fide dispute or controversy. Here the consid- 
eration consists in the mutual concessions of the parties, and it 
may be added that it is the only consideration. However, it is 
obvious that a dispute or controversy is not an essential element 
of some forms of accord and satisfaction, as, for instance, an 
accord and satisfaction of a liquidated claim by the giving and 
acceptance of a smaller sum and some additional consideration, 
such as new security, payment before due, payment by a third 
person, payment of a less sum and costs, etc., or where property, 
or personal services, are accepted in satisfaction. 

To constitute a valid accord and satisfaction it is also essen- 
tial that what is given or agreed to be performed shall be offered 
as a Satisfaction and distinction of the original demand; that 
the debtor shall intend it as a satisfaction of such obligation, 
and that such intention shall be made known to the creditor in 
some unmistakable manner. It is equally essential that the 
creditor shall have accepted it with the intention that it should 
operate as a satisfaction. Both the giving and the acceptance 
in satisfaction are essential elements, and if they be lacking 
there can be no accord and satisfaction. The intention of the 
parties which is, of course, controlling, must be determined from 
all the circumstances attending the transaction. 

We can locate no opinion of the Commission which is di- 
rectly in point. However, see Griffen H. Deeves Lumber Co. vs. 
C. & N. W. Ry. Co., 19 I. C. C. 482; Eastman, Gardiner & Co. 
vs. Ill. Cent., 29 I. C. C. 95, and Chamber of Commerce, Houston, 
Tex., vs. International & Great Nor. Ry. Co., 32 I. C. C. 247. 


Proof of Loss or Damage 


New York.—Question: I wish you would review your an- 
swer to “Indiana,” page 602 of the September 12, 1925, Traffic 
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World, relative to a claim for concealed damage to a shipment 
of kitchen cabinets, as it seems to me entirely contrary to equity 
and law. We will suppose that the original shipping point was 
Chicago, Ill., and that a carload was shipped to the Bush Ter- 
minal Warehouse in Brooklyn, N. Y., was delivered to the carrier 
at New York in apparent good order and condition, was unloaded 
into the warehouse and later, we will say, was reshipped to 
Hartford, Conn., by another carrier. The goods were never un- 
acked or examined at the Bush Terminal Warehouse, were ac- 
cepted by the carrier at New York when destined to Hartford 
ag in apparent good order and condition, were carefully handled 
py them and delivered to the ultimate consignor or second con- 
signee at Hartford in apparent good order and condition, for 
which the carrier at Hartford held receipt without exception. 

Two contracts of transportation are involved, one from Chi- 
cago to New York, and the other from New York to Hartford, 
the two contracts being in accordance with the wishes of the 

ippers. 

as ah would be my understanding that the claimant must base 
his claim on either one contract or the other; that if he bases 
it on the contract from Chicago to New York, he must show 
that the damage occurred before delivery at Bush Terminal and, 
if he selects the contract from New York to Hartford, then he 
must prove that the goods were in good order and condition at 
the time of delivery to the carrier. 

In your answer you contend that as the bill of lading was 
signed in apparent good order and condition, that this is prima 
facie evidence of the fact, and that it is for the carrier to prove 
that the condition was other than good order. 

It would be my contention that, in view of the clear record 
of the carriers, the burden of proof would rest upon the claimant 
to show when and where the damage in question occurred. 

In the absence of proof to the contrary, will you kindly tell 
me why the carrier from New York to Hartford should be pe- 
nalized for a damage that might just as well have occurred 
days and weeks before the shipment was in their hands? 

Answer: We believe the difference of opinion arises from 
the fact that our answer does not make clear the fact that the 
statement in the bill of lading that goods were received in appar- 
ent good condition is prima facie evidence only as to that fact, 
and not that the goods were actually in good condition at the 
time they were delivered to the carrier for transportation. That 
is, such a statement relates only to external conditions, and 
does not make out a prima facie case against the carrier with 
reference to damage not apparent. The recital of good condition, 
or apparently good condition, does, however, make out a prima 
facie case against the carrier that the goods were in apparently 
good condition so far as ordinary inspection without opening 
the package would disclose, the burden of proof being on the 
carrier to show that the goods were not in such apparently good 
condition when received by it for transportation. 

While we appreciate the point you make, we do not agree 
with you that the burden is upon the shipper to show when and 
where the damage occurred by reason of the fact that goods 
which are shipped from a distributing point have had a prior 
movement by freight, except in the sense that if he brings an 
action against the carrier which handled the shipment from the 
distributing point he must show that it did not occur prior to the 
delivery to that carrier for transportation from the point of 
distribution. In fact, we see no difference betweeen the ship- 
ment of such goods and any other shipment of goods, for in- 
stance, goods which are shipped from the point of manufacture, 
other than that the shipper would have more difficulty in showing 
that the goods were not in good condition when delivered to 
the carrier where the shipper does not, by reason of the fact 
that the goods have not been unpacked subsequent to their 
transportation to the point of distribution, have positive knowl- 
edge of their condition and can only show this by testimony 
as to the condition of the packing, etc., and their care after hav- 
ing been delivered by the carrier which transported them to the 
distribution point. 

In other words, the fact that the goods have had a prior 
movement by freight and have not been unpacked at the dis- 
tribution point does not affect the rule that the statement in 
the bill of lading that goods received in apparent good condition 
is prima facie evidence of this fact, but only increases the diffi- 
culty of showing that the goods were in good condition when 
delivered to the carrier. 

Freight Claims—Liability of Consignor Where Carrier Erro- 
neously Refunds More than Amount of Overcharge Collected 

California.—Question: Kindly refer to your August 22 issue 
of The Traffic World, page 436, under the above caption, which 


question was answered in the August 1 issue, page 270, in con- ° 


nection with shipment upon which carrier overcharged consignee 


$3.80 and later paid overcharge claim to consignee through error’ 


$30.80, instead of $3.80, and you claim that carrier can collect 
from consignor account consignee out of business. In your an- 
swer in August 22 issue, last part of the last paragraph on page 
438, you state: 


That there is no difference in principle between a case where 
the carrier in the settlement of a claim for ovrcharge with the 
consignee erroneously applies the applicable tariff and a case 
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general traffic matters in the office or must be able to go on the road 
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business. If you are willing to work hard, have the ability, and $1,000 
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where it delivers the shipment without collecting the full amount 
of its freight charges at the time of delivery, by reason of an 
erroneous application of its published tariff, it seems somewhat 
difficult to exclude from this class an instance where, through 
an error, not, it is true, of tariff application, but of bookkeeping, 


but nevertheless an error, it collects from the consignee less than 
its full tariff rate. 


I wish to state that the carrier did not collect less than its 
full tariff rate on shipment in question, but overcharged con- 
signee $3.80 and, through an error, refunded $30.80. 

I am unable to see any evidence of a bookkeeping error, as 
you state, due to the fact that overcharge claims do not pass 
through the books until after refund is made. These claims 
are kept on file until sufficient evidence is proven that over- 
charge exists, whereupon voucher is drawn, and in this case, if 
voucher was drawn for $30.80 instead of $3.80 and check for 
$30.80, it would be a typographical error and I do not see how 
any court could authorize a carrier to collect from a consignor 
for a freight agent’s mistake. 

I wish you would kindly reconsider the answer and if you 
still insist that you are correct, please give us something more 
sound to stand on. 

Answer: In answering the question to which you refer we 
used the term, “bookkeeping,” in the broad sense of the car- 
rier’s relations with the shipping public in the tender by the 
shipper and receipt by the carrier of freight charges, including 
the settlement of overcharge claims and, while it is true that 
in the first instance the carrier collected the full amount of its 
freight charges, yet before the transaction between the consignee 
and carrier with respect to the shipment in question had been 
completed, the carrier had in effect collected the sum of $27 
less than the full amount of its freight charges. Had this situa- 
tion been the result of an error in the application of a tariff, it 
is clear that, unless the consignor had availed himself of the 
provisions of section 7 of the bill of lading, he would, you will 
no doubt admit, be liable for the amount. However, by reason 
of the fact that a different kind of error resulted in the carrier 
being outstanding the sum in question, you take the position 
that the amount cannot be recovered from the consignor. The 
basis for this conclusion must then be that the liability of the 
consignor in a given case is dependent upon what kind of error 
the carrier makes in its endeavor to collect its charges from the 
consignee. There may be ground for this distinction, but, as 
we stated in effect in our answer on page 437 of the August 
22, 1925, Traffic World, it seems to us rather difficult to draw 
a distinction which will permit a recovery by the carrier in one 
instance and not in the other. 


Stop in Transit—L. C. L. Shipment—Service May Not Be 
Accorded Except Under Tariff Authority Therefor 


Georgia.—Question: Is it permissible to stop less than car- 
load shipments in transit by surrending the bill of lading and 
paying charges from points of origin to the point at which the 
shipment is stopped and delivered? 

In the event, it is permissible to stop less than carload 
shipments short of the billed destination, would the correct 
amount of charges collectible by the carrier be the rate from 
point of origin to billed destination or from point of origin to 
point at which the shipment was actually stopped and delivered? 
Please quote authority. 

Answer: With respect to the diversion or reconsignment of 
less-than-carload freight see our answer to “New York,” on page 
488 of the August 29, 1925, Traffic World, under the caption 
“Reconsignment—Liability of Carrier for Failure to Observe 
Shipper’s Instructions.” 

While a stop in transit may not be strictly a reconsignment, 
it does contemplate a change in destination and the rules relating 
thereto are carried in the reconsigning tariff. Unless the stop 
be one under what in law is termed the right of stopping in 
transit, based upon the insolvency of the buyer, existing unknown 
to the seller at the time of the sale, or arising thereafter, whereby 
the seller regains possession of the goods and acquires a lien 
thereon for the unpaid purchase money, it may not be accorded 
by a carrier except that there be tariff authority therefor, and 


that the charges on the shipment be assessed in accordance with 
the tariff provisions. 


Freight Charges—Liability of Consignor and Receiver of 
Consignee 


New York.—Question: Order is placed with our firm for 
a shipment of waste paper, which is shipped, and arriving at 
destination we are advised by the railroad company, delivery 
is refused; company is bankrupt and in the hands of receiver. 
We immediately wire and confirm message to receiver, asking 
him to take delivery. This he refuses to do. Goods are stored, 
and upon our orders are eventually returned to us. In the mean- 
time storage charges have accrued. Who is responsible for 
freight and storage charges, shipper or receiver for bankrupt 
consignee? 

Answer: Ordinarily the person from whom the goods are 
received for shipment assumes the obligation to pay the freight 
charges; and his obligation is ordinarily a primary one. The 
shipper is presumably the consignor; the transportation ordered 
by him is presumably on his behalf; and a promise by him to 
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pay therefor is inferred. L. & N. R. Co. vs. Central Iron ¢ Coal 
Co., 265 U. S. 59. 

Therefore, unless it be shown, by the bill of lading or othe, 
wise, that the shipper of the goods was not acting on his own 
behalf and that this fact was known to the carrier or the Shipper 
avails himself of the provision of Section 7 of the Uniform pi) 
of Lading, the consignor may be held liable for the amount of the 
freight charges. 

With respect to the obligation of a receiver to accept goods 


shipped under a contract of sale, Section 80, 23 Ruling Cage 
Law provides: 


As a general rule a receiver is not bound to adopt or Perform 
the executory contracts of the estate which is being administereg 
if in his opinion it would be unprofitable or undesirable to do g9 
unless such contracts create a lien on the property. Sunflower 0jj 
Co. vs. Wilson, 142 U. S. 313; U. S. Fruit Co. vs. Wabash Western 
R. Co., 150 U. S. 287; Union Trust Co. vs. Curtis, 105 N. B. 569. 
Peabody Coal Co. vs. Nixon, 226 Fed. 20. : 


Duty of Carrier to Furnish Suitable Facilities for Receiving ang 
Delivering Freight 


Ohio.—Question: Due to the embargo situation now existing 
we are unable to get any less-than-carload shipments through to 
Miami, Florida, and a considerable number of less-than-carloaq 
shipments that were accepted by the railroads here, before 
placement of embargo, are in transit, some of them being held 
in freight cars and others are held by the steamer companies 
owing to their inability to unload the cars and ships at Miani. 
We are not advised as to the exact reason for this, although we 
understand the congestion resulted from the fact that consignees 
have failed to accept less-than-carload shipments after unloading 
from freight cars and steamships at Miami, necessitating storing 
of the merchandise in the warehouses of the railroad and steam. 
ship companies. In the meantime, we are unable to get any 
shipments to our Miami distributor, who consequently is losing 
a great deal of business each day. While the situation is un- 
usual, it appears to us that the transportation companies are 
liable for the losses occasioned by this situation, due to fact 
that they have not provided ample warehouse space to store all 
of the shipments accepted by them for transportation, until such 
time as the owners secure them. 

Kindly let us have your advice in this respect. 

Answer: It is the duty of a carrier to provide adequate 
freight houses or depots for receiving freight for shipment or for 
holding it for delivery. Zakezewski vs. G. N. (Minn.), 145 N. W. 
801; Lockland vs. Chcago, etc., R. Co. (Mo.), 74 S. W. 505; State 
vs. Republican Valler R. Co., (Neb.), 52 Amer. Rep. 424; Flint 
vs. Boston, etc., R. Co. (N. H.), 59 Atl. 938; Joynes vs. Pa. R. Co, 
(Pa.), 83 Atl. 1016; Ill. Cent. vs. Cobb, 64 Ill. 128. 

In Joynes vs. Penna. R. Co., 83 Atl. 1016, it was held that 
when a carrier seeks to excuse failure to meet the demands for 
facilities made upon it in a particular case by showing adequacy 
of facilities under ordinary circumstances and extraordinary 
demands in the case in question, a question of fact is raised, 
since the law has no fixed standard for the measure of duty in 
such case; that a carrier is bound to do all that is reasonable 
and use all reasonable means by increasing the number of its 
tracks and warehouses to accommodate its increased business; 
that when an emergency arises and a carrier unexpectedly has 
more business than it can accommodate, and it receives goods 
without notice to the shipper of the probable delay, and fails 
to obtain his assent, express or implied, to the delay, it is bound 
to transport the goods within a reasonable time, notwithstanding 
the emergency; that where a railroad permitted produce dealers 
to unload cars in a produce yard and allowed them two free days 
for that purpose, and time thereafter on demurrage, a dealer 
whose potatoes were delayed in an outer yard until they rotted 
is entitled to have a jury determine in his action for damages 
for the detention whether the railroad had done all it could to 
provide sufficient facilities in the outer yard, and it was improper 
to instruct that, if he and the other dealers helped to block 
the yard with their cars after expiration of the free days, there 
could not be a recovery. 

The following statement, in the case of Illinois Central 


R. R. Co. vs. Cobb, 64 Ill. 128, is a definite statement of the law 
with respect to this question: 


Where delay occurs in the transportation of goods in con- 
sequence of a lack of cars or other facilities, the company is liable 
for the delay unless it can show good cause therefor. A railroad 
company is bound to do all that is reasonable, and to use all 
reasonable means by increasing the number of its tracks and 
warehouses to accommodate its increased business, and whether 
it has done this in a given case is a question for the jury. 


If the carrier’s warehousing facilities at the point named 
above, at the time the shipments in question were accepted for 
transportation, were adequate to accommodate the traffic which 
was maving to that point, when taking into consideration the 
delay which ordinarily occurs in the delivery of less than car- 
load shipments, the carrier cannot, in our opinion, be held liable 
for delay to your shipments. If, however, when taking into 
consideration the increased traffic to this point, the carrier has 
not provided warehouse facilities which will take care of ship- 
ments in the customary manner and has not taken such steps 
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to relieve the situation as were possible, such as placing goods 
which were not accepted within a reasonable time in public 
storage, if available, the carrier can, in our opinion, be held liable 
for injury which can be proved to be the result of the carrier’s 
negligence in the matter. 


Routing and Misrouting—Carrier Not Required to Turn Shipment 
Over to Competing Line 

New York.—Question: We recently had a small shipment of 
knit goods shipped from A, N. Y. (one of our landings), to B, 
Tenn., bill of lading routed X S. S. Co., c/o Y. R. R., c/ ZR. R. 
at C, Md. 

Upon arrival at D, N. Y., we forward from D via the W. R. R., 
Y. R. R., Z. R. R. at C, the W. R. R. making connection with 
the Y. R. R. 

Consignees have filed a claim with the shippers for an 
overcharge account misrouting, claiming that shipment should 
have been forwarded all rail from A, N. Y., the rate being lower. 
In turn the shippers have filed claim with us for the overcharge, 
which we declined, claiming that we forwarded as routed on bill 
of lading. Shippers insist that we are liable as it was the duty 
of agent at A, N. Y., to notify them that we had no through rates 
in connection with lines over which shipment moved. 

Will you please favor us with your opinion? 

Answer: The Commission has held that the shipper should 
give his shipment to the carrier that has at that time, the lowest 
published applicable rate, and failing to do this, he should not 
expect the Commission later to authorize refund for the pur- 
pose of equalizing the rate of the line to which he gave his 
business with the lower rate of a competing line which he might 
have used. Swift & Co. vs. C. & A. R. Co., 16 I. C. C. 426. 
See also Paragould Lumber Co. vs. Mo. Pac. Co., Unreported 
Opinion No. 485 and Colorado Bedding Co. vs. C. B. & Q., 18 
I. C. C. 403, in which the Commission holds that there is no 
duty imposed upon the carrier to which a shipment is tendered 
to turn the shipment over to its competitor. The fact that there 
is no joint through rate applicable via the route the shipment 
moved, does not, in our opinion, affect the situation. See also 
Laclede-Christy Clay Products Co. vs. Mo. Pac. Ry. Co., Un- 
reported Opinion No. A-780. 


Delivery by Carrier—What Constitutes 

Ohio.—Question: We consigned a car to a team track and 
the consignee accepted it immediately upon arrival. They were 
unable to finish unloading the car on the first day and it remained 
on the team track until the following day when unloading was 
completed. During the night some of the material was stolen 
from the car. 

Kindly advise who is responsible for the loss. Our con- 
tention is that the carriers are responsible for any loss while 
car remained on their team track. 

Answer: With respect to deliveries on carrier’s team tracks, 
the opinion of the Supreme Court of the United States in 
Michigan Central R. R. Co. vs. Mark Owens, 256 U. S. 427, def- 
initely fixes the liability of the carrier as that of a carrier and 
not a warehouseman for a period of forty-eight hours after the 
first 7 a. m. after notice of arrival has been sent or given the 
consignee, and this notwithstanding the fact that a consignee 
may have begun the unloading of the goods within that period 
of time. The Supreme Court held in this case that until all of 
the goods have been taken from the car the liability of the 
carrier as such continues for the forty-eight hour-period after 
which time its liability is that of a warehouseman, and as such 


it is liable only for negligence, the burden to prove which is 
upon the owner. 


Rates—Applcation of—Water-and-Rail Transportation 

New York.—Question: On a less carload shipment between 
New York City and Key West we were assessed combination 
class rate according to tariffs on file with Interstate Commerce 
Commission by the steamship line operating between New York 
City and Jacksonville, Fla., and rail Jacksonville to Key West. 
At the same time the steamship line had in effect and on file 
with the United States Shipping Board less carload commodity 
rates between New York City and Jacksonville lower than the 
class rates on file with the Commission. 

Will you please advise if we are entitled to combination of 
Shipping Board commodity rates to Jacksonville plus the rail 
class rates from Jacksonville to Key West instead of the com- 
bination of class rates by two different tariffs on file with the 
Interstate Commerce Commission. 

Answer: While we can locate no case directly in point it is 
our opinion that if a shipment moves via a water and rail route 
under a common arrangement for continuous carriage, as for 
instance, on a through bill of lading, the rates of the carrier by 
water on file with the Interstate Commerce Commission must be 
assessed instead of the port-to-port rates of that carrier. 

See, however, in this connection, In the Matter of Juris- 
diction Over Water Carriers, 15 I. C. C. 205; Chrome Steel 
Works vs. New York & New Jersey Steamboat Co., 51 I. C. C. 
726; Southern Pacific Company Ownership of Atlantic Lines, 
43 I. C. C. 168 (179). In the latter case the Commission said: 

There are no through rates from interior Atlantic seaboard 


points via the Morgan line to Galveston. The Morgan line, in con- 
nection with its port to port rates from New York to Galveston, 
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absorbs the rail rates from certain interior points to New Yo 
but these port to port rates are not filed with the th, 


> Commisgsj 
The record shows that it is not uncommon for rail carriers" 
receive shipments at interior points in Atlantic seaboard territon 


billed by the shipper, care of the Morgan line, to a consignee 
Galveston. Such shipments are carried by the rail carrier to No 
York, there delivered by the rail carrier to the Morgan line po 
then carried by the Morgan line direct to Galveston. An oflen 
of the petitioner stated that interior shippers were adviseq a 
to bill their shipments through to Galveston in this manner ani 
that whenever possible the Morgan line issued its 


own 
port bill of lading to the shipper. This official also urged ryt. 


tification of the practice that there was no arrangement 


i é € betw 
the rail carrier and the Morgan line for continuous carriage. tt 
clear that there is frequently no actual or constructive interye,, 


tion of the shipper or his agent at the port of New York in pe 
cases. It is also clear that the rail carrier issued a through jj 
of lading and that the water carrier receives the shipme 


- - nt di 
from the rail carrier and transports in accordance with the direc: 
tions the shipper gave to the rail carrier. Under these circum. 


stances there seems to be no room for doubt that such shipments 
are continuous shipments carried under a common arrangement be. 
tween the carriers. Shipments of this character clearly appeg; 
to be through shipments subject to the provisions of the act to 
regulate commerce and the failure of the Morgan line to file its 
rates applicable upon such shipments appear indefensible. ; 


Routing and Misrouting—Balance of Through Rate in Bill of 
Lading from Transit Point 


Arkansas.—Question: Kindly give us your interpretation of 
Interstate Commerce Commission Conference Ruling No. 474¢ 
reading in part as follows: 


The obligation lawfully rests upon carrier’s agent to refrain 
from executing a bill of lading which contains provisions that 
cannot lawfully be complied with, or provisions which are con- 
tradictory and impossible of execution. 


Would this apply to a shipment reshipped at a transit point 
destined to a point on a foreign line to which there are no 
through transit rates in effect from point of origin via transit 
point? To illustrate: Originating station is located cn carrier A: 
transit station is located on carrier B and destination is located 
on carrier C. Through rate is published in connection with the 
carrier’s named but transit privilege is not allowed at points 
located on carrier B from points located on carrier A to points 
located on carrier C. Agent executes a bill of lading carrying the 
balance of the through rate at transit point from point of origin 
to destination thus executing a bill of lading carrying provisions 
that cannot lawfully be complied with. 

Please advise if this ruling would cover cases of this kind. 

Answer: If, as we understand, the rate or balance of the 
rate which was shown in the bill of lading is not applicable via 
any route out of the transit point, there could, in our opinion, be 
no misroute, under the provisions of Conference Ruling 474-C, 
even if we consider that the showing of the balance of a through 
rate in the billing out of a transit point constitutes a routing of 
the shipment, as to which point we can locate no opinion of 
the Commission. 

Therefore, while the carrier may be guilty of the mis- 
quotation of a rate, this does not constitute a basis for an award 
of reparation by the Commission. 


Long and Short Haul—Rule 77 


Texas.—Question: Shipments moved from point A to point B 
over an unauthorized route and the lowest combination of local 
rates was assessed, which was 491% cents per one hundred 
pounds. The applicable rate over authorized routes was 67% 
cents per one hundred pounds. At the time shipments moved 
there was a rate of 4114 cents in effect to a more distant point 
on same line, point B being intermediate. Subsequently, this 
rate of 41144 cents has been established to point B via all routes 
formerly authorized for the 671%4-cent application, but has not 
been authorized over the route which the shipments moved. 
Are we entitled to reparation down to the 41%4-cent rate that has 
subsequently been established on one day’s notice under Rule 77? 
If not, what would our rights have been had the shipment moved 
over authorized routes and the through rate of 6714 cents been 
assessed instead of the combination of locals that resulted from 
misrouting? 

Answer: The Commission has held in several cases that the 
publication of a rate to a certain point subject to Rule 77 is 
tantamount to an admission by the carriers that the higher rate 
to an intermediate point was unreasonable and that a previous 
request for the establishment of the lower rate to the inter- 
mediate point is not a condition precedent to the awarding of 
reparation. Du Pont de Nemours & Co. vs. Director General, 
55 I. C. C. 247; Standard Asphalt & Refining Co. vs. Director 
General, 66 I. C. C. 611. 

The fact that shipments move via a lower rated route than 
the route or routes over which the through rate applies does 
not constitute a misroute for the reason that it is the duty of a 
carrier to forward a shipment via a route over which a com- 
bination rate applies in the event that the rate over that route 
is cheaper than that via the route or routes over which the 
through rate applies. See Chattanooga Implement & Mfg. Co. 
vs. L. & N. R. R. Co., 40 I. C. C. 146 and United Kansas Portland 
Cement Co. vs. Mo. Pac. Ry. Co., Unreported Opinion No. A-321. 

Unless point B is intermediate to the point which is subject 
to Rule 77 via the route over which the shipments moved, the 
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The Houston Oil Terminal 
Company 


This concern renders a valuable 
service to the Port of Houston. In 
this small space it is impossible to 
tell the story —but, we have pre- 
pared a booklet which puts before 
you the functioning of THE HOUS- 
TON OIL TERMINAL COMPANY 
in graphic form. The book is FREE 
to all purchasing agents interested 
in fueling at the Port of Houston 
and to all others who are interested 
in any phase of the Oil industry. 


Send for it. 
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P. S. EUSTIS, Passenger Traffic Manager 
Burlington Route 
547 W. Jackson Blvd. 
Chicago 

















INTERCOASTAL SERVICE 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Oakland, Portland, Seattle, Tacoma 
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New York Baltimore 





PIL. ccccweweeee ciewewene | | Skeaieniaes Oct. 13 
CE ccsrcelgpewsineic Oct. 17 Oct. 23 Oct. 27 
SS Oct. 31 Nov. 6 Nov. 10 
Scio iera.eie essai lave Nov. 14 Nov. 20 Nov. 24 
_. | Eee en Nov, 28 Dec. 4 Dec. 8 









Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No.5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment at 

Les Angeles Harbor without transfer charge, also to all ports ef 

in Oregon, Washington, British Columbia, Alaska and the 
r 







Joint Service with 
HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG 








x*ALBERT BALLIN...Oct. 15 xtCLEVELAND ...... Nov. 12 

xxfTHURINGIA ....... Oct. 22 xx}WESTPHALIA ....Nov. 19 

x*DEUTSCHLAND ....Oct. 29 x*ALBERT BALLIN. .Nov. 26 
MONTPELIER ..... “Nov. 5 xxftTHURINGA ........ Dec. 


¢Cabin and Third Cabin Passengers. ‘*First, Second and Third 
Class. xxCalls at Cohn (Queenstown). xCalls at Cherbourg and 
Southampton. Loading Pier 86, North River, Foot of West 46th St. 






PHILADELPHIA TO BREMEN AND HAMBURG 
LEGIE (via Baltimore and Hampton Roads) 







ee wee essere eeees 


BALTIMORE TO BREMEN AND HAMBURG 


MONTPELIER (Hamburg only, via New York)........... Oct. 24 
LEGIE (via Hampton Roads) ........cccecccccsceccveceees Nov. 28 
















NORFOLK AND NEWPORT NEWS TO BREMEN 


NEW ORLEANS TO BREMEN AND HAMBURG 
ecccccccccccces seseccccccceccee Second half of October 





ALSO DIRECT FREIGHT SERVICE FROM U.S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 
Thsoug Dalle of teding, vie Mates 00 LANDES, BUS. EEEE, 


DUNDEE and all Scandinavian, Baltic, Mediterranean, 
Levant and African Ports. 


Gunn Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 
CHICAGO, 327 South La Salle Street..........Phene Wabash 4891 
BRANCH OFFICES: 


PITTSBURGH .......eeccccceccccees -. 4128 Jenkins Arcade Bldg. 
CLEVELAND ........ccecccccccccsseccecs 1003 Rockefeller Bldg. 
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BAVA Me cccccccccotes REA 58 SS M. J. Hogan & Co., Ine. 
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principle of the above referred to cases is not, in our opinion, 
applicable. 

However, had the shipments moved via a route over which 
point B is intermediate to the point subject to Rule 77, an 
award of reparation would follow from the filing of a complaint 
with the Commission praying therefor. 


Routing and Misrouting—Conflict Between Rate and Route Re- 
sulting From Specification of Rate in Bill of Lading Con- 
flicting with Verbal Routing. 

Texas.—Question: We issued a lading on a shipment and in 
this lading we inserted in the route “Carriers Route” and also 
showed in the rate column a rate that was applicable over a 
certain route. We called the General Agent of the carrier by 
phone and asked whether or not he would let our shipment move 
over a certain route, which request was made prior to his signing 
the lading covering the shipment. The route we requested was 
honored by the carrier and moved over such route, although the 
routing was not inserted in the original or memorandum lading. 
It developed later that the rate we inserted in the lading did 
not apply over the route we requested by phone and the carriers 
contend that the correct rate applicable should be the one via 
the route the car moved and as requested by us over the phone. 

In view of the fact that the lading showed “Carriers’ Route 
and such route was not shown in the lading whatsoever, and 
also showed the rate over a certain route, we ask whether or not 
our rate should be protected as inserted. 

Our contentions are that where we did not have the authority 
to insert the routing verbally requested, according to the transit 
tariff, and that we showed a rate that was in effect, the general 
agent signing the lading should have called such facts to our 
attention that the route we requested was not protected by the 
rate as shown by us. 

Answer: We can locate no opinion of the Commission which 
deals with a situation similar to the instant one. 

However, based upon the findings of the Commission in C. R. 
Hurd Brokerage Co. vs. Wichita Valley R. R., 45 I. C. C. 117, it 
is our opinion that your routing instructions, given verbally to 
the carrier prior to the signing thereof by the agent, modifying 
the routing provisions of the bill of lading, constituted a conflict 


between the rate and route within the meaning of Conference 
Ruling No. 474-C. 


(1) Delivery of Live Stock at Public Stock Yards—What Con- 
stitutes—(2) Notice of Claim—Necessity for Filing 

Ilinois—Question: In your issue of September 12th, on page 
604, under the caption “Notice of Claim—Necessity for Filing” 
you answered in part the questions sent you under date of Sep- 
tember 3rd, but you overlooked answering one most important 
to us. This question is as follows: 

Paragraph 5, of Section 15, on page 42, of the Interstate 
Commerce Act of August 1, 1923, provides for delivery of Live 
Stock by the carrier when destined to public Stock Yards (into 
suitable pens.) These cattle are consigned to Commission houses 
for sale on the market. The stock yard property is owned by a 
separate corporation, which unloads the stock for the railroad 
company, making a charge therefor. 

This stock is unloaded into chutes, and then driven from 
the unloading chutes by stock yard employes, to sale pens in 
the stock yards, allotted to the different commission firms for 
their use. Is the railroad company responsible until the stock 
is delivered to the consignee’s allotted pens, or does the railroad’s 
responsibility end with the unloading of the stock into the 
unloading pens at the chutes? 

Also, with regard to the requirement of notice to the railroad 
company of claim to be filed, I asked if it was obligatory or 
optional with the railroad company, as to whether or not they 
recognized the failure to give notice, i. e., would it be unlawful 
for the railroad company to pay a claim filed after the time 
limit had expired, when no notice had been given? 

Answer: (1) We have endeavored to locate either an opinion 
of the Commission or a decision of the courts which would throw 
some light on this question. However, with the exception of the 
Commission’s opinion in I. & S. Docket 1301, Live Stock Loading 
and Unloading Charges, 61 I. C. C. 223, we can locate ho case 
which other than indirectly relates thereto. However, in this 
case the Commission makes a statement as to the service which 
the carriers are chargeable with in the unloading of live stock 
at public stock yards. You will observe that the Commission 
states that this service includes the transfer of the stock from 
the chute pens to what the Commission terms relief pens adja- 
cent thereto. If the pens other than the chute pens to which 
you have reference are such pens as the Commission designates 
as relief pens it seems to be a fact that the carriers are re- 
sponsible for the cattle until they reach the so-called relief pens. 


This statement of the Commission to which w 


e have refer- 
ence is as follows: ° 


Except for variations in the size of the properties and in the 
volume of traffic, the arrangement of facilities and the character 
of operations in the particular service are much the same at the 
several yards. Incoming shipments are switched alongside so- 
called chute pens, into which the live stock is unloaded. From 
these pens, unless promptly removed by the consignees, such of the 
stock as is not disabled is transferred to adjacent relief pens, 
beyond which point the service for which the carriers are charge- 
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able is not deemed to go. An exception is found at Sioux q; 

Iowa, where relief pens are not provided and where the servic: 
charged for is confined to the transfer between cars ang ch ~ 
pens. The operation of unloading includes the opening of = 
doors, removal of “bull bars” placed within the cars to prevent 
pressure of cattle against car doors. during transit, remoyaj r 
partitions in cars containing mixed shipments, placement of chats 
between cars and chute pens, driving out able-bodied animals ant 
more or less commonly the removal of dead and crippled animal 
The latter, more particularly hogs and sheep, are handleq by 
means of so-called “crip carts.” are tagged for identification, ang 
are removed to special pens. The work of unloading is somewhat 
increased in the case of double-deck cars. The operation of ogg. 
ing, while necessarily varying in some details, and confineg to 


a generally smaller volume of traffic, is more or less the reverge 
of that of unloading. 





(2) We know of no decision of the courts in which th 
question as to whether a carrier may pay a claim as to which 
no notice thereof has been filed with the carrier within th 
period of time stipulated in paragraph (b) of Section 2 


2 of th 
Uniform Bill of Lading Contract Terms and Conditions has been 


at issue. i 

However, in its opinion in Jacob E. Decker & Sons ys 
Director General, 55 I. C. C. 453, the Commission uses language 
which seems to warrant the conclusion that a carrier may not 
Pay a claim unless notice thereof has been filed with the carrier 
within the stipulated time. On page 457 of its opinion in this 
case the Commission said: 


But we do not construe the limitations in the bill of lading 

as prohibiting the payment after two years and one day, of meri- 

torious claims if seasonably filed. 

Limitations—Recovery by Carrier of Amounts Due Under Equal. 
ization Provisions of Mileage Tariffs 


IWinois—Question: Kindly advise your understanding as to 
the collection of charges by the carriers on excess empty mileage 
Under the tariff, June 30th is the end of the accounting period, 
Any excess empty mileage as of that date, we have the priy- 
ilege of equalizing by December 31st of the same year; and 
when not equalized by that date, all excess empty mileage is 
subject to a bill; these charges as per B. T. Jones’ Tariff No. 7-5, 
I. C. C. No, 1677. 

What we want to know is at what time bills, presented by 
the carriers for this excess empty mileage, become outlawed; 
that is, is it a period of three years from December 31st at which 
time bill is presentable, or is it three years from June 30th? 

We understand under the Commission’s report I. C. C. 14942, 
91 I. C. C. 388, of November 7, 1923, the General Petroleum Ser 
Company vs. C. B. & Q. R. R., the Commission ruled that these 
charges were outlawed three years after June 30th period and, 
it is also borne out by the American Railway Association circular 
D-11-147 of December 15, 1923. 

Answer: Under the provisions of Paragraph 3 of Section 16 
of the Act an action at law by a carrier for the recovery of its 
charges, or any part thereof, accrues upon delivery or tender 
of delivery of the shipment by the carrier. 

However, inasmuch as, under the basis for equalizing empty 
and loaded mileage provided for in Rule 11 of Agent B. T. Jones’ 
Tariff No. 7-E, the amount due the carrier, if any, is not determin- 
able until six months after the movement of the shipments, it 
seems clear that the framers of the provisions of Paragraph 3 
of Section 16 of the act did not have in mind settlements for the 
equalization of empty and loaded mileage when enacting this 
statute of limitations. 

It seems apparent, therefore, that the provisions of par- 
agraph 3 of Section 16 of the act cannot be applied to such 
settlements and that the limitation period of the several states 
must govern. 

As to the determination of when a cause of action accrues 
the general rule is that a cause of action arises the moment an 
action may be maintained to enforce the legal right so that 
the statutes of limitations then begins to run. Larue vs. C. G. 
Kershaw Contracting Co., 59 Sou. 155 (Ala.); Central Trust Co. 
vs. Meridian Light & Ry. Co., 63 Sou. 75 (Miss.); Taylor vs. 
Salt Creek Consolidated Oil Co., 285 Fed. 532. 








ROLLING STOCK ADDITIONS 


Class I railroads in the first eight months this year placed 
in service 105,446 freight cars, according to reports filed by the 
carriers with the car service division of the American Railway 
Association. This was an increase of 490 over the number 
installed in the corresponding period last year but 10,671 less 
than in the same period in 1923. Of the total number installed 
in the eight months period this year, 11,577 were placed in 
service in August, including 3,519 box cars, 6,730 coal cars and 269 
refrigerator cars. Freight cars on order on September 1 this 
year totaled 20,863 compared with 41,476 on the same date last 
year and 72,906 in 1923. 

Class I railroads in the first eight months in 1925 placed in 
service 1,213 steam locomotives compared with 1,497 in the 
same period last year and 2,583 in the corresponding period in 
1923. The same roads on September 1, 1925, had 193 locomotives 
on order compared with 324 on the same day last year and 1,517 
two years ago. In August, this year, 147 locomotives were in- 
stalled in service. These figures as to freight cars and locomo- 
tives include new, rebuilt and leased equipment. 
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REVENUE FREIGHT LOADING 


Loading of revenue freight for this season of the year con- 
tinues to be well in excess of any corresponding period on rec: 
ord, according to reports filed by the carriers with the car serv- 
ice division of the American Railway Association. 

The total for the week ended September 26 was 1,120,645 
cars, the second highest week’s loading this year, being only 
3,791 cars behind the week ended August 29, which marked the 
peak loading so far this year and also the high record for all 
time. This makes the tenth consecutive week that freight load- 
ings have exceeded the million car mark. 

Compared with the previous week this year, the total for 
the week ended September 26 was an increase of 22,217 cars, in- 
creases being reported in the total loading of all commodities 
except ore. It also was an increase of 32,691 cars over the 
corresponding week in 1924 and 23,152 cars over the same period 
in 1923, and exceeds by a wide margin the corresponding weeks 
in 1920, 1921 and 1922. 

Loading by districts the week ended September 26 and 
for the corresponding period of 1924 was reported as follows: 


Eastern district: Grain and grain products, 9,816 and 10,724; live 
stock, 3,048 and 3,302; coal, 30,177 and 48,810; coke, 3,079 anl 2,256; 
forest products, 5,416 and 5,792; ore, 5,176 and 3,005; merchandise, 
L. Cc. L., 75,328 and 70,606; miscellaneous, 115,542 and 105,897; total, 
1925, 247,582; 1924, 250,392; 1923, 257,644. 

‘Allegheny district: Grain and grain products, 3,113 and 3,370; 
live stock, 2,708 and 2,845; coal, 43,601 and 48,897; coke, 5,664 and 
4,613; forest products, 3,051 and 3,541; ore, 9,823 and 8,332; merchan- 
dise, L. C. L., 56,630 and 55,782; miscellaneous, 91,465 and 88,652; 
total, 1925, 216,055; 1924, 216,032; 1923, 224,171. 

Pocahontas district: Grain and grain products, 221 and 234; live 
stock, 333 and 249; coal, 43,620 and 34,103; coke, 584 and 294; forest 
products, 2,031 and 1,592; ore, 94 and 89; merchandise, L. C. L., 7,291 
and 7,365; miscellaneous, 5,084 and 5,494; total, 1925, 59,258; 1924, 
49,420; 1923, 45,460. f E 

Southern district: Grain and grain products, 4,341 and 3,855; 
live stock, 2,223 and 2,205; coal, 27,734 and 25,361; coke, 880 and 855; 
forest products, 22,702 and 21,648; ore, 1,402 and 1,340; merchandise, 
L. C. < 42,204 and 41,641; miscellaneous, 65,202 and 51,711; total, 
1925, 166,688; 1924, 148,616; 1923, 145,789. 

Northwestern district: Grain and grain products, 21,763 and 
28,532; live stock, 10,075 and 8,570; coal, 8,661 and 8,755; coke, 1,101 
and 829; forest products, 17,953 and 16,731; ore, 35,045 and_ 29,990; 
merchandise, L. C. L., 34,140 and 31,127; miscellaneous, 46,778 and 
42,042; total, 1925, 175,516; 1924, 166,576; 1923, 182,519. 

Central Western district: Grain and grain products, 12,091 and 
17,051; live stock, 15,042 and 15,913; coal, 18,892 and_ 21,676 
coke, 289 and 337; forest products, 13,387 and 11,073; ore, 3,717 and 
3,002; merchandise, L: C. L., 39,199 and _ 37,229; miscellaneous, 76,568 
and 74,957; total, 1925, 179,185; 1924, 181,238; 1923, 168,626. 

Southwestern district: Grain and grain products, 3,854 and 5,544; 
live stock, 3,376 and 3,676; coal, 5,778 and 6,598; coke, 175 and 207; 
forest products, 7,560 and 8,277; ore, 517 and 418; merchandise, L. C. 
L., 15,551 and 14,718; miscellaneous, 39,550 and 36,242; total, 1925, 
76,361; 1924, 75,680; 1923, 73,284. 

Total, all roads: Grain and grain products, 55,199 and 69,310; live 
stock, 36,805 and 36,760; coal, 178,463 and 194,200; coke, 11,772 and 
9,391; forest products, 72,100 and 68,654; ore, 55,774 and 46,176; mer- 
chandise, L. C. L., 270,343 and 258,468; miscellaneous, 440,189 and 
404,995; total, 1925, 1,120,645; 1924, 1,087,954; 1923)/@1,097,493. ‘ 


Loading of revenue freight this year compared with the two 
previous years follows: 


1925 1924 1923 

Five weeks in January............ 4,450,993 4,294,270 4,239,379 
Four weeks in February........... 3,619,326 3,631,819 3,414,809 
Four weeks in March...........+.. 3,694,916 3,661,922 3,662,552 
Four weeks in April............... 3,721,662 3,498,230 3,764,266 
BECO WOES Wi BER... cccccccccccce 4,854,720 4,473,729 4,876,893 
Four weeks in June..........-..++. 3,956,011 3,625,182 4,047,603 
Four weeks in July..........+....- 3,887,834 3,524,909 3,940,735 
Five weeks in August............. 5,364,010 4,843,997 5,209,219 
Four weeks in September......... 4,297,453 4,147,885 4,147,783 

Pe en ee 37,846,925 35,701,943 37,303,239 


AUGUST OPERATING RESULTS 


Class I carriers, having a total mileage of 236,645 miles in 
August, had gross operating revenues amounting to $555,366,570, 
an increase of $46,860,750, or 9.2 per cent, compared with the 
same month last year, according to reports for the month filed 
by the carriers with the Bureau of Railway Economics. In its 
monthly review of earnings the’ bureau said: 


Operating expenses totaled $388,869,550, an increase of $15,198,375 
or 4.1 per cent over those for the same month last year although 
freight traffic in August this year, measured in net to nmiles, was 
nearly fifteen per cent gneoker than in August, 1924. 

The net operating income of the Class I railroads in August was 
$124,804,665, compared with $95,706,867 in August last year. 

The net operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before interest 
and other fixed charges are paid. 

The net railway operating income of the Class I railroads for 
the first eight months this year amounted to $662,762,605, which was 
at the annual rate of return of 4.65 per cent on property investment 
compared with $562,425,203 or 4.08 per cent for the same period last 
year. 

Earnings by districts for the first eight months this year with the 
Se of return based on property investment on an annual basis 
ollows: 





pO eee abv and aap ean $ 25,902,004 4.18% 
og al c's gia. go ave oie a Deckcew areroeuie 135,019,138 5.48% 
rr re ree 147,762,934 4.85% 
I I i iS 5 erases slecln ve 0 0 velekudesiots 43,264,987 7.12% 
oN ee ere 351,949,063 5.22% 
ee OS, Se ere 102,208,161 5.86% 
EE i ba iclire. bc. sede cinsiee selon wen 57,343,184 3.09% 
Ce ee ere err rer tre 98,372,603 3.69% 
ID ooh as cemccccccessdecapnaad« 52,889,594 4.29% 
ye, ie Ee ree 208,605,381 3.62% 
bigocey 2 ay by ee ee rere $662,762,605 4.65% 
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Twelve Class I railroads operated at a loss during the 
August of which three were in the East i ina onth ot 
Western alstriet. stern district and nine jp the 

xpenditures for maintenance made by the Class I r 
August amounted to $182,986,296, an increase of $8,408,000 aru 
five per cent over August last year. Maintenance of way expend! 
tures alone in August totaled $77,486,514, an increase of $4,469 spe 
6.1 per cent compared with August last year. Expenditures for main 
tenance of equipment totaled $105,499,782, an increase of $3,947 650 
nearly four per cent over August one year ago. . 

Carriers in the Eastern district had a net operating income ; 
August of $64,617,103 compared with $46,792,361 in August last ye : 
Freight traffic in the Eastern district in August, according to incom, 
plete reports, was about 20 per cent above the corresponding Deriog 
last year. Gross operating revenues of the Eastern carriers totaled 
$279,326,589, an increase of 12.1 per cent over August the year befor 
Operating expenses totaled $194,779,827, an increase of 5.9 per cms 
above the same month last year. Class I carriers in the Eastern 
district during the first eight months this year had a net operatin 
income amounting to $351,949,000 compared with $286,701,382 during 
the corresponding period last year. 

Class I carriers in_ the Southern district in August had a ne 
operating income of $15,043,192 compared with $10,947,353 in August 
last year. Freight traffic on the Southern roads in August was about 
18.5 per cent above the same month last year. Gross operatin 
revenues of the Southern carriers in August totaled $70,056,705 - 
increase of 13.1 per cent over the same month last year, while operat- 
ing expenses totaled $50,230,643, an increase of 6.5 pe recent over 
August, 1924. The net operating income for the Class I railroads for 
the first eight months this year in the Southern district was $102,. 
208,161 compared with $87,968,972 during the same period last year 

Carriers in the Western district had a net operating income jn 
August of $45,144,370 compared with $37,967,153 for the same month 
last year. Freight traffic in the Western district showed an increase 
of approximately six per cent over August, 1924. Gross operating 
revenues of the Western carriers totaled $205,983,279, an increase 
of 4.4 per cent over August last year, while operating expenses 
totaled $143,859,088, an increase of nine-tenths of one per cent. Class 
I ge ey in — aoe oe — the first eight months this 
year had a net operating income of $208,605,381, compared 
$187,754,849 during the same period one year ago. . = 


OPERATING STATISTICS 


Operating statistics of Class I railroads, switching and 
terminal companies not included, for July, and the seven months 
ended with July, compiled by the Bureau of Statistics of the 
Commission, show the following: 


Loaded car-miles—1,393,760,000 for July, and 1,240,288,000 for July, 
1924; 9,315,775,000 for seven months ended with July, and 8,883,676,000 
for — of 1924. 

mpty car-miles—787,198,000 for July, and 721,563,000 for July, 
1924; 5,120,803,000 for seven months ended with July, and 4,778,312,000 
for — period of 1924. 

et , ton-miles—37,967,000,000 for July, and 33,185,000,000 for July, 
1924; 250,483,000,000 for seven months ended with July, and 237,916,- 
000,000 for same period of 1924. 

Average number locomotives on line daily—32,318 in July and 
33,185 in July, 1924; 32,634 for seven months ended with July, and 
33,193 for same period of 1924. 

Average number freight cars on line daily—2,535,215 in July, and 
2,476,860 in July, 1924; 2,519,759 for seven months ended with July, 
and 2,468,566 for same period of 1924. 

; Per cent unserviceable of total locomotives—17.5 in July, and 18.8 
in July, 1924, 18.4 for seven months ended with July, and 19 for same 
period of 1924. 
; Per cent unserviceable of total cars on line—8.3 in July, and 8.4 
in July, 1924; 8 for seven months ended with July, and 7.5 for same 
period of 1924. 

Car-miles per car-day—27.6 in July, and 25.5 in July, 1924; 26.9 
for seven months ended with July, and 25.9 for same period of 1924. 

Net tons per loaded car—27.2 in July, and 26.8 for same period of 


ue for seven months ended with July, and 26.8 for same period 





PERISHABLE FREIGHT MOVEMENT 


The Traffic World New York Bureau 


The plan of the Fresh Fruit and Vegetable Committee of the 

Atlantic States Shippers’ Advisory Board for handling perish- 
able shipments has resulted, up to date, in 84 per cent of all 
refrigerator cars in the New York district being released “in 
free time,” that is, within 48 hours. The district includes New 
York, Pennsylvania, New Jersey, Delaware, Maryland and part 
of Virginia. This speedy distribution of perishables in the East 
will mean a saving of more than $5,000,000 to fruit and vegetable 
shippers throughout the country, it is estimated by F. W. Heg- 
geblade, general chairman of the Fresh Fruit and Vegetable 
Committee of the Atlantic States Board, who issued his report 
this week. 
; With the prospects of fruit and vegetable shipments reach- 
ing new high levels this season, he explained, the Atlantic States 
Advisory Board, in conjunction with E. J. Cleave, New York 
District Manager of the American Railway Association, appointed 
25 terminal perishable committees in various key cities in the 
Eastern Atlantic States. Said he: 


These committees are composed of representatives in the 
trade and the railways. They receive Po reports of delayed 
cars from each railway agent in the different cities and put every 
appropriate form of pressure on consignees who are not promptly 
releasing cars. On the other hand, if it is found that a railway 
is not moving cars promptly after they are unloaded, this is 
brought forcibly to the attention of its officers. 

Heavy shipments of grapes which are now coming to the 
New York market present the most difficult angle of the present 
situation. Shipments of other perishables have passed the peak, 
but the fall movement of California grapes has been getting 
—— every year since the prohibition amendment has been 


Shipments this year out of California up to September 19 have 
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|WILLIAMS LINE 


sober 10, 1925 


Ship by Water 


“DIFFERENTIAL RATES” 





San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York, Telephone Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pusha, Fs 

39 South St. Drexel Bidg. Oliver . 
And at our Branch Offices at port: of call, etc. 








TRANSMARINE LINES 


Gulf Ss ervice 
BEAUMONT, TEXAS 


SERVING 
THE SOUTH AND SOUTHWEST 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
on the 10th, 20th and 30th of each month 










Intercoastal Service 


TO 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 


Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
EVERY TEN DAYS 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates { Delays 


TRANSMARINE LINES 


General Offices: 
Telephone Mulberry 4300 5 Nassau St., New York City 
Telephone Rector 0020 


Bafale, Chic : 
, Cleveland, Dallas, Fert Werth. Les Angeles; Minneapelie, 
tpi, Cliceee, Cleveland, Dalles, Peet Werth. Les Angeles; Minne 
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WORLD 853 


Hartman’s Eastern Freight Rates 
CLASS RATES 


FROM 


NEW YORK CINCINNATI CHICAGO 

BOSTON CLEVELAND MILWAUKEE 

BALTIMORE ST. LOUIS PITTSBURGH 
PHILADELPHIA DETROIT 


To Stations of Destination in Official and Southern 
Classification Territories 


Issued in Loose Leaf Form with a Distribution of Revised Pages 
at Monthly Intervals 


THIS BOOK WILL BE SENT ON APPROVAL 


W. J. HARTMAN, Publisher 


41 Park Row, NEW YORE 732 Federal Street, CHICAGO 


Attach to Your Letter Head and Return 


W. J. HARTMAN, PUBLISHER 
732 Federal St., Chicago 


_ Send Hartman’s Eastern Freight Rates on 30 Days trial. Our only 
obligation is the return of the issue if it is not satisfactory. 








INDIANAPOLIS, IND. 





TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 





Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 
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totaled 19,832 cars, or about 1,500 cars less than the corresponding 
period last year. However, we expect that total shipments will 
equal the 55,000 carloads of 1924, the greatest on record. 


Loadings of all kinds of fruits and vegetables for 1925 are 
estimated at 1,000,000 cars by the Atlantic States Board and the 
American Railway Association. This will be an increase of 
about 50 per cent over 1920, when loadings were 663,477 cars, 
and a substantial increase over the 923,549 cars loaded in 1924. 

“With the help of our terminal committees we have been 
able to make an unusual record in the speedy release of all 
refrigérator cars in the New York district,” continued Mr. 
Heggeblade. 

Mr. Heggeblade pointed out that the New York district 
ranked first among the 14 districts of the country in the release 
of refrigerator equipment for the week ended Aug. 7, second 
for the week ended Aug. 14 and first in Aug. 21 and Aug. 28. The 
use of terminal perishable committees, composed of railroad 
officials and shippers, has been extended to other sections of 
the country this year, it was explained by Mr. Cleave. 

“At present there are about 135 of these committees,” said 
Mr. Cleave, “or one in practically every city of 20,000 population 
or more. That they are beneficial is shown by the improvement 
which has been made throughout the entire country in the quick 
release of refrigerator cars. In 1923 about 36 per cent of all cars 
were delayed beyond free time for unloading. In 1924 the 
figure was 33 per cent and thus far this year the average has 
been only 26 per cent.” 


STEAM RAILWAY ACCIDENTS 


In the year 1924, 6,617 persons were killed and 143,739 
injured in reportable accidents of all kinds on steam railways, 
the Commission says in Accident Bulletin No. 93 prepared by 
the Bureau of Statistics. These figures include 402 fatal and 
95,368 nonfatal injuries resulting from nontrain and industrial 
accidents. The fatalities were 768 fewer than in 1923, and the 
nonfatal injuries 27,973 fewer than in 1923. Freight and passen- 
ger traffic was somewhat less in 1924 than in 1923. 

In 1924 there were 6,215 persons killed and 48,371 injured 
in train and train-service accidents compared with 6,922 fatalities 
and 56,464 injuries in 1923. The eight-year averages, 1916-1923, 
for train and train-service accidents were 7,386 persons killed 
and 58,282 injured. The Commission’s explanation of the statis- 
tics continues, in part, as follows: 


Accidents involving more than $150 damage to railway prop- 
erty, herein designated train accidents, and classified as collisions, 
derailments, locomotive-boiler accidents, other locomotive acci- 
dents, and miscellaneous train accidents, were 22,368 in number 
for 1924, or 56,129 less than were reported for the previous year. 
This decrease in the number of train accidents was accompanied 
by a decrease of 45 fatalities and 1,172 injuries. 

The total amount of damage to railway property in conse- 
quence of train accidents in 1924 was $23,325,980, which was 
$4,298,900 less than in 1923. Of the total amount of damage, 
defects or failures of equipment caused $9,729,383 damage to 
railway property. 

The number of fatalities to passengers as the result of train 
operation in 1924 was 149, or 11 more than in the year 1923.--The 
number of passengers injured in 1924, 5,354, is the smallest re- 
ported since 1901. In the year 1924, the number of passenger-miles 
was 4.95 per cent less than in 1923, but the number of passenger- 
train car-miles was 1.54 per cent greater in 1924 than in 1923. 

There were 5,127 grade-crossing accidents reported in 1924 
compared with 5,218 in 1923. The aggregate of 3,149 persons 
killed at crossings with steam railways in 1924 is 119 less than 
the number reported for the previous year. The number of non- 
fatal injuries at public crossings of steam railways and highways 
was 6,525 compared with 6,314 in 1923. Included in the number 
of persons classified throughout the bulletin according to the rules 
as “injured” at grade crossings, were 173 cases in which death 
ensued after the expiration of 24 hours from the time of accident. 
It may be noted that there was an increase of 2,499,804 in the 
number of automobiles registered in 1924 compared with the 
number registered in 1923. 


RAILROAD FUEL COSTS 


Total cost of coal and fuel oil consumed by Class I rail- 
roads, exclusive of fuel for switching locomotives, in freight 
and passenger train service, amounted to $188,403,445 for the 
seven months ended with July, as compared with $211,374,783 
for the same period of 1924, a decrease of $22,971,338, accord- 
ing to statistics compiled by the Bureau of Statistics of the 
Commission. For July alone the total cost was $25,285,608, as 
compared with $25,785,903 for July, 1924. 

In July net tons of coal consumed totaled 7,392,105, as com- 
pared with 7,110,251 in July, 1924, while the average cost per 
ton in July was $2.68, as against $2.98 in July, 1924. The 
total cost was $19,812,192 in July, as against $21,160,015 in 
July, 1924. 

Gallons of fuel oil consumed in July totaled 164,214,825, at 
an average cost per gallon of 3.33 cents, as compared with 
160,117,971 gallons consumed in July, 1924, at an average cost 
per gallon of 2:89 cents. Total cost of fuel oil in July amounted 
to $5,473,415, as compared with $4,625,888 in July, 1924. 

In the seven months ended with July, 54,799,012 net tons 
of coal were consumed, as against 56,834,601 net tons in the 
same period of 1924. The average cost per ton was $2.77, as 
against $3.15 in the same period of 1924. The total cost was 
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$151,663,605, as compared with $179,059,982 in the same De 
of 1924. Td 
In the seven months ended with July 1, 153,654,225 gy 
of fuel oil were consumed, as against 1,175,776,196 Zallong 
the same period of 1924. The average cost per gallon Was 31 
cents, as against 2.75 cents in the same period of 1924 » 
total cost of fuel oil was $36,739,840, as against $32,314 89) 
in the same period of 1924. : 
A compilation of figures prepared by the Bureau of Coal 
Economics of the National Coal Association shows that the cg 
of coal used by Class I railroads in locomotives in transporis 
tion train service was slightly lower in July than in June. The 
average cost of the coal per net ton to the railroads, including 
any freight paid on it, is shown in the eastern district at $9 1): 
in the southern district, $2.18; in the western district, $3.0) and 
for the entire country, $2.68. These averages are 1 cent per to, 
lower for the eastern and southern districts than in June; 3 
cents per net ton lower for the western district; and 2 cents for 
the entire country. Compared with July of a year ago there i 
a decrease in the averages of 31 cents per net ton in the easten 
district; 30 cents per ton in the southern district; 23 cents per 
ton in the western district, and 30 cents for the whole country 
according to the association. ‘ 


FREIGHT COMMODITY STATISTICS 


The number of tons of freight originated on Class I roags 
in the six months ended June 30, 1925, showed an increase of 
4.27 per cent over the same period of 1924, while the total tons 
carried showed an increase of 424 per cent, according to the 
Commission’s quarterly summary of freight commodity statistics 
of Class I roads for the quarter ended June 30, 1925. The figures 
for the country as a whole follow: 


Below will be found a comparison, by general classes of com- 
modities, of the tonnage transported during the second quarter in 1995 
with the corresponding period in 1924, also a comparison of the 
cumulative figures for the periods January 1 to June 30, 1925 and 1924, 


——Number of Tons Originated— 





Quarter Quarter % of in- 
ended June ended June crease 1925 
Classes of Commodities 30, 1925 30, 1924 over 1924 
Products of agriculture.......... 18,078,420 19,481,051 *7,20 
Animals and products........... 6,046,218 6,383,844 *5.29 
EROGUCIS GF WINER iiccccccccccvecs 168,292,854 148,500,506 13.33 A 
Products of forests............. - 28,105,385 28,193,263 *0.31 
Manufactures and miscellaneous 73,170,554 64,411,082 13.60 
Hae Ee. OL Ex FR oak onciccccccces 10,091,985 10,290,033 *1,92 
WEEE ‘sb dngiaat ee meeveneecans 303,785,416 277,259,779 9.57 
: -————-Total Tons Carried———, 
Products of agriculture.......... 39,434,203 43,223,051 %38.77 
Animals and products........... 10,861,217 11,443,411 *5.09 A 
PPOGUCtS OF WEB. .0ciciscceces 289,484,693 253,278,586 14.29 
Products of forests. ......0ciecs 55,273,598 54,536,612 1.35 
Manufactures and miscellaneous 141,702,453 126,812,713 11.74 
Pe Oe ee eae 16,762,310 17,264,993 *2.91 Yo 


ee ey 


553,518,474 506,559,366 9.27 
-——Number of Tons Originated 
Six months Sixmonths % of in- 

ended June ended June crease 1925 





30, 192 30, 1924 over 1924 
Products of agriculture.......... 43,116,184 45,224,833 *4.66 
Animals and products........... 12,542,942 13,200,552 *5.98 
PVGRGCtS CL WMO. 6 ..ccs ccc ceees 306,471,443 291,130,569 5.27 
Products Of f0FrGSts....occccccscce 57,168,463 57,775,683 *1.05 
Manufactures and miscellaneous 138,193,387 126,257,821 9.45 
y eee eye 19,757,168 20,026,477 *1.34 
MU Siaecre caw eeu uanewhens 577,249,587 553,615,935 4.27 
————Total Tons Carried———— 
Products of agriculture.......... 91,212,301 97,608,039 *6.55 F 
Animals and products........... 22,150,821 23,169,966 *4,40 
ETOGUCES OF WUMNEG es. occ cccecccss 547,098,244 514,320,536 6.37 
PROGUCtS OF TOTESES. 0. 6ccccciscccs 109,821,787 110,849,556 *0.93 
Manufactures and miscellaneous 267,181,450 247,131,908 8.11 
ie Ee Ge Te TOR indies ccczwenn 32,795,165 33,643,051 *2.52 Al 
NED odcccccivccucetesneatech 1,070,259,768  1,026,723,056 4.24 
*Decrease. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables amounted 
to 31,833 cars the week ended October 3 as compared with 
32,024 cars (revised) the preceding week, according to the 
weekly report of the Bureau of Agricultural Economies of the 
Department of Agriculture. Shipments were reported as follows: 


Apples, 7,606 cars; cantaloupes, 136 cars; cabbage, 1,201 cars; 
cauliflower, 58 cars; celery, 470 cars; cucumbers, 26 cars; grapes, 
9,574 cars; grapefruit, 7 cars; lemons, 152 cars; lettuce, 101 cars; 
lettuce, old crop, 499 cars; miscellaneous melons, 205 cars; mixed 
citrus fruits, 8 cars; mixed deciduoug fruits, 123 cars; mixed vegetables, 
653 cars; onions, 1,178 cars; oranges, 294 cars; peaches, 221 cars; 
peppers, 80 cars; pears, 983 cars; plums and prunes, 58 cars; 
sweet potatoes, 490 cars; string beans, 28 cars; tomatoes, 828 cars; 
watermelons, 38 cars; potatoes, 5,866 cars. 


WAGE STATISTICS 


Class I railroads reported a total of 1,795,669 employes for 
July and total employe compensation of $245,699,243, according 
to the Commission’s monthly summary of wage statistics. The 
number of employes represented an increase of 13,973, or eight 
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President Grant—One of the five sister ships—showing cargo handling facilities 
especially designed for rapid handling from lighters on both si 


SFATTLE TO THE ORIENT 


A fast Trans-Pacific freight and passenger service 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 





*PRESIDENT JEFFERSON ............... October 6 
*PRESIDENT GRANT ...........sceseeee October 18 
*PRESIDENT MADISON................. October 30 
*PRESIDENT JACKSON .............. November 11 


* Refrigeration Service 


Direct Freighter Service 


TO 
Japan, Shanghai, Dairen, Taku Bar, Tientsin 
WHEATLAND OF MONTANA............ October 30 _ 
Also Regular Sailings Direct to Foochow, Amog, Swatow, Cebu, Iloilo 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
Chicago—Merchants Loan & Trust Bldg., 112 West Adams 
Street, Phone Randolph 7739. 
New York—32 Broadway, Phone Broad 0580. 
Boston—177 State Street. 
Philadelphia—101 Bourse Building. 
Detroit—1714 Dime Bank Building. 
San Francisco—Robert Dollar Building. 
Los Angeles—626 South Spring Street. 
Portland—101 Third Street, Corner Stark. 
Seattle—1519 Railroad Avenue, South. 


L. L. BATES, General Freight Agent, Seattle, Wash. 


ep -eeeluletel 
Oriental Mail Line 


Operated for 


United States Shipping Board 


by Admiral Oriental Line, 1 Ever-V-4tel an Olelse-teelas 
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LOUISIANA 


AND 


TEXAS 


Afford wonderful opportu- 
nities for industrial devel- 
opment and the location of 
plants for the distribution 
of various commodities. 





maintains an Industrial Department 
fully equipped to furnish informa- 
tion regarding resources, value of 
properties, rentals and other data 
helpful to prospective manufactur- 
ers or distributors in the territory 
served by its lines. 


Address 


FRANK J. BURKE 


Land and Industrial Commissioner 


TEXAS AND PACIFIC RAILWAY 
DALLAS, TEXAS 
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tenths of one per cent, as compared with the preceding month, 
and an increase of 1.3 per cent as compared with the same 
month last year. Compensation increased $5,641,770, or 2.4 per 
cent as compared with the preceding month and 3.9 per cent as 
compared with the same month last year. The difference in the 
percentage increase in employment and compensation was due 
to an increase in the average number of hours worked per em- 
ploye, the report said. 

Average straight-time earnings per hour of selected classes 
of employes for the United States as a whole, as reported by 
Class I railways for the month of July of the years indicated 
follow: , 
) 


~ 


4 


(2) ( ) (5) (6) (7) (8) (9) 
1921 59.9 56.6 37.3 77.3 78.4 78.2 72.2 61.7 
1922 58.0 54.4 32.3 74.3 74.3 74.6 65.9 61.7 
1923 58.9 58.0 35.4 74.3 75.3 74.5 66.3 61.2 
1924 59.7 57.0 35.5 75.3 76.8 75.9 67.3 62.5 
1925 59.9 57.5 35.5 75.9 77.3 76.6 67.9 62.7 


(1) Month of July; (2) Clerks, cents; (3) Gang or section foremen, 
cents; (4) Section laborers, cents; (5) Machinists, cents; (6) Black- 
smiths, cents; (7) Boilermakers, cents; (8) Carmen, cents; (9) Telegs., 
telephs, and towermen, cents. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
September 15-22, inclusive, was 150,453, as compared with 160,368 
cars in the preceding period, while the average daily shortage 
was 581 cars, according to the car service division of the Amer- 
ican Railway Association. 

The surplus was made up as follows: Box, 58,397; ventilated 
box, 282; auto and furniture, 2,670; total box, 61,349; flat, 4,044; 
gondola, 24,000; hopper, 39,320; total coal, 63,320; coke, 1,906; 
S. D. stock, 11,616; D. D. stock, 1,461; refrigerator, 6,167; tank, 
64; miscellaneous, 526; total, 150,453. 

The shortage was made up of 287 box, 8 flat, 191 gondola, 75 
hopper, and 20 refrigerator cars. 

Canadian roads reported a surplus of 11,000 box, 215 auto 
and furniture, 1,050 flat, 13,000 S. D. stock, 500 refrigerator, and 
13 miscellaneous Cars. : 


LUMBER SHIPMENTS 


According to reports received by the National Lumber 
Manufacturers’ Association from 352 of the larger softwood 
mills of the country, for the week ended October 3, production 
was about the same, while some decrease in shipments and 
new business was indicated, in comparison with reports re- 
ceived the previous week. Slight increases in all three items 
were noted when compared with reports received covering the 
same period a year ago. 

The following table compares the national lumber moye- 
ment as reflected by the reporting mills of seven regional as- 
sociations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1924 1925 (Revised) 
RN pe ties oem oie ene 352 353 354 
WUOGMOCEIOR § .cccecvece 234,787,027 230,114,433 234,622,962 
BRIPIIONEE  occcccevese 233,761,304 228,000,867 246,388,043 
Orders (New Bus.).. 217,124,526 200,623,057 228,463,502 


The following revised figures compare the lumber move- 
ments of the seven associations for the first forty weeks of 
1925 with the same period of 1924: 


Production Shipments Orders 
1936 FN Pee 9,600,864,685 9,526,650,315 9,345,697,026 


9,209,039,776 
391,824,909 


9,160,631,550 
366,018,765 


8,873,009,859 
472,687,167 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report on the properties of the 
Birmingham Belt Railroad Company and of the Metropolitan 
Rapid Transit Light & Power Company, as of June 30, 1918, the 
Commission has found the final value of. the property. of the 
Birmingham line as follows: Total owned, $843,920; used but 
not owned, $61,096; owned and used, $690,000, and owned but 
not used, $153,920. Property of the Metropolitan company, 
leased by the Birmingham, was valued at $33,000. 


CONDITION OF EQUIPMENT 


Locomotives in need of repair on September 15 totaled 11,286 
or 17.7 per cent of the number on line, according to reports filed 
by the railroads with the car service division of the American 
Railway Association. This was an increase of 735 compared with 
September 1 when there were 10,551 or 16.5 per cent. Of the 
total number in need of repair on September 15, 5,894 or 9.2 per 
cent were in need of classified repairs, an increase of 380 
compared with September 1 this year, while 5,392 or 8.5 per cent 
were in need of running repairs, an increase of 355 locomotives 
within the same period. Class I railroads had 5,681 serviceable 
locomotives in storage on September 15, a decrease of 221 com- 
pared with the number of such locomotives on September 1. 

Freight cars in need of repair on September 15 totaled 
190,674 or 8.2 per cent of the number on line, according to re- 
ports filed by the carriers with the car service division of the 
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American Railway Association. This was a decrease of 
cars under the number reported on September 1, at which 
there were 197,178 or 8.4 per cent. Freight cars in need of hea 
repair on September 15 totaled 146,481 or 6.3 per cent, a decreay 
of 3,224 compared with September 1. Freight cars in need 
light repair totaled 44,193 or 1.9 per cent, a decrease of 3,5 
compared with September 1. : 












PETITIONS FOR REHEARING, ETC. 


The petition filed by protestants in I. and S. No. 2324, Clas 
sification Ratings on Canned Goods in Official Classification 1», 
ritory, for reconsideration and oral argument is denied. 

The Commission has denied the petition of the Birminghay 
Belt Railroad Company, respondent in I. and S. No. 2345, swita, 
ing between points in Birmingham District, for rehearing ay 
re-argument in the above-entitled proceeding. 

The Railroad & Warehouse Commission of the State y 
Minnesota’s petition for re-argument in No. 13839, Commerc 
Club of Fargo, N. D., vs. Ahnapee & Western Ry. Co. et al, , 
denied. 

The complainant’s petition for oral argument in No. 122% 
Bradford Rig & Reel Co. vs. Director General, as Agent, San 
Fe, et al., is denied. 

The petition of the Canadian Pacific Railway Company fy 
reopening and reconsideration of Finance No. 121, Deficit Staty 
of Canadian Pacific Lines in Maine is denied. 

The petition of the Atchison, Topeka & Santa Fe Ry. (hy, 
protestant, for reargument, and of the replies to said petitin 
filed by the applicant, the Marland Refining Company, and th 
City and Chamber of Commerce of Tonkawa, in Finance Np, 
4187, proposed extension by Chicago, Rock Island & Pacific Ry, 
Co., and Finance No. 4271, construction of line by Chicago, Rock 
Island & Pacific Ry. Co. is denied. 





COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended September 
26 is estimated at 11,199,000 net tons by the Bureau of Mines of 
the Department of Commerce. Production of anthracite is esti- 
mated at 13,000 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended September 26 totaled 452,728 net tons of which 
232,751 tons were cargo coal for New England. Bituminous 
coal dumped into vessels at Lake Erie ports the week endei 
September 27 totaled 751,575 net tons. No anthracite was 
shipped from lake Erie port's the week ended September 27. 


STATEMENT OF OWNERSHIP 


STATEMENT of the ownership, management, circulation, etc, 
required by the act of congress of August 24, 1912, of THE TRraFric 
WoRLD, published weekly at Chicago, Illinois, for October 1, 1925, 

State of Illinois i 

County of Cook s 

Before me, a notary public in and for the state and county afore- 
said, personally appeared William C. Tyler, who, having been duly 
sworn according to law, deposes and says that he is the treasurer of 
THE TRAFFIC WormD and that the following is, to the best of his 
knowledge and belief, a true statement of the ownership, manage- 
ment (and if a daily paper, the circulation), etc., of the aforesaid 
publication for the date shown in the above caption, required by the 
Act of August 24, 1912 embodied in section 411, Postal Laws and 
Regulations, printed on the reverse of this form, to wit: 

1. That the names and addresses of the publisher, editor, man- 
aging editor, and business managers are: Publisher. The Traffic 
Service Corporation, 418 S. Market St., Chicago, Ill.; Editor, Henry 
A. Palmer, 1244 Forest Ave., Evanston, Ill.; Managing Editor, none, 
Business Managers, Henry A. Palmer, 1244 Forest Ave., Evanston, Ill 

2. That the owner is: (If the publication is owned by an indi- 
vidual his name and address, or if owned by more than one individual 
the name and address of each, should be given~-below; if the publica- 
tion is owned by a corporation the name of the corporation and the 
names and addresses of the stockholders owning or holding one pér 
cent or more of the total amount of stock should be given.) The 
Traffic Service Corporation, Chicago, Ill.; E. F. Hamm, Kenilworth, 
Ill.; Wm. Eastman, Evanston, Ill.; W. C. Tyler, La Grange, IIl.; C. J 
Fellows, Saint Paul, Minn. 

8. That the known bondholders, mortgagees, and other security 
holders owning or holding 1 per cent or more of total amount 0 
bonds, mortgages, or otherwise securities are: (If there are none, 
so state.) None. ' 

4. That the two paragraphs next above, giving the names of the 
owners, stockholders, and security holders, if any, contain not only 
the list of stockholders and security holders as they appear upon the 
books of the company but also, in cases where the stockholder o 
security holder appears upon the books of the company as trustees 
or in any other fiduciary relation, the name of the person or corpora- 
tion for whom such trustee is acting, is given; also that the said two 
paragraphs contain statements embracing affiant’s full knowledge 
and belief as to the circumstances and conditions under which stock- 
holders and security holders who do not appear upon the books of the 
company as trustees, hold stock and securities in a capacity other 
than that of a bona fide owner; and this affiant has no reason to 
believe that any other person, association, or corporation has any 
interest direct or indirect in the said stock, bonds, or other securities 
than as so stated by him. : 

5. That the average number of copies of each issue of this ae 
lication sold or distributed, through the mails or otherwise, to pai 
subscribers during the six months preceding the date shown above is 
(This information is required from daily publica- 

WILLIAM C. TYLER, 
Treasurer. 
Sworn to and subscribed before me this 5th day of October, 19%. 


ey 


tions only.) 


E. C. Flinn. 
(My commission expires July 20, 1926.) 










65 ee 












T, No.5 


ioe Sak 654 
ich 

of hee 
decreay 
| need 
Of 3.2% 


324, Clas 
ition Te. 


Minghay 
D, SWite, 
Ting ay 


State 
mmerciy| 
et al, js 


10. 122% 
nt, Sant 


Pany for 
it Status 


Ry. (o, 
Petition 
and the 
ance No, 
\Cific Ry, 
SO, Rock 


>ptember 
Mines of 
e is esti. 


m Roads 
of which 
‘uminous 
‘k ended 


ion, ete, 
} TRAFFIC 
1925, 


ity afore- 
een duly 
asurer of 
st of his 
manage- 
aforesaid 
d by the 
aws and 


or, man- 
e Traffic 
r, Henry 
or, none; 
iston, Ill. 
an indi- 
ndividual 
publica- 
and the 
> one per 
n.) The 
nil worth, 
}.; C. J. 


security 
nount of 
re none, 


es of the 
not only 
upon the 
nolder or 
trustees 
corpora- 
said two 
nowledge 


has any 
securities 
shis pub- 
to paid 
above is 
publica- 
DR, 
urer. 
yer, 1925. 
nn. 
926.) 


october 10, 1925 
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430 Sansome Street 


106 Merchants Exchange Bldg. 
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Gy ULF LIN y 
Fortnightly Sailings Via Panama Canal 


From 


MOBILE and NEW ORLEANS 





Los Angeles ie, San Francisco, 
Oakland, Portland, Seattle and Tacoma 


Through bills ——_ issued to Hawaii, Australia, New Zealand and Dutch 


Indies for trans-shipment at San Francisco. 
Calls are made at Tampa and San Diego as cargo offers. 


Monthly Sailings from the Pacific Coast 
to Houston, Mobile and New Orleans 


Through bills of lading issued‘from Pacific Coast Ports to Mexico, West 
Indies, and Europe. 


Central America, South America 


THE STEELE STEAMSHIP LINE, INC. 


GENERAL GULF AGENTS 
424 Whitney-Central Bldg., New Orleans, La. 
THE STEELE STEAMSHIP LINE, INC. 


SWAYNE & HOYT, INC., Pacific Coast Agents, 


H. H. KENNEDY, Commercial Agent 








The personnel of the special service 
department of The Traffic Service Cor- 
poration, located in Washington, D. C., 
comprises specialists in the handling 
of rate and traffic problems, who also 
combine a general traffic knowledge 
with that of commerce law. There is 
no better source from which to obtain 
reliable rate and statistical data of 
whatsoever nature for use by com- 
merce attorneys, traffic managers, and 
shippers who contemplate action be- 
fore the Interstate Commerce Com- 
mission. 


The Traffic Service Corporation 


310 Mills Building 
WASHINGTON, D. C. 





New York, N. Y. 
San Francisco, Calif. 


St. Louis, Mo. 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 


PANAMA MAIL S.S. CO. 


Fast Freight and Passenger Service 


Scheduled sailings via Panama Canal 
From—SAN FRANCISCO AND yg ANGELES 
To —HAVANA AND NEW YOR 


EASTBOUND SAILINGS 


From San ~* cares From Los Angeles 

October 17 

November 7 

December 5 
Also regular sailings for Mazatlan, Manzanillo, Acapulco, 
Champerico, San Jose de Guatemala, Acajutla, La Libertad, 
La Union, Corinto, Amapala, Puntarenas, San Juan del Sur and 

Balboa and Cristobal (Panama). 
Trans Shipment at Panama for South American and European Ports. 
OFFICES 
2 Pine 1 San Francisco, Cal. 

10 Hanover Sq., New York, N.Y. 606 Central ’Bidg., Los Angeles, Cal. 





Motels 


MADISON and LENOX 
DETROIT 


These twin, 
hotels, con- 
venient, 
cated wn- 
town, offer OH, 
accommo. 
tions 6 of reat 
excellence at 
reason- 
able vates eae 





MADISON AVE. WEAR 
GRAND CIRCUS PARK 
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Digest of New Complaints 


No. 15380, Sub. No. 2. Hercules Cement Corp. et al., Chicago, Ill., 
vs. Adirondack & St. Lawrence et al. 

Unreasonable rates on portland cement for all interstate move- 
ments from complainants’ plants in the Lehigh District to points 
in New York, Pennsylvania, Maryland, Delaware and the District 
of Columbia. Asks rates for the future. / 

No. 15887, Sub. 1. Bartlett Produce Co. et al., Cushing, Okla., vs. 
Santa Fe et al. 

Unreasonable rates on bananas and cocoanuts from New Or- 
leans, La., and Gulfport, Miss., to Oklahoma points. Asks rates 
for the future and reparation. 

No. 17230, Sub. No. 2. Amis Brothers Co., Inc., Paris, Tex., vs. Ala- 
bama & Vicksburg et al. 

Unreasonable rates and charges on bananas from New Orleans, 
La., and Galveston, Tex., to Paris, Tex., and Hugo, Okla. Asks 
rates for the future and reparation. 

No. 17242, Sub. No. 1. Houston Pipe Line Co., Houston, Tex., vs. 
Buffalo, Rochester & Pittsburgh et al. 

Unreasonable rates, in violation of section 4, on pipe fittings 
from Bradford, Pa., to various points in Texas. Asks reasonable 
rates and reparation. 

No. 17358, Sub. No. 1. Burton Lumber Co. et al., Dallas, Tex., vs. 
Abilene and Southern et al. 

Unreasonable rates and charges on roofing, building and paving 
materials from points in Illinois, Louisiana, Missouri, Minnesota 
and Ohio to points in Texas. Asks rates for the future and repara- 
tion. 

No. 17358, Sub. No. 2. Galbraith-Foxworth Lumber Co. et al., Wich- 
ita Falls, Tex., vs. Santa Fe et al. 

Same complaint and prayer on shipments of same commodities 
from points in Missouri, Illinois and Louisiana to points in 
Texas. 


No. ar Sub. No. 5. A. J. Doughty, Wilmington, N. C., vs. A. C. L. 
et al. 

Rates in violation of sections 1 and 3 of the act, on vegetables 
from points in North Carolina to Scranton, Pa., Detroit, Mich., 
Cleveland, Ohio, New York City and other points. Asks rates for 
the future and reparation. 

No. 17406, Sub. No. 2. Tennessee Extract Corp. et al., Nashville, 
Tenn., vs. Nashville, Chattanooga & St. Louis et al: 

Rates and charges in violation of the first three sections of the 
act, on tanning extract from Nashville, Tenn., to Milwaukee, Wis. 
Asks rates for the future and reparation. 

No. 17421. Dolcito Quarry Co., Birmingham, Ala., vs. L. & N. et al. 

Interstate rates on limestone, ground, powdered or pulverized, 
from Dolcito, Ala., to points on lines of defendants, in violation 
of the first three sections of the act. Asks rates for the future, 
citing Hoch-Smith resolution, and that ground limesone is used 
as agricultural fertilizer. 


No. . The H. B. Smith Co., Westfield, Mass., vs. New Haven 
et al. 

Unreasonable rates on sea sand from Provincetown, Mass., 
to Westfield, Mass. Asks rates for the future, and reparation. 

No. 17423. Lotteres & Huber et al., Jackson, Miss., vs. A. & V. et al. 

Unreasonable refrigeration charges on vegetables from points 
in what is known as “Crystal Springs, Mississippi, Trucking Dis- 
trict,’ to various markets throughout the United States and 
Canada. Asks cease and desist order and reparation. 

No. Sw tags Gregson Co. et al., Nebraska City, Nebr., vs. A. B. 
. et al. 

Unreasonable rates and charges on unrefined lard from Ne- 
braska City, Nebr., to Kansas City, where lard was refined, packed 
and reshipped to Mexican border points or points on the Gulf of 
Mexico for export to Mexico and Cuba. Asks reparation. 

No. 17425. Phoenix Flour Mills et al., Phoenix, Ariz., vs. Arizona 
Eastern et al. , 

Rates in violation of Sections 1 and 3 of the act, on beet pulp, 
dried, from Spreckles and Oxnard, Calif., to Phoenix, Ariz. Asks 
rates for future and reparation. 

No. eu West Virginia Rail Co., Huntington, W. Va., vs. C. & O. 
al. 

Rates in violation of Sections 1 and 3 of the act, on iron and 
steel rails from Huntington, W. Va., to various interstate des- 
tinations. Asks rates for future and reparation. 

No. 17427. American Sugar Refining Co., New York, N. Y., vs. Atlan- 
tic Coast Line et al. 

Alleges that rates on sugar from Baltimore, Md., to Lynchburg 
and Roanoke, Va., are unreasonable and prejudicial and that rates 
from New York and Port Wentworth to the same destinations 
are preferential to New York and Port Wentworth; that minimum 
weight of 40,000 lbs. from Baltimore to Lynchburg and Roanoke 
is prejudicial to complainant and preferential of competitor at 
Port Wentworth; and that rates complained of are in violation of 
the fourth section. Asks rates for future and reparation. 

No. 17428. Oklahoma Traffic Association et al., Oklahoma City, Okla., 
vs. Arkansas Valley Interurban et al. 

Unreasonable rates on salt from points in Kansas to points in 
Oklahoma. Asks rates for future and reparation. 

No. 17429. American Sumatra Tobacco Co. et al., Atlanta, Ga., vs. 
Atlantic Coast Line et al. 

Rate in violation of Sections 1 and 4 of the act, on manure from 

New Orleans, La., to Havana and Hinson, Fla. Asks reparation. 
No. 17430. W. Ames & Co., Jersey City, N. J., vs. Central of New 
Jersey et al. 

Rates in violation of first three sections of the act, on scrap 
iron and scrap steel from points in New England to Jersey City, 
N. J. Asks rates for future and reparation. 

No. 17431. Cardiff Green Marble Co., Inc., New York, N. Y., vs. Mary- 
land & Pennsylvania et al. 

Rates in violation of the first three sections of the act, on 
marble, stone or granite blocks, pieces or slabs, from Cardiff, 
Md., to points in Pennsylvania, Delaware, New York and other 
eastern states. Asks rates for future. 

No, 17432. Marion M. Carnes, Olathe, Kans., vs. Santa Fe et al. 

Unreasonable and illegal charges on tank cars in and out of 
Olathe, Kans., where complainant repairs such cars, and failure 
of defendants to give proper service. Asks reparation. 

No. 17433. Little Rock (Ark.) Chamber of Commerce et al. vs. Arkan- 
sas & Louisiana Missouri et al. 

Rates in violation of Sections 1, 3, 4 and 13 of the act, on sugar 
from New Orleans and other Louisiana points to Little Rock, Ark. 
Asks rates for ¢uture. 

No. 17435. Sinclair Oil & Gas Co., Tulsa, 


Okla., vs. Chicago, Rock 
Island & Gulf et al. 
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Unreasonable rates on iron and steel tank material k. d. fron 
Gahagan, La., to Graham, Tex. Asks rates for future and reparg. 
tions. 

No. 17434. Oklahoma Traffic Association et al., Oklahoma City, Okig 
vs. Santa Fe et al. ’ 

Unreasonable rates in violation of Section 4 on broom handje 
in the white, from Glidden, and Antigo, Wis.; from Chicago, |jj' 
points taking the same rates or differentials higher and from Ty: 
coma, Wash., and Poftland, Ore., and points taking the same 
rates to Oklahoma City. Asks rates for the future and reparation 

No. 17436. The Long-Bell Lumber Co., Kansas City, Mo., vs. Abilen 
& Southern et al. 

Rates in violation of Sections 1, 2, 3 and 13 of the act op 
posts, poles and piling, creosoted and uncreosoted, from points 
in Louisiana to points in Texas. Asks rates for the future, 

No. 17437. Sterchi Bros., Knoxville, Tenn., vs. Great Northern et a) 

Unreasonable, discriminatory and preferential rates on matting 
matting grass pads, matting rice straw, rugs, matting straw fibre 
table mats straw fibre in packages, from Seattle and San Frap- 
cisco to points in Kentucky, Tennessee, Alabama, Georgia ang 
Fiorida. Asks rates for the future. 

No. 17438. Brooks-Scanlon Corporation et al., Eastport, Fla., ys, 
A. C. L. et al. 

Charges in violation of sections 1 and 6 of the act on hoisting 
machinery from Duluth, Minn., to Scanlon, Fla.; also on track 
laying machinery between the same points. Asks reparation, 

No. 17439. J. W. Oden and J. J. Elliott, doing business as Oden-Elliott 
Lumber Co., Birmingham, Ala., vs. A. G. S. et al. 

Unreasonable rates and charges on lumber from Grimes, Ala 
to Paris, Ky. Asks rates for the future, and reparation. 

No. 17441. Transcontinental Oil Co., Pittsburgh, Pa., vs. St. Louis- 
San Francisco et al. 

Unreasonable rate on petroleum lubricating oil from Boynton, 
= to Fort Worth, Tex. Asks rates for the future and repara- 
on. 

No. 17442. Thomas Motor Co., Santa Fe, N. M., vs. Santa Fe et al, 

Rates in violation of section 1, 3 and 4 of the act, on qutomobiles 
from Lansing, Mich., and Springfield, Ohio, to Santa ‘Fe, N. mM. 
Asks reparation. 


No. 17443. The Cotton Mills Products Co., Natchez, Miss., vs. Alabama 
& Vicksurg et al. 
Unreasonable rates on textile machinery from Tallassee, Ala., 
to Natchez, Miss. Asks rates for the future and reparation. 
No. 17444. Perry Iron Co., Erie, Pa., vs. New York Central et al. 
Charges in violation of the first three sections of the act, on 
pig iron from Erie, Pa., to points in Boston and New York rate 
groups. Asks rates for the future. 
No. 17445. Zurbuck-Baker Coal Co., Ft. Wayne, Ind., vs. Wabash. 
Overcharge on shipments of coal from Richlands, W. Va., and 
Olyphant, Pa., to Ft. Wayne, Ind. Asks regulation as to weighing 
of coal, and reparation. 


No. 17446. J. P. Shoemaker Grain Co., Daleville, Ind., vs. C. C. C. & 
St. L. et al. 


Overcharge on corn from Reddick, Ill., to Lancaster, Pa. Asks 
reparation. 


No. a” Chicago Wool Trade Assoc., Chicago, Ill., vs. B. & 0. 
et al. 

Rates in violation of the first three sections of the act, on wool 
in the grease from points in Iowa to points in Massachusetts, 
Rhode Island, New Jersey, Pennsylvania and New York. Asks 
rates for the future, and reparation. 

No. 17448. Peaslee-Gaulbert Co., Louisville, Ky., vs. Santa Fe et al. 

Unreasonable rates and charges on linseed oil, in carloads, 
from points in New York, Minnesota, Iowa and New Jersey, to 
points in Texas. Asks rates for the future and reparation. 

No. 17449. S. Berger, New York City, vs. Pennsylvania. 

Alleges failure of defendant to deliver at Jersey City, as billed, 
two cars of grapes from Pasadena, and Cucumonga, Calif. Asks 
reparation. 

No. 17450. W. G. Bush & Co., Nashville, Tenn., vs. L. & N. et al. 

Rates in violation of sections 1, 2, 3 and 6 of the act on brick 
and clay products from Nashville, Tenn., to Ashland, Ky., and 
points taking the same rate and to Morehead, Ky., and points 
taking the same rate. Asks rates for the future and reparation. 

No. 17451. Beatrice Creamery Co., Chicago, Ill., vs. Chicago, Mil- 
waukee & St. Paul et al. 

Rates in violation of sections 1 and 3 of the act, on cream from 
points in North and South Dakota to Aberdeen, S. Dak. Asks 
rates for the future, and reparation. 

No. 17452. Southern Clay Manufacturing Co., Chattanooga, Tenn. 
vs. Alabama Great Southern et al. 

Rates in violation of sections 1 and 3 of the act, on paving 
brick from Birmingham, Ala., to South Mississippi Valley des- 
tinations. Asks rates for the future, and reparation. 

No. 17453. Fisher Supply Co., Dallas, Tex., vs. A. & V. et al. 

Unreasonable rates and charges on plumbers’ goods, in car- 
loads, from Monaca, Pa., Sheboygan, Wis., Evansville, Ind., and 
— Mo., to Dallas, Tex. Asks rates for the future, and rep- 
aration. 

No. 17454. Oklahoma Salvage & Supply Co., Okmulgee, Okla., VS. 
Wichita Falls, Ranger & Fort Worth et al. 

Unreasonable rates on iron pipe and casing from Jakehamon, 
Tex., to Okmulgee, Okla. Asks reparation. 

No. By Aves Iron & Metal Co. et al., Kansas City, Mo., vs. Santa 

e et al. 

Unreasonable rates and charges on scrap brass and scrap 
copper from Kansas City, Kans.-Mo., to points in Missouri, Iowa 
and Illinois, destined to points beyond. Asks cease and desist 
order, and reparation. 

No. 17459. Texhoma Oil & Refining Co., Wichita Falls, Tex., VS. 
Chicago, Rock Island & Gulf et al. 

Unreasonable rates and charges on petroleum products from 
Wichita Falls, Tex., to other points in Texas via interstate routes. 
Asks rates for the future and reparation. 

No. 17466. United Verde Extension Mining Co., Jerome, Ariz., V5 
Santa Fe et al. 

Rates in violation of the first three sections of the act, on sugar 
from San Francisco and other California points to Clarkdale, Ariz. 
Asks rates for the future and reparation. x 

No. 17469. Wisconsin Lime & Cement Co., Chicago, Ill., vs. Chicas 
& North Western. 

Unreasonable and discriminatory rates on sand and_ gravel 
from Wisconsin stations of defendant to Deering, Ill., and points 
north thereof, to and including Evanston, Ill. Asks rates for 
the future and reparation. 

No. 17470. Nat’l Assoc. of Ice Cream Manufacturers, Harrisburg, Pa. 
vs. American Railway Express et al. 

Charges in violation of the first three sections of the act, on 


canvas jacket ice cream empties. Asks just and reasonable 
charges. 
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STORAGE DISTRIBUTION 


Cold Storage and w 
y Market arehoy 
cy Se 
quit Co. 


GEORGE S. LOVEJOY 
Manager General Storage Department 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
DEPENDABILITY 


SUMMER STREET STORES ALBANY TERMINAL STORES 



















Direct connec with Boston & Alb 
Direct connection with Jew York, New Haven t conn = : _ — 
& Hartford Railroad. 
Capacity, 2,000,000 cubic feet. Capacity, 1,430,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total. General Storage Capacity 9,706,000 cubic feet 





fit Is Like Having a Branch Plant 


or Your Own Warehouse 
In the Metropolitan District When You Secure Space in 


7KEN NA. 


TERMINAL 


This former U. Army Base is fast becoming a great peace-time 
center for the a... manufacture and distribution of merchandise 
of every character. 


Kenna Terminal is in the greatest industrial center of this country, 
with 6,000,000 people within a radius of 10 miles; with direct con- 
nections with every important railroad to the Atlantic Seaboard, 
and giving berth in a 30 ft. channel to the largest ocean vessels. 
It is just like having a branch of your own when you use Kenna 
“i Terminal for a distribution point. Your goods are available for 
PENNSYLVANIA _R-R- Laer immediate delivery in this wonderful market. Goods for domestic 

shipment are moved by hand truck across the loading platform te 
LEHIGH VALLEY RA- the motor truck, freight car or steamer. Goods for export shipment 

are handled on a covered wharf direct to the largest steamer, or 
if coming direct from your plant, are put aboard steamer from 
the car in which they are loaded at your factory. 


Such facilities as these could not be obtained by an individual manufacturer without a huge expenditure. 


« KENNA TERMINAL, PORT NEWARK, NEW JERSEY 


/ Charles Milbauer, General Manager, Address P. O. Box 504, Newark, N. J. 
% 
x 
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No. 17471. eye Petroleum Corporation, St. Louis, Mo., vs. C. C. C. 
& St. L. et al. 

Alleges that rates now in effect from Roxana, Ill., on petroleum 
and petroleum products, to points in Ind., Ohio., Penn., Kentucky, 
Virginia, West Virginia, Michigan, New York, New Jersey, Mary- 
land, elaware, Massachusetts, Rhode Island, New Hampshire, 
Vermont, Connecticut, Maine and the District of Columbia, are in 
violation of section 1 in and of themselves and as compared with 
lower proportional rates applied from East St. Louis and other 
Mississippi River crossings to the same destination territory on 
traffic originating at shipping points in the Mid-continent field; 
unduly prejudicial and unjustly discriminatory against complain- 
ant in comparison with preferential proportional rates from East 
St. Louis and other Mississippi River crossings on traffic originat- 
ing in the Mid-continent field, etc. Asks rates for the future. 

No. 17473. James M. Curley, Mayor of Boston et al., vs. New England 
Telephone & Telegraph Co, et al. be 

Unjust, unreasonable, preferential and prejudicial and charges 
for interstate telephone traffic from points in Massachusetts and 
from points in Maine, New Hampshire, Vermont and Rhode 
Island to points in other states; also attacks rates and charges 
between points in New England states. Asks rates for the future. 

No. 17476, Sub. No. 1. Shelton Gasoline Corp., Shelton, W. Va., vs. 
Wichita Falls, Ranger & Fort Worth, et al. 
Unreasonable charges on gasoline from points in Texas to 
Shelton, W. Va. Asks reparation. 
. 17476. Shelton Gasoline Corporation, Shelton, W. Va., vs. Wichita 
Unreasonable rates on gasoline from points in Oklahoma and 
Falls, Ranger & Fort Worth et al. 
Texas to Shelton, W. Va. Asks reparation. 


JOINT ISSUING TARIFF AGENTS 


Following is a list of tariff publishing agents, compiled from the 
files of the Interstate Commerce Commission. It will be published 
from time to time and subscribers are requested to inform us of any 
inaccuracies or omissions noticed by them. The fact that a name is 
shown in this list does not necessarily indicate that the agent bearing 
that name is active, or even still living, but merely that there has 
never been occasion to reissue the 


The agents have been classified according to the types of pub- 
licatiens or the association they represent. he names of some of 


these agents could be placed in several of these groups. This has 
been avoided and their names appear only under the group in which 
they are most frequently associated. 


CLASSIFICATIONS: 
Official Classification Committee, F. W. Smith, New York, 
¥ 


Southern Classification Committee, E. H. Dulaney, Atlanta 


Western Classification Committee, R. C. Fyfe, Chicago, Ml 
MAJOR FREIGHT ASSOCIATIONS: 

Southern Freight Association: Atlanta Freight Tariff Bu- 
reau, J. H. Glenn, agent, Atlanta, Ga.; Louisville Freight Tariff 
Bureau, F. L. Speiden, agent, Louisville, Ky.; Richmond Freight 
Tariff Bureau, J. J. Cottrell, agent, Richmond, Va.; New Or- 
leans Freight Tariff Bureau, W. P. Emerson, agent, New Orleans, 
La 


Canadian Freight Association (Eastern), G. C. Ransom, 
Montreal, Que. 


Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. 

Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, Il. 


Eastern Freight Tariff Bureau (N. BE. & T. L.), H. Wilson, 
New York, N. Y. 


New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 

North Pacific Coast Freight Tariff Bureau, 8S. J. Henry, 
Seattle, Wash. 


Freight Tariff Bureau, F. W. Gomph, San Francisco, 
Calif. 

Southwestern Freight Bureau, F. A. Leland, St, Louis, Mo. 
Transcontinental Freight Bureau, R. H. Countiss, Chicago, Il. 
Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 
Western Trunk Line Committee, BE. B. Boyd, Chicago, Ml. 


MINOR FREIGHT ASSOCIATIONS: 


Atlantic Seaboard Freight Bureau (Coastwise Steamship 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 

Colorado and New Mexico Freight Bureau, H. A. Johnson, 
Denver, Colo. 

Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 

Iilinois Freight Association, C. W. Galligan, Chicago, Il. 

Texas-Louisiana Freight Tariff Bureau (Texas F. T. B), 
A. C. Fonda, Dallas, Tex. 

Utah Freight Bureau, J. A. Reeves, Salt Lake City, Utah. 


Virginia Lines (Virginia ports and cities), A. P. Gilbert, 
Richmond, Va. 


LOCAL (SWITCHING AND TERMINAL TARIFFS): 

Chicago Standing Switching Committee, L. A. Lowrey, Chi- 
cago, Il. 

Nashville Terminals, L. G. Waldrop, Nashville, Tenn. 

New York Dock, T. C. Morrison, Brooklyn, N. Y. 

. Oregon, M. C. Strawn, Portland, Ore. 

Wood River District Lines, H. G. Powell, Alton, Il. 
RAILWAY AND FAST FREIGHT DISPATCH LINES (BILLING 

BOOK: INDEX; SWITCHING AND TERMINAL TARIFFS): 


Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin- 
cinnati, O. 
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HERE IS 


Real Traffic Service 


1. A staff of practical and legal traffic experts at 
your call for consultation on any matter that 
may bob up in your office at any time. 












A running report of progress in any matter 
before any government body in which you may 
be interested. This includes formal and informal 
complaints before the Interstate Commerce 
Commission, matters before the Federal Trade 
Commission, bills in Congress and similar 
matters. 











A careful watch kept and a report made on any 
development in any specific rate in which you 
are apprehensive that a change may be 
attempted. 


4. A place where you may obtain without charge 
single copies of any document issued by any gov- 
ernment department. This includes reports and 
tentative reports of the Interstate Commerce 

Commission and similar documents. 







An office in the city of Washington where you 
will be furnished with facilities for transacting 
your business whenever you happen to be there. 


NO, THIS SERVICE 
IS NOT EXPENSIVE 


As a matter of fact it is 


part of every subscrip- 
tion for the 





AFFICWORL 


=—— TRAFFIC BULLETIN; 


which is, in itself the most com- 
plete and prompt traffic news 
service available. 


Let us send you a series of sam- 
ples and detailed information. 


The Traffic Service Corporation 
418 So. Market St., Chicago, Ill. 
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Distribute 


Oo 
The Largest 
Frade lerritor 
West of the 


| Mississippi 


Distribution Costs 
of Your Commodity 





THE GIST OF TRAFFIC 


IN ONE VOLUME 














If you are starting a traffic library, here is a corner- 
- stone around which to build it. If you already have 
one, here is a valuable addition. 
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\ 
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Three hundred pages, size 6144 by 914 inches—over 
150,000 words; 16 plates and maps; numerous charts 
and tables. 












Price: $3, postpaid (20% discount to subscribers 
for THE TRAFFIC WORLD). 





Only 1,000 copies made. Order at once. 
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Continental Line, Central State Dispatch (B. & O. R. R.), 
A. M. Schubert, Cincinnati, O. 

Empire Line (N. Y. C. R. R.), M. S. O’Connor, Cleveland, O. 

Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, O. 

Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C-L. L.), 
(P. M.-L. L.), Nat. Duke, New York, N. Y. 

Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C.-L. V.), 
(P. M.-L. V.), T. Clem Beck, New York, N. Y. 

Louisiana Lines (S. P. Ry.), Chas. S. Fay, New Orleans, La. 

Merchants Despatch (N. Y. C. R. R.), (N. Y. C. R. R. & 
W. 8. R. R.), (Can. Sou.), M. 8S. O’ Connor, Cleveland, O. 

Ontario Central Despatch (M. C. R. R.), J. B. Stewart, New 
York, N. Y. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 


Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 


MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reconsigning and Diver- 
sion Rules; also Weighing and Reweighing of Carload Freight 
Rules for Certain Short Line Railroads), B. H. Henshall, Wash- 
ington, D. C. 

Canadian Car Demurrage Rules, W. J. Collins, Montreal, Que. 

Central Electric Traffic Association, L. E. Barlywine, Indi- 
anapolis, Ind. 

Coal Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum- 
bus, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 


Explosives and Dangerous Articles, B. W. Dunn, New York, 
National Perishable Freight Committee, R. C. Dearborn, 
Chicago, Ill. 

Official wreight Tariff Directory, G. B. Guthrie, Wash- 
ington, D. C. 

Open and Prepay Station List, F. A. Leland, St. Louis, Mo. 

Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran- 
cisco, Calif. 


Railway Equipment Register, G. P. Conard, New York, N. Y. 
Rail-Water Lines: 

Tank Car Gauge Book, E. B. Boyd, Chicago, III. 

Eastern and interior eastern points to southern points, 
J. B. Sweeny, Baltimore, Md. 
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Mississippi Warrior Service, W. M. Hough, New Orleans, La 

Morgan Line (S. P. Co.), C. W. Owen, Houston, Tex. 

New York Harbor (inland marine and trans-marine corpo 
rations), L. Agnew Myers, Washington, D. C. 





ABANDONMENT OF LINES 


Examiner William U. Watson has recommended to the Com- 
mission that it issue a certificate conditionally authorizing the 
abandonment, as to interstate and foreign commerce, of the 
Saratoga & Encampment Railway, extending from Walcott to 
Encampment, a distance of approximately 44 miles, all in Car. 
bon county, Wyoming. Protests against granting the application 
were filed in behalf of the citizens of Carbon county and others, 
At the Commission’s request a hearing was held by the Public 
Service Commission of Wyoming, which has recommended that 
the application be denied. The examiner said the Commission 
should permit the abandonment on condition that the applicant 
shall sell the railway to the patrons thereof at a price not ex. 
ceeding $275,000 should they desire to purchase it. 

The Duluth & Northeastern Railroad Company has applied 
for authority to abandon four miles of line between Brevator 
Junction and Brevator, in St. Louis county, Minn. The line was 
in the nature of a temporary spur track built for the sole pur. 
pose of reaching scattered sources of timber supply, the appli 
cant said. 

The receivers of the Chicago, Milwaukee & St. Paul have 
applied to the Commission for authority to abandon a three. 
mile branch line from McNamara to Douglas, Mont. The branch 
has served lumbering operations of the Anaconda Copper Min- 
ing Company which have been completed. The receivers ex- 
plained that they had applied for authority to build a branch 
line to serve new operations of the mining company. 


CONSTRUCTION OF LINE 
The Central Pacific has applied to the Commission for au- 
thority to build a new line in Modoc county, California, ap 
proximately 61 miles long, in connection with the Central Pa 
cific’s development program in Oregon and California. The 
line will extend from a point near Cornell to Alturas. 
The Commission has announced approval of the application 


of the Central Pacific to construct a line of railroad in Siskiyou © 
Request for permission to retain excess © 


county, California. 
earnings was denied. 








Docket of the. 








a  — — 


| 


ioe: - <-> a 
Co 











Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
thie Docket will he noted elsewhere 
October 12—Washington, D. C.—Examiner Young: 

Finance No. 4826—Application of the Kansas City, Mexico and 
Orient Ry. Co. for authority (a) to assume and agree to pay 
notes of William T. Kemper, Receiver of the Kansas City, Mexico 
and Orient R. R. Co., to the secretary of the Treasury of the 
United States; and (b) to issue and dispose of its capital stock. 

October 12—Amarillo, Tex.—Examiner Mattingly: 

Finance No. 5009—Application Chicago, Rock Island & Pacific Ry. 
Co. for authority to construct a line of railroad from Liberal, Kan., 
to Amarillo, Tex. 

October et, Md.—Examiner Berry: 

1. & S. No. 2512—Petroleum from Rochester, N. Y., 
Delaware and Maryland. 

October 12—Pittsburgh, Pa.—Examiner Kettler: 

17038—Booth & Flinn, Ltd., vs. Penn. R. R. 

—— Engineering ‘and Foundry Co. vs. B. & O. R. R. Co. 


17088 Sub. No. 1—City of Pittsburgh vs. B. & O. R. R. et al. 

October 12—Atlanta, Ga.—Examiner Konigsberg: 

17352—W. T. Macken vs. A. C. L. R. R. et al. 
17283—Bradley and Woertz vs. Ill. Cent. R. R. Co. et al. 
Fourth Section eee Nos. 2045, 1952 and 458. 

* 17352 (Sub No. 1)—W. T. Macken vs. A. CG. L. R. R. Co. et al. 

— 12—Cincinnati, Rid sonra Stough: 

S. No. 2500—Transit privilege on rosin and turpentine at 
Florida, Kentucky and Ohio points. 

October 12—Ponca City, Okla.—Examiner Coen: 

17357—Kay County Gas Co. vs. G. C. & S. F. Ry. et al. 

October 12—Peoria, Ill—Examiner Disque: 

16985—Illinois China Co. et al. vs. Santa Fe et al. 

Cotsber 12—Argument at Washington, D. 


C.: . 
(and Sub. Nos. 1 to 3, incl. )-— West Virginia Pulp & Paper 
"a vs. Baltimore & Ohio R. R. Co., e 


t al. 
1. & S. No. 2130—Pulpwood from Wackleanten, p, C.., 
Haven, Pa., group points. 
13852—Swift & Co. vs. Georgia Northern Ry. et al. 
October 12—Washington, D. C.—Examiner Kelley: 
‘Valuation No. 511—In re tentative valuation of the property of the 
Missouri & North Arkansas R. R. Co. 
as a 12—Minneapolis, Minn.—Examiner Jewell: 
. & S. No. 2490—Classification ratings on a material. 
eum 12—Washington, D, C.—Examiner La’ 


ow. No. 3903—Excess income of the oo Snyder & Pacific 
y. Co. 


to points in 


Portions 


to Tyrone-Lock 


TMi711Ssi0;Nn | 


October 12—Washington, D. C.—Examiner Davis: 

Finance No. 4943—Application of Norfolk & Western Ry. Co. for av 
thority to acquire control, by lease, of the railroad of the Vir- 
ginian Railway Company. 

October 13—Pittsburgh, Pa.—Examiner Kettler: 
17257—American Cement Tile Manufacturing Co. vs. A. & A. R. R. 
Corp., et al. 
October 13—Cincinnati, O.—Examiner Stough: 
17107—The Charles Bondt Paper Mills Co. vs. A. & W. P. R. R. et al. 
October 13—Atlanta, Ga.—Examiner Konigsberg: 

17323—Sonoco Products Co. va. A. C. i. HK. KH. et ai. 

October 13—Oklahoma City, Okla.—Examiner Cheseldine: 
16802—Texas Cement Plaster Co. vs. A. & S. Ry. et al. 
October 14—Washington, D. C.—Examiner Brown: 

Finance No. 5054—Application Pennsylvania R. iy for authority to 
acquire control of the Western Allegheny R. R. Co. by purchase 
of capital stock. 

ow 14—Washington, D. C.—Examiner Harraman: 

1. & S. No. 2513—Peanuts Virginia and North Carolina to South- 

eastern and Mississippi Valley Territories. 
October 14—Cincinnati, O.—Examiner Stough: 
= one — Nos. 1 and 2—The Proctor & Gamble Co. vs. B. & 0. 


i. 
17388 Tho , an Boldt Glass Co. vs. B. & O. R. R. et al. 


October 14—Minneapolis, Minn.—Examiner Jewell: 
17289—Northrup, King & Co. vs. Santa Fe et al. 
October 14—Oklahoma City, Okla.—Examiner Cheseldine. 
17166—Turner-Altus Co, et al. vs. Santa Fe et al. 
October 14—Chicago, Ill.—Examiner Disque: 
15234—-Divisions of Freight Rates in Western and Mountain-Pat 
ific territories. 
October 14—Atlanta, Ga.—Examiner Konigsberg: 
Fourth Section Application No. 12697 et al., filed by Charles Barham. 
Chairman, Southern Freight Association. 


October 15—Denver, Colo.—Examiner Howell: 
17133—Nebraska Cement Co, va. C. B. & G. RB. R. et al. 
October 15—Cincinnati, Ohio—Examiner Stough: tle 
Fourth Section Applications No. 12733 and 12724, filed by Louisvil 
& Nashville R. R o.—In re Class rates for transportation oi 
traffic via its line a Cincinnati, O., to Maysville, Ky., os 
in re transportation iron and steel articles, Buffalo, etc. 
Louisville, Lexington, Paris and Winchester. 


October 15—Youngstown, O.—Examiner ae: 
17204—Concrete Steel Co. vs. B. & O. R. R. et al. 


October 15—Washington, D. mln Teta Kephart: of 
Valuation No, 428—In re tentative valuation of the property 


Octo 
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Check Over Your Handling Costs 


As the horse drawn vehicle is disappearing so hand trucking by chisel or push trailer is 
rapidly being displaced by industrial storage battery driven tructors. Concerns are finding 
that they cannot afford such hand trucking costs. 


Quick loading and unloading of materials by electric tructors speeds up plant produc- 


tion, saves handling and demurrage charges, and releases much railroad rolling stock to bring 
about lower freight rates. 


Elwell-Parker Tructors are speedy gluttons for work, negotiate ramps, and operate in 
yard, congested platforms and aisles, or inside freight cars. Pick up and carry up to 6,000 
pound loads or haul 20 ton of loaded trailers. Portable cranes, tractors lift, platform and 


dump tructors—practically all of the thousands built are still in daily service, having paid 
for themselves time and again. 


Elwell-Parker equipment is ruggedly built of structural and the finest of alloy steels and 
forgings, large rubber tire wheels, oversize bearings, best of electrical equipment and fitted 
with patented safety features. Our engineers will be pleased to advise you. 


Catalog No. 40 Upon Request 


The Elwell-Parker Electric Co. 


4350 St. Claire Avenue, CLEVELAND, OHIO 
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Genesee & Wyoming Railroad Company and Halite & Northern 
Railroad Company. 
October 15—Washington, D. C.—Examiner Norman. 
Valuation No. 398—In re tentative valuation of the property of 
Piney River & Paint Creek R. R. Co. (Further hearing.) 
October 15—Washington, D. C.—Examiner O'Neill: 
Val. Dkt. No. 483—In re tentative valuation of the property of the 
Angelina & Neches River R. R. Co. 


October 15—Argument at Washington, D. C.: 


i. & S. No. 2441—Pig iron from Southern points to Northern and 


Western points. 
October 15—Washington, D. C.—Examiner Way: 
Val. Dkt. No. 525—In re tentative valuation of the property of the 
Bauxite & Northern Ry. Co. 
October 16—Milwaukee, Wis.—Examiner Jewell: 
17341—The Servidor Co. vs. C. M. & St. P. Ry. Co. 
17355—Pfister & Vogel Leather Co. vs. Erie R. R. Co. et al. 
October 16—Philadelphia, Pa.—Examiner Berry: 
17395—American Insulation Co. vs. Reading Co. et al. 
October 16—Denver, Colo.—Examiner Howell: 
17292—The Nuckolls Packing Co. vs. Santa Fe et al. 
October 16—Aberdeen, S. D.—Examiner Fleming: 
“= oo Commercial Club et al. vs. Camas Prairie R. R. 
o. et al. 
October 16—Washington, D. C.—Examiner Harraman: 
17094—Elk River Coal & Lumber Co. vs. B. & O. R. R. et al. 
October 17—Milwaukee, Wis.—Examiner Jewell: 


I. Bel No. 2518—Leather, between Illinois, Michigan and Wisconsin 
points. 


October 17—Griffin, Ga.—Examiner Konigsberg: 
17306—H. V. Kell Co. vs. C. N. O. & T. P. Ry. et al. 
October 19—Fort Worth, Tex.—Railroad Commission of Texas: 
Finance No. 4959—Application of Quanah, Acme & Pacific Ry. Co. 
for a certificate of public convenience and necessity authorizing it 


to construct an extension of its line from MacBain to Floydada, 
Texas. 
October 19—Salt Lake City, Utah.—Examiner Howell: 


17299—J. G. McDonald Chocolate Co. vs. Bamberger Electric R. R. 
Co. et al. 


* 17288—J. C. McDonald Chocolate Co, vs. Santa Fe et al. 


October 19—Philadelphia, Pa.—Examiner Berry: 
17301—Lukens Steel Co. vs. Penn. R. R. et al. 
17308—E. I. du Pont De Nemours & Co. vs, N. O. & N. E. R. R. 
Co. et al. 
October 19—Cleveland, O.—Examiner Kettler: 
17311—The Medal Brick & Tile Co. vs. B. & O. R. R. Co. et al. 
October 19—St. Louis, Mo.—Examiner Stough: 
1. & S. No. 2483—Coal Southern Illinois to St. Louis, Mo., and re- 
lated points. 
October 19—Ashland, Ky.—Kentucky Railroad Commission: 
Finance No. 4966—Application of Eastern Kentucky Ry. Co., Sturgis 
G. Bates, receiver, for a certificate of public convenience and ne- 
cessity authorizing the abandonment of its railroad. 


October 19—Columbus, Ga.—Examiner Konigsberg: 
17220—O. A. Mann & Co., vs. A. C. L. R. R. Co. 
October 19—Chicago, Ill.—Eraminer Jewell: 


16773—American Fruit Growers, Inc., of Illinois et al. vs. A. & R. 
R. R. Co. et al. 


October 19—Washington, D. C.—Examiner Marchand: 


Valuation No. 167—In re tentative valuation of the property of the 
East Jersey R. R. & Terminal Co. 


October 19—Washington, D. C.—Examiner Boyden: 
Val. Dkt. No. 496—In re tentative valuation of the property of Abi- 
lene and Southern Ry. Co. 
October 19—Washington, D. C.—Examiner Corbitt: 
Valuation No. 476—In re tentative valuation of the property of the 
Atlantic & Western Railroad Company. 
October 19—Washington, D. C.—Examiner Faris: 
Val. Dkt. No. 336—In re tentative valuation of the properties of the 
Long Island Railroad Company et al. 
October 19—Argument at Washington, D. C.: 
9200—Railwav Mail Pav 
16295—Fertilizers and fertilizer materials between 


16335—Rates on fertilizers and fertilizer materials 
of South Carolina. 


16336—Rates on fertilizers and fertilizer materials 
of Alabama. 


16484—Rates on fertilizers and fertilizer materials within the state 
of Georgia. 
Fourth Section Application 4309, filed by Aberdeen & Ashboro Rail- 
road Company. (Further hearing.) 
Comer 19—St. Louis, Mo.—Examiner Disque: 


Fort Worth Freight Bureau et al. vs. Director General, as 
Agent, A. & S. Ry. et al. 


Fourth Section Application 12556 et al, filed by F. A. Leland, Agent. 
9702—Memphis Southwestern Investigation. 

Fourth Section Application 12615 et al., filed by F. A. Leland, Agent. 

October 20—St. Louis, Mo.—Examiner Stough: 

on & Bush Pig Iron & Coke Co. vs. W. Md. Ry. Co. 
et al. 

October 20—Presque Isle, Me.—Assistant Director Roberts: 

Finance No. 3525—Application Aroostook Valley R. R. Co. for a 
certificate of public convenience and necessity authorizing the 
construction of an extension of its line in Aroostook County, Me. 
(Further hearing.) 

October 20—Fort Worth, Tex.—Examiner Cheseldine: 
16124—Acme Brick Co. vs. A. & V. Ry. et al. 
October 20—Chicago, Ill—Examiner Jewell: 
17190—Racine Crushed Stone Co., vs. C. M. & St. P. Ry. et al. 
17337—Racine Crushed Stone Co. vs. C. M. & St. P. Ry. et al. 
October 20—Philadelphia, Pa.—Examiner Berry: 
17339—C. F. Simonin’s Sons, Inc., vs. C. lL & W. R. R. Co. et al. 
October 20—Washington, D. C.—Examiner Fowler: 

Valuation No. 523—In re tentative valuations of the properties of the 

— & Oklahoma Western Ry. Co. and The Cheyenne Railroad 
0. 


October 20—Argument at Washington, D. C.: 


18288 (and Sub. No. 1)—Mississippi Valley Iron Co. vs. Chicago & 
North Western Ry. et al. 


Southern points. 
within the state 


within the state 
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October 21—New Orleans, La.—Examiner Money: 
* 1. & S. No. 2520—Nitrate of Soda, from New Orleans, La. Group to 
Arkansas and Oklahoma, 


October 21—Washington, D. C.—Examiner Harraman: . 
* 16383—Adams Bank Lumber Co. et al. vs. A. & R. R. R. Co. et al. 
* 1, & S. No. 2479—Lumber and forest products between Southern 
points and destinations in Virginia. 
October 21—Fargo, N. D.—Examiner Fleming: 
1. & S. No. 2507—Class rates between Upper Mississippi River cross- 
ings and Minn. and N. D. 
October 21—Detroit, Mich.—Examiner Kettler: 
17238—H. H. Carey Co. vs. Mich. Cent. R. R. et al. 
October 21—Salt Lake City, Utah.—Examiner Howell. 
1. & S. No. 2508—Grain and grain products from stations on L. A. & 
S. L. R. R. to Louisiana, Oklahoma and Texas. 
October 21—Chicago, Ill.—Examiner Jewell: 
17188 (and Sub. Nos. 1 to 3 incl.)—United Materials Co. et al. vs. 
Cc. & N. W. Ry. Co. 
‘1. & S. No. 2515—Ashes and cinders between points on the Indiana 
Harbor Belt ‘R. R. 
October 21—St. Louis, Mo.—Examiner Stough: 
17198—Milne Lumber Co. vs. D. G. H. & M. Ry. Co. 
October 21—Washington, D. C.—Examiner Hendon: 
Valuation No. 499—In re tentative valuation of the property of the 
Laurinburg & Southern R. R. Co. 
October 21—Washington, D. C.—Examiner Folsom: 
Valuation No. 515—In re tentative valuation of the property of the 
Chattahoochee Valley Ry. Co. 
October 21—Washington, D. C.—Examiner Brinkley: 
Valuation No. 445—In re tentative valuation of the 
the Grand Trunk Ry. Co. of Canada et al. 
- Valuation No. 478—In re tentative valuation of the properties of 
the Grand Trunk Western Ry. Co. et al. 
Valuation No. 512—In re tentative valuation of the properties of 
the Detroit, Grand Haven & Milwaukee Ry. Co. et al. 
Valuation No. 517—In re tentative valuation of the property of the 
Pontiac, Oxford & Northern R. R. Co. 
Valuation No. 535—In re tentative valuation of the property of the 
Toledo, Saginaw & Muskegon Ry. E 
Valuation No. 544—In re tentative valuation of the property of the 
International Bridge Co. 
Valuation No. 545—In re tentative valuation of the property of 
the Grand Trunk Milwaukee Car Ferry Co. 
Valuation No. In re tentative valuation of the property of 
the Detroit & Huron Ry. Co. 
'‘ Valuation No. 550—In re tentative valuation of the property of 
the St. Clair Tunnel Co. 
October 21-23—Argument at Washington, D. C.: 
Val. Dkt. No. 327—In re tentative valuations of the properties of 
the Great Northern Railway Co. and Montana Eastern Railway Co. 
Val. Dkt. No. 52—In re tentative valuation of the property of Farm- 
ers Grain & Shipping Company. 
Val. Dkt. No. 53—In re supplemental tentative valuation of the prop- 
erty of Brandon, Devils Lake & Southern Railway Co. ‘ 
Val Dkt. No. 82—In re tentative valuation of the property of Mon- 
tana Western Railway Co. 
Val. Dkt. No. 201—In re tentative valuation of the property of Min- 
neapolis Western Railway Co. 
Val. Dkt. No. 213—In re tentative: valuation of the property of 
Duluth Terminal Railway Co. 
Val. Dkt. No. 218—In re tentative valuation of the property of the 
Duluth and Superior Bridge Company. 
October 22—New Orleans, La.—Examiner Money. 
* 15806 (and Sub. No. 1)—Lehigh Portland Cement Co. vs. A. & R. 
R. R. Co. et al. 
* 15900 (and Sub. No. 1)—Security Cement & Lime Co. vs. A. & R. 
BR. KR. Co. et al. 
* 16988—Oklahoma Portland Cement Co. vs. A. & V. Ry. Co. et al. 
* 16845 (and Sub. No. 1 to 7 incl.)—Iola Cement Mills Traffic Assn. 
et al. vs. A. & V. Ry. Co. et al. 
Portions Fourth Section Application Nos. 462, 637 and 12050 filed 
by F. A. Leland.—In re rates on cement. (Further hearing.) 


October 22—Harrisburg, Pa.—Pennsylvania Commission: 

‘ Finance No. 4687—In the matter of the joint application of the 
New York Central R. R. Co., lessee, and the Beech Creek R. R. 
Co., lessee, for a certificate of public convenience and necessity 
authorizing the abandonment of a line of railroad in Clearfield 
county, Pa. 

October 22—Meridian, Miss.—Examiner Konigsberg: 

‘ 17350—Planters Oil Mill vs. Y. & M. V. R. R. Co. et al. 


October 22—Chicago, Ill.—Examiner Jewell: 
17164—Atmore Product Co. vs. M. S., B. & P. Ry. et al. 

October 22—Dallas, Texas.—Examiner Cheseldine: 
16997—Boren-Stewart Co. vs. G. C. & S. F. Ry. et al. 


October 22—St. Louis, Mo.—Examiner Stough: 
17268—Bernstein-Nehmen & Co. vs. G. C. & S. F. Ry. et al. 


October 22—New York, N. Y.—Examiner Berry: 
17260—The Bertha Mineral Co. vs. B. & O. R. R. et al. 
17267—Asbestos Wood & Shingle Co. et al. vs. B. & M. R. R. et al. 


Cctober 22—Lansing, Mich.—Public Utilities Commission of Mich.: 
Finance No. 4723—In the matter of the joint application of the 
Grand Rapids & Indiana Ry. Co. and the Penn. R. R. Co., lessee, 
for authority to abandon the Jennings Branch and that part of the 
Missaukee Branch between Veneer Junction and Michelson, Mich. 

October 22—Washington, D. C.—Examiner Johnston: 

' Valuation No. 529—In re tentative valuation of the property of the 
Pittsburgh, Lisbon & Western R. R. Co. 

October 23—Washington, D. C.—Examiner Marchand: 

* Valuation No. 199—In re tentative valuation of the property of the 
Greenwich & Johnsonville Ry. Co. 

* Valuation No. 296—In re tentative valuation of the Cooperstown & 
Charlotte Valley R. R. Co. and the Cooperstown & Susquehanna 
Valley R. R. Co. 

* Valuation No. 328—In re tentative valuation of the properties of 
the Delaware & Hudson Co., the Albany & Susquehanna R. R. 
Co., the Rensselaer & Saratoga R. R. Co., Albany & Vermont R. R. 
Co., Rutland & Whithall R. R. Co., Saratoga & Schenectady R. R. 
Co., Northern Coal & Iron Co., the Ticonderoga R. R. Co., the 
Chateaugay & Lake Placid Ry. Co. and the Plattsburg & Danne- 
mora R. R. f 

* Valuation No. 331—In re tentative valuation of the property ° 
Wilkes-Barre Connecting R. R. Co. 
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These bricks repre- 
sent the ratio between 
actual paving brick 
shipments and poten- 
tial shipments. 


71 widely-scattered brick 
plants will contribute 
the increased volume of 


“the ideal freight’. 


Alton Brick  aaneund 
Alton, Ill 

Binghamton Brick Company 
Binghamton, N.Y. 

Central Clay Products Co. 

(Saeeates MACK Paving Brick) 

Wilkes-Barre, Pa. 

Cleveland Brick & Clay Company 
Cleveland , Ohio 

Clydesdale Brick & Stone Co. 
Pittsburgh, Pa 

Coffeyville Vitrified Brick& Tile Co. 
Coffeyville, Kans. 

Collinwood Shale te Company 
Cleveland, Ohi 

Francis Vitric Sitch Company 
Boynton, Okla. 

Georgia Vitrified Brick & Clay Co. 
Augusta, Ga. 

Globe Brick Company 
East Liverpool, Ohio 

Hisylvania Coal Co. 
Columbus, Ohio 

Hocking Valley Brick Company 
Columbus, Ohio 

Independence Paving Brick Co. 
Independence, Kans. 

Metropolis Paving Brick Co. 
Pittsburg, Kansas 

Metropolitan Paving Brick Co. 
Canton, Ohio 

Mineral Wells Brick Co. 
Mineral Wells, Texas 
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—all types of cars—no damage 
claims—that’s part of why pav- 
ing brick is profitable freight. 


\ 


iden the Circles 


Widen the circles in which 
vitrified brick pavements can be 
economically laid, and you will 
automatically increase both the 
car-loadings and the ton-miles of 
vitrified brick as portrayed in 
the chart above. 


This increase can be yours at 
any time. 





THE IDEAL FREIGHT 


865 


Moberly Paving Brick Company 
Moberly, Mo. 


Murphysboro Paving Brick Co. 
Murphysboro, Ill. 

Nelsonville Brick Co. 
Nelsonville, Ohio 


Peebles Pavin: m ak Company 
Portsmou 


Purington Pavin; wlll Company 
Galesburg, lit 


Southern Clay Mfg. Company 
Chattanooga, Tenn. 

Springfield ens Brick Company 
Springfield, Ill. 

Sterling Brick Company 

lean, N. Y. 

Streator Clay Mfg. Company 
Streator, Ill. 

Thornton Fire Brick Co. 
Clarksburg, W. Va. 


Thurber Brick Company 
Ft. Worth, Texas 


Toronto Fire Clay Company 
Toronto, Ohio 


Trinidad Brick & ‘sane Company 
Trinidad, Colo 


Veedersburg ae Company 
Veedersburg, Ind. 


Western Shale Products Company 
Fort Scott, Kans. 


Westport Pa 


Brick Company 
Baltimore, ; 








VITRIFIED BRICK PAVEMENTS OUTLAST THE BONDS 


MASIOWNAL PAVING 





BRICK MANUFACTURERS ASSOCIATION, ENGINEERS BLDG., 


CLEVELAND, OHIG9 
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October 23—Grand Rapids, Mich.—Examiner Kettler: 
17069—The Tanglefoot Co. vs. N. Y. C. R. R. et al. 
3—St. Louis, Mo.—-Examiner Stough: 
Octee at. Louis-San Francisco Ry. Co., vs. Northern Alabama Ry. 
Co. et al. (Further hearing.) 
* Fourth Section Application No. 12713, et al. 
tober 23—Washington, D. C.—Examiner Hill: 
aay ‘s. No. 2514--Apples from Virginia points to Eastern destina- 
tions. 
October 23—Fargo, N. D.—Examiner Fleming: 
17304—International Oil Company et al. vs. Abilene & Southern Ry. 
Co. et al. 
October 23—Laurel, Miss.—Examiner Konigsberg: 
17224— Wausau Southern Lumber Co. vs. A. G. S. R. R. Co. et al. 
17298—Wausau Southern Lumber Co. vs. Alabama Great Southern 
R. R. Co. et al. 
October 23—Chicago, Ill.—Examiner Jewell: 
17104—Armour & Co. et al. vs. vs. C. & N. W. Ry. et al. 
October 23—New York, N. Y.—Examiner Berry: 
17326—Clifton Paper Mills vs. N. Y. S. & W. R. R. Co. et al. 
October 23—Dallas, Texas.—Examiner Cheseldine: 
17230 ¢and Sub. No. 1)—Sames, Moore &.Co. et al. vs. D. & P. S. 
Ry. Co. et al. 
October 23—Washington, D. C.—Examiner Boyden: 
Valuation No. 420—In re tentative valuation of the property of The 
Cumberland & Manchester R. R. Co. (Further hearing.) 
October 23—Visalia, Calif.—Examiner Hoover: 
17294—The Lemon-Cove-Woodlake Growers & Shippers Association 
vs. Santa Fe et al. 
October 24—Jackson, Miss.—Examiner Konigsberg: 


17240—Jackson Traffic Bureau, for J. L. Fetterman Lumber Co. vs. 
Ill, Cent. R. R. et al. 


17219—Chess-Wymond Co. of La. et al. vs. A. & V. Ry. et al. 
October 24—Dallas, Texas.—Examiner Cheseldine: 
17354—John Deere Plow Co. vs. St. L.-S. F. Ry. Co. et al. 
October 24—New York, N. Y.—Examiner Berry. 
17161—Interstate Corrugated Box Co., Inc., et al. vs. C. R. R. of 
N. J. et al. 
October 24—Argument at Washington, D. C.: 
1. & S. No. 1885 and 1938—Brick and clay products from, to, and 
between points in Southern Territory (1 and 2). 
Supplemental Fourth-Section Order No. 8895—Brick and clay prod- 
ucts from, to, and between points in Southern Territory. 
October 26—Grand Rapids, Mich—Examiner Kettler: 
1. & S. No. 2480—Lumber, Sault Ste. Marie, Mich., to Chicago, IIl., 
and Milwaukee, Wis. 
October 26—Washington, D. C.—Examiner Roberts: 
* Valuation No. 548—In retentative valuation of the property of the 
Gulf & Sabine River R. R. Co. 
October 26—San Francisco, Calif.—Examiner Howell: 
* 1. & S. No. 2503—Lumber and related articles from South Pacitic 
Coast states to Eastern Canada. 
October 26—Washington, D. C.—Examiner Law: 
Finance No. 3756—Excess income of the Gulf & Sabine River Rail- 
road Company. 
October 26—Fargo, N. D.—Examiner Fleming: 
16999—Commercial Club of Fargo, N. D., et al. vs. Santa Fe et al. 


October 26—New York, N. Y.—Examiner Berry: 
17194—-Robert Blank vs. C. R. R. of N. J. et al. 
17211—United Paperboard Co., Inc., vs. Southern Ry. et al. 


October 26—Dallas, Texas.—Examiner Cheseldine: 
17242—Lone Star Gas Co. et al. vs. Santa Fe et al. ° 
Portions Fourth Section Application Nos. 700 and 702, issued by 
Agent Leland, and Leland jointly with Agent J. F. Tucker. 


October 26—Jackson, Miss.—Examiner Konigsberg: 


1. & S. No. 2511—Transit on grain and grain ‘products at A. & V. 
Ry. stations. 


17261—Tallulah Cotton Oil 
Co. et al. 
October 26—Chicago, Ill_—Examiner Jewell: 


17210—Hyman-Michaels Co. vs. A. C. L. R. R. Co. et al. 
* 17296—Hyman-Michaels Co. vs. Director General, as Agent, C. C. C. 
& St. L. Ry., et al 


October 26—Washington, D. C.—Examiner Kelley: 
' Valuation No, 350—In r ; 


e tentative luati 
Elkton & Guthrie R' Rowe valuation of the property of the 


* Valuation No. 405—In re tentativ 
Glasgow Ry. Co. 


* Valuation No. 456—In re tentative valuati f 
Lsunioce on of the properties of the 


' Valuation No. 463—In re tentative v 
Tennessee Western Ry. Co. 
October 26—Washington, D. C.—Examiner Hill: 
14012—Sewell Valley R. R. vs. C. & O. Ry. 
17014—Greenbrier & Eastern R. R. Co. vs. C. & O. Ry. Co. et al. 
October 26—Washington, D. C.—Assistant Director Burnside: 


Finance No. Excess income of the Dayton Goose Creek 
Railway Company. (Further hearing.). 7 ‘ _ 


October 26—Washington, D. C.—Examiner Woodrow: 

Valuation No. 236—In re tentative valuation of the property of the 
Baltimore, Chesapeake & Atlantic Ry. Co. (Further hearing.) 
October 27—Jackson, Miss.—Examiner Konigsberg: 
1. & S. No. 2517—Warehousing of cotton at Mississippi Valley points. 

October 27—Fargo, N. D.—Examiner Fleming: 
i. a 2 ane Clubs of Fargo, N. D., et al. vs. Great Northern 
Q al. 


16956 and Sub No. 1—The Grand Forks Commercial Club. vs. Great 
Northern Ry. Co. et al. 

October 27—New York, N. Y.—Examiner Berry: 

17. omerville Iron Works et al. vs. C. R. R. of N. J. et al. 
October 27—Chicago, Ill.—Examiner Jewell: 

17316—Consolidated Paper Co. vs. N. Y. C. R. R. Co. 
October 27—San Francisco, Calif.—Examiner Howell: 

17227—The Stuart S. Smith Co. vs. Santa Fe et al. 

17118—Albers Bros. Milling Co. vs. Southern Pacific Co. et al. 
October 27—Washington, D. C,—Examiner Marchand: 


Valuation No. 202—In re tentative valuation of the property of 
Chicago & Eastern Illinois Railroad. 


Co., J. V. Wright, Lessee, vs. A. & V. Ry. 


e valuation of the property of the 


aluation of the property of the 
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October 27—Argument at Washington, D. C.: 
16508—French Battery & Carbon Co. vs. Chicago & North Western 
Ry. Co. et al. 
October 28—Washington, D. C.—Examiner Turner: 
Finance No. 3778—Excess Income of the Jonesboro, Lake City & 
Eastern R. R. Co. 
October 28—Chicago, Ill—Examiner Jewell: 
17310—George A. Horrnel & Co. vs. C. M. & St. P. Ry. Co. et al. 
October 28—San Francisco, Cal.—Examiner Howell: 


17143—Pacific States Butter, Egg, Cheese and Poultry Assn. vg 
Southern Pacific Co. et al. 


Fourth Section Application No. 11428. 
October 28—St. Joseph, Mo.—Examiner Stough: : 
17071—Hunt Brothers Fruit Co. et al. vs. A. & W. Ry. Co. et al 
October 28—Shreveport, La.—Examiner Konigsberg: 
17221—Louisiana Oil Refining Co. vs. St. L. S. W. Ry. Co. 
October 28—Kalamazoo, Mich.—Examiner Kettler: 
17128—Taylor Produce Co. et al. vs. A. C. L. R. R. et al. 
Portions Fourth Section Application No. 703 filed by A. C. L. R. R, 
* 1. & S. No. 2521—Potatoes from Southeastern and Carolina Terri- 
tories to Northern and Western points. 
October 28—Argument at Washington, D. C.: 
15722—American Graphite Co. vs. D. & H. Co. et al. 
sa 97 laneaaanel Bedford Copper Co. vs. N. Y. N. H. & H. R. R, 


et al. 
15876—The Columbia Steel Co. et al, vs. B. & O. R. R. et al. 
14663—The Columbia Steel Co. vs. B. & O. R. R. et al. 
October 29—New York, N. Y.—Examiner Berry. 


bt tg ey _ No. 1)—American Linseed Co. vs. N. Y. S. & W. 
~ ee a 


* 13229—Spencer Kellogg & Sons, Inc., vs. D. L. & W. R. R. et al. 
* 14829—American Linseed Co. vs. Erie R. R. Co. (Further hearing.) 
October 29—Chicago, Ill.—Examiner Jewell: 
17258—-The Hanna Furnace Co. vs. Ann Arbor R. R. Co. et al. 
October 29—Argument at Washington, D. C.: 
15414—Marcellus & Otisco Co. vs. N. Y. C. R. R. 
15498—General Refractories Co. vs. E. J. & E. Ry. 
15850—Colgate & Co. vs. Penn. R. R. et al. 
15994—-Colgate & Co. vs. N. Y. C. R. R. et al. 
October 30—Houston, Texas—Examiner Cheseldine: 


* 1. & S. No. 2269, Commodity rates.from Texas and other southwest- 
ern states. 


* 15989—Mountain Valley Springs Co. vs. C. R. I. & P. Ry. et al. 
* 1. & S. No. 2240 (and supplemental orders 1 to 8, inclusive)—Com- 
modity rates in Southwestern Territory. 
October 30—Chicago, Ill.—Examiner Jewell: 
14234—Parlor Frame Manufacturers’ Assn. vs. A, A. R. R. Co. et al. 
October 30—Memphis, Tenn.—Examiner Konigsberg: 
17366—American Grain & Hay Co. et al. vs. Ill. Cent. R. R. Co. et al. 
October 30—Galesburg, lll.—Examiner Kettler: 
17110—George Adam Schneider vs. C. B. & Q. R. R. et al. 
17321—Illinois Electric Porcelain Co. vs. Santa Fe et al. : 
October 30-31—Argument at Washington, D. C.: 
15511—Board of Trade of the City of Chicago vs. Santa Fe et al. 
October 31—Chicago, Ill.—Examiner Jewell: 
* 10255—J. D. Hollingshead Co. vs. Director-General, as agent, A. & 
St. L. R. R. et al. 
October 31—Memphis, Tenn.—Examiner Konigsberg: 
* 17353—Orgill Brothers and Company vs. C. R. Il. & P. Ry. et al. 
October 3i1—Jacksonville, Fla.—Examiner Hillyer: 
* 17262—J. Nooney & Co., Inc., vs. Penn. R. R., et al. Portion 
Fourth Section Application No. 1780, filed by C. C. McCain—in 
re rates on Potatoes from N. Y. P. & N. R. R. Stations, etc. 


October 31—Hastings, Neb.—Examiner Stough: 


—— D. Hawkins & Earl C. Chitwood vs. C. B. & Q. R. R. 
et al. 


November 2—Washington, D. C.—Examiner Brown: 

* Finance No. 4818—Application of C. & O. Ry. Co. for a certificate 
of public convenience and necessity authorizing the construction 
of (1) an extension of its line of railroad from a point at or near 
Gilbert, Mingo County, to a point at or near Mullens, Wyoming 
County, West Virginia; and (2) an extension of its line of rail- 
road from a point at or near Stone Coal, Raleigh County, to a 
point at or near Mullens, Wyoming County, W. Va. 


November 2—Memphis, Tenn.—Examiner Konigsberg: 
*.Fourth Section Application No. 464 et al. 


November 2—Jacksonville, Fla.—Examiner Hillyer: 
* 17269—Jacksonville Traffic Bureau vs. A. C. L. R. R. et al. 
November 2—Bismarck, N. D.—Examiner Fleming: 
1. & S. No. 1953—Lignite coal from North Dakota to stations in 
North Dakota, South Dakota and Minnesota. (Further hearing.) 
November 2—Chicago, Ill.—Examiner Jewell: 
171 9—Tomkins-Summer Co. vs. B. & O. R. R. Co. et al. 
November 2—Los Angeles, Calif.—Examiner Howell: 
16797—C. M. Brown vs. C. R. L & P. Ry. et al. 
17020—American Fruit Growers, Inc., of Calif., et al. vs. Southern 
Pacific Co. et al. 
Fourth Section Application No. 11428, filed by J. E. Fairbanks— 
® In re charges for refrigeration of shipment of cantaloupes, etc. 
November 2—Washington D. C.—Examiner Quimby: 
Val. Dkt. No. 498—In re tentative valuation of the property of the 
Cambria and Indiana Railroad Company. 
November 2—New York, N. Y.—Examiner Berry: 


* 17259—Taunton-New York Bedford Copper Co. vs. N. Y. N. H. & H. 
R. R. Co. et al. 


* 17293—Federated Metals Corp. vs. Penn. R. R. Co. et al. 
November 3—Decatur, Ill—Examiner Kettler: 
1. & S. No. 2502—Grain products from Chicago, Joliet, Lockport and 
Peoria, Ill., to Arkansas points. 
November 3—Montgomery, Ala.—Alabama Public Service Commission: 
Finance No. 4776—Application Meridian & Bigbee River Ry. Co. for 
authority to construct a line of railroad from Meridian, Miss., to 
Myrtlewood, Ala, 
November 3—Washington, D. C.—Examiner Folsom: 
* Valuation No. 489—In re tentative valuation of the property of the 
Houston Belt & Terminal Ry. Co. 
November 4—Orlando, Fla.—Examiner Hillyer: do 


* 16939—Railroad Commissioners of the State of Florida vs. A. & RB. 
R. R. et al. 
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It shows the points reached in 
CENTRAL ELECTRIC RAILWAY ASSOCIATION Territory 


USE THE FREIGHT SERVICE PROVIDED BY 


THE Toe RAILWAYS 


IT IS QUICK AND DEPENDABLE 


For particulars write 


Central Electric Traffic Association — 


L. E, EARLYWINE, Chairman INDIANAPOLIS, INDIANA 


LOOK AT THIS MAP 
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November 4—Elmira, N. Y.—Examiner Berry: 
17313—Frank P. Case & Sons, Troy, Pa., and Elwin Allen, Canton, 
Pa., vs. Penn. R. R. Co. 
November 4—Orange, Texas—Examiner Cheseldine: 
. & S. No. 2494—Oil, petroleum and its products from Louisiana to 
Texas. 
November 4—Omaha, Neb.—Examiner Stough: 
17271—John Deere Plow Co. vs. Director General, as Agent 
17344—M. C. Peters Mill Co. vs. James C. Davis, Director General 
of Railroads, as Agent. 
November 4—Los Angeles, Calif.—Examiner Howell: 
17082—California Farm Bureau Federation et al., vs. Southern Pa- 
cific Co. et al. 
November 4—Argument at Washington, D. 


C.: 
* 1. & S. No. 2447—Iron and steel articles in Official Classification 
territory. 


* 1. & S. No. 2456—Definition of Tank Cars in the Consolidated Classi- 
fication. 

November 4—Los Angeles, Calif.—Examiner Howell. 

* 16526—Pacific Coast Vegetable Growers’ & Shippers’ Transportation 
Committee et al. vs. Southern Pacific Co. et al. 

November 5—Argument at Washington, D. C.: 


* 1. & S. No. 2444—Cheese from Iowa, Minnesota and Wisconsin to 
Illinois and Wisconsin. 


* 16314—Northern Potato Traffic Assn. vs. B. & O. R. R. Co. et al. 
November 5—Mt. Vernon, Ind.—Examiner Kettler: 
1. & S. No. 2498—Grain and grain products, Mt. Vernon, Ind., to 
Ohio River crossings. 
November 5—Washington, D. C.—Examiner Kelley: 
‘ Valuation No. 355—In re tentative valuation of the property of the 
International & Great Northern Ry. Co. 
Valuation No. 418—In re tentative valuation of the property of 
the Austin Dam & Suburban Ry. Co. 
November 5—Omaha, Neb.—Examiner Stough: 
17222—-Omaha Grain Exchange vs. C. B. & Q. R. R. et al. 
we? 6—Argument at Washington, B.S. 


. & S. No. 2380—Export rates on wheat and its products, Montana 
to North Pacific Coast ports. 


* 14572—Board of Railroad Commissioners of the State of Montana 
vs. B. A. & P. Ry. Co. et al. 

* 16646—Nelson Steamship Co. vs. B. A. & P. Ry. et al. 

November 6—Chicago, Ill—Examiner Jewell: 

* 17205—A. M. Blongren, Trading as the Blomgren Coal Co., not 
incorporated, et al. vs. C. & N. W. Ry. et al. 

November 6—Syracuse, N. en a Berry: 

16555—C. L. Amos Coal Co. vs. L. V. R. R. Co. et al. 

os er ya 6—Portland, Ore.—Examiner deel 
- & S. No. 2495—Lumber, carloads, from Burlington, Ore., 
fornia, Nevada and Pacific Coast territory. 


November 7—Hope, Ark.—Examiner Cheseldine: 
17302—Hope Fertilizer Co. vs. Ark. Western Ry. Co. et al. 


to Cali- 
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November 7—Indianapolis, Ind.—Examiner Kettler: 
17287—American Window Glass Co. vs. Santa Fe et al. 

November 9—Washington, D. C.—Examiner Law: 

* Finance No. 3718—Excess Income of the Eldorado & Wesson Ry. Co, 

November 9—Washinegton, D. C.—Examiner Turner. ’ 

* Finance No. 3929—Excess Income of the Sioux City Terminal Ry. Co, 

November 9—San Diego, Calif.—Examiner Howell: 
15710—The Spreckles Savage Tire Co. vs. Santa Fe et al. 

November 9—Portland, Ore.—Examiner Fleming: 
17331—Pacific Coast Cone Co. et al. vs. Santa Fe et al. 

November 9—Washington, D. C.—Examiner Kephart: 

' Valuation No. 235—In re tentative valuation of the properties of the 
Virginian Ry. Co. and the Virginian Terminal Ry. Co. (Further 
hearing.) 

November 9—Chicago, Ill._—Examiner Jewell: 
17208—Oklahoma Sash & Door Co. et al. vs. Santa Fe et al. 
—_—o- Co. et al. vs. Abilene & Southern Ry, 

o. et al. 
17170—American Tar Products Co. et al. vs. Santa Fe et al. 
17123—Benson Brothers Lumber Co. et al. vs. Santa Fe et al. 
17360—The B. F. Nelson Mfg. Co. et al. vs. A. & W. Ry. Co. et al, 
17328—Certain-teed Products Corp. vs. A. & W. Ry. Co. et al. 

November 9—Little Rock, Ark.—Examiner Cheseldine: 


17371—Little Rock Chamber of Commerce et al. vs. Ark. & La. Mo, 
Ry. Co. et al. 


November 9—Mason City, Ia.—Examiner Stough: 
17241—Jacob E. Decker & Sons vs. C. & N. W. Ry. Co. 

November 9—Indianapolis, Ind.—Examiner Kettler: 
17274—Como Chemical Co. vs. A. T. & S. F. Ry. et al. 

November 10—Indianapolis, Ind.—Examiner Kettler: ; 
17290—The Indianapolis Board of Trade vs. C. I. & L. Ry. Co. 
17291—The Indianapolis Board of Trade vs. B. & O. R. R. Co. et al, 

November 10—Washington, D. C.—Examiner Woodrow: 

' Valuation No. 526—In re tentative valuation of the property of the 

Missouri & Illinois Bridge & Belt R. R. Co. 

November 11—Memphis, Tenn.—Examiner Cheseldine: 

* 1. & S. No. 2269—Commodity rates from Texas and other south- 

western states. 

* 15989—-Mountain Valley Springs Co. vs. C. R. I. & P. Ry. et al. 

* 1. & S. No. 2240 (and supplemental orders 1 to 8, inclusive)—Com- 

modity rates in southwestern territory. 

November 11—Argument at Washington, D. C.: 

* 5504—The Cotton Manufacturers’ Assn. of S. Cc. v4. ¢. Cc. & O. Ry, 

Director-General, as agent, et al. 

* 1. & S. 2276—(and Sups. 1 and 2 inclusive)—Furniture from Southern 

points to Trunk Line and New England territories. 

* Portions of Fourth Section Applications No. 458, 1952 and 3912. 

* 13934—Standard Furniture Co. vs. N. C. & St. L. Ry. et al. 

November 12—Argument at Washington, D. C.: 

* 12969—Divisions received by the Brimestone Railroad & Canal Co. 

* 14709—Ayrshire Coal Co. vs. Southern Ry. Co. 

* 14857—J. Wooley Coal Co. et al. vs. Southern Ry. Co. 


“TRAFFIC SERVICE” 


Interstate Commerce Cases 
Rate Compilations 

Traffic Statistics 

ICC Reports Furnished 


Advisory Service on ICC Procedure 
and the Law of Carriers 

Rate Quotations 

Tariff Interpretations 


Loss and Damage Claims 
Overcharge Claims 
Freight Bills Audited 
Routings 


INTERSTATE TRAFFIC COMPANY 


TRAFFIC MANAGERS 
319-320 TRANSPORTATION BUILDING 


J. M. SMITH, Manager 


Washington, D. C. 


DIRECTORY OF TRAFFIC MANAGERS, TRAFFIC 
AND COMMERCE EXPERTS AND SPECIALISTS 


AMERICAN FREIGHT BUREAU 


160 Nassau Street New York, N. Y. 
Established 16 Years 


You can reach Traffic World 


readers each week 
Through the use of an advertise- 
ment in this space at the small 
expense of about one-fortieth of 
a cent per subscriber. 


Customs Brokers 


Box 172, 


CHARLES E. BELL 


TRAFFIC ANALYST 
TRAFFIC ANALYSES 
RATE SURVEYS 
RATE COMPARISONS 
RAILWAY STATISTICS 
EXHIBITS PREPARED 


630-632 Transportation Bldg.. Washington, D. C. Oakland, Calif. 


CAMPHUIS & COMPANY, Inc. 


Write us for a copy of our revised 
“SHIPPING INSTRUCTIONS” 
to Mexico via the Texas Border Ports 


BISHOP & BAHLER 


TRAFFIC MANAGERS 


All Traffic and Transportation Matters 
Interstate Commerce and State Commission Cases 


E. W. HOLLINGSWORTH 
Commerce Attorney 
319 Fourteenth Street 369 Pine Street 
San Francisco, Calif. 


YOUR ANNOUNCEMENT 
in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 


Forwarding Agents 


LAREDO, TEXAS 
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TO THE SHIPPER 


\ i & 


— Oc 


If you appreciate 


Dependability—-Speed—-Prompt Delivery— 
Careful Handling 


of Your Consignments in 


CENTRAL ELECTRIC RAILWAY TERRITORY 


Address 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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” DELAWARE & HUDSON 


Offers a Highly Developed Service 
for the Dependable Movement of Freight Between 
The New England States and the South and West—Eastern Canada and 


all points South. Close affiliation with the lines listed below makes this an 
ideal route for the rapid movement of shipments throughout this section. 


871 













Canadian Pacific Railway............ Pennsylvania ......... 
Canadian National el Te etaiecan le via Rouses Point, N. Y. Lehigh Valley......... } via Wilkes-Barre, Pa. 
Se bata news » a a - 
ston REE so Se via Mechanicville, N. Y. kc ons as ia Binghamton, 
Boston & Albany .................. via Albany, N. Y. Lackawanna.......... EF 
Lehigh Valley......... via Owego, N. Y. 


And Their Connections 










DELAWARE & HUDSON SUPER-POWER ENGINES 
These powerful-locomotives are equipped with the Bethlehem Auxillary Locomotive 
which adds approximately 25 per cent to the hauling power. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency nearest 
you will keep you advised of the progress of your urgent carload shipments if requested to do se. 


DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 


ALBANY, N. Y.—Telephone Main 3380 —a 


N. Y.—Telephone 1500 
J. E. Colket, Milk Agent, 




















A. W. "Ackley, Division Freight Agent, 
D & H Building 191 Main Street 
Cc. . Beck, General Eastern Freight Agent, PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
D & H Building W. H. Chase, General Southern Freight Agent, 
ATLANTA, GA.—Telephone Walnut 5464 1109-10 Finance Building, 
Mente Fee oe Commercial Agent, 1420-26 South Penn Square 
ealey Building PITTSBURGH, PA.—Tel 
BOSTON, MASS.—Telephone Main 1323 . tina 
. H. Wheeler, New England Freight Agent, 513-514 Bessemer Building 
— Chamber of Commerce Building H. A. DIETZ, General Traveling Coal Agent, 
BUFFALO, N. Y.—Telephone Seneca 853 513-514 Bessemer Buildin 
H. ¥, — so m PLATTSBURG, N. Y. —Telephone 698 
mer pave ms E. H. Dew, Division Freight Agent, 
CHICAGO, ILL—Telephone Wabash 8994 101 Bridge Street 
a nders, Jr., General Agen 
an bus ‘Transportation Building. wee Toy yh — hal 
MONTREAL QUE Telephone Mat 063s D & H Passenger Btation 
—Telephone Main 
Jamey Fitsimens, General Canadien Freight Agent, ST. LOUIB, MOW—Telephone lie 166 
ames 7 
NEW YORK, ty ) 5648 and 5649 ener, ao tthe a 
meral Agen‘ 
ee Weolworth Building, F. J. Ferster, Division Freight Agent, 
233 Broadway Union Station 






W. G. Story, General Freight Agent, Albany, N. Y 


C. E. Rolfe, Assistant General Traffic, Manager, Albany, N. Y. 
+e F. W. Nyland, Coal Freight Agent, Albany, N.’Y. 6 
L. ¥r. Perry, Assistant te General Traffic Manager, Albany, N. Y. 
WwW. J. MULLIN, J. T. LOREE, 
a* General Traffic Manager Vice-President and General Mer. 99 
ALBANY, N. Y. 
ROUTE OF 







SHORTEST—QUICKEST—BEST PASSENGER ROUTE 


ROUTE OF BETWEEN NEW YORK AND MONTREAL 
THE MONTREAL LIMITED 


THE MONTREAL LIMITED 
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PORT OF SEATTLE 
SEATTLE 


Nearest and Fastest 


Route 
To the Orient 


Six Transcontinental Railroads 
Seventy-one Steamship Lines 


Regular Service to All Principal Ports of the World 


Seven modern Public Terminals 


Berthing space seventeen thousand lineal feet 


For information address 


Port of Seattle, ‘tm: Seattle, Washington 
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EDMONTONg 


om SASKATOON 


VANCOUVER 


S THIEF RIVER FALLS 
“PORTLAND pre 


MACKINAW 
city 


“MENOMINEE 


PAUL 


FREIGHT SERVICE \— 


CHICAGO 


Between 


All Points in the East and South 
oS (i and 
oR | Northwest, Western Canada 


North Pacific Coast _ : 


P 
ee ei 
oe Abe 

. SF ae 

ou 





To avoid delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN TRIPLI-« 
CATE. This document must be delivered railroad agpat at initial point with the shipment and 
accompany same to Canadian port of entry. 


Central Pitts , Pa., 2041 Oliver Bldg. 
O roquols Bid AGENCIES Portland, Ore., 3rd and Pine Sts. 
a 


Burtals ey “09 41 
» & fe. = 
Chicago, > Stan Trust B 3 * So. Spring St. St. Louis, Mo., 2050 Railway Exch. Bldg. 
~~ a Rookery Bldg. io a _ =~ Porter Bl St. Paul, Minn., 1112 Merchants Nat’l Bank Bldg. 
Chippewa Falls, Wis. Milwaukee, Wis., 68 Wisconsin 8t. San Francisco, Cal., 675 Market St. 
Cleveland ° 915 Uni “Trust Bldg. Minneapolis, Mi weg Lin a Sth St Seattion Wash $08 2nd Ave 
eve ls» on ° a) 4 nn., e ° - 5 - = 
Detroit, Mich., 311 Transportation Bldg. “en and Marquette Ave. Bpokane, Wash., 1006 Old Nat’l Bank Bldg. 
Duluth, Minn., 320 West Superior St. Neenah, Wis. Superior, Wis. 
—— Rapids, me a eS 4 Now York, * xu Woctwor pide. Fae Wash., 1113 Pacific Ave. 
anapolis, ind., e a) maha, Neb., . Oo. W. x > 4 
Kansas City, Mo., 788 Railway Ex. Bldg. Philadelphia, Pa., Cross Bldg., Locust St. at 15th. Winnipeg, Man., 603-604 Lombard Bldg. 


Our Freight House Terminals at DULUTH are Joint With Duluth, Missabe and Northern Ry. 


OUTE YOUR FREIGHT---CARE SOO LINE 








TRAFFIC 














WORLD 








Mechanical Handling, Ship to Warehouse, at Norfolk Municipal Terminal 


Quicker Cargo Movement-— 


Speed in the movement Of foreign trade tonnage 
is always an important consideration to the 
shipper, and in most cases it is absolutely vital. 


Appreciating this urgency for quick movement 
of cargo, the Norfolk Port Commission; and the 
other port agencies at Norfolk, with the full 
co-operation of the port’s railroad and steamship 
lines, have for several years devoted themselves 
to perfecting the machinery for quickest pos- 
sible movement of tonnage, at a minimum cost. 


Quicker turnaround for ships—shorter storage 
time—freedom from embargoes—most modern 


cargo handling devices—ample pier and ware- 
house facilities—extensive railway terminals— 
these, and many other factors, have been 
brought to a higher degree of usefulness to the 
shipper with each succeeding year. 


Eight trunk line railroads, and about fifty 
steamship lines operating on dependable sched- 
ules to the principal world ports tell their own 
story of transportation efficiency. 


Test these facilities of the Port of Norfolk for 


the handling of your tonnage quickly, efficiently 
and cheaply. 


For information write 


NORFOLK PORT COMMISSION 


NORFOLK, VIRGINIA 


Ship Through the ‘‘Port of Quick Despatch and Economical Handling”’ 
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LACKAWANNA RAILROAD 


“"—EThrough Merchandise Service from all Greater New York and 
New Jersey Stations to Principal Distributing Centers Enumerated Below 


Loaded into Through Cars and Dispatched from New York Transfer Without Delay 


TO FROM 
Second Morning ¢% Ampere 
” ” Jp Athenia 
Bloomfield 
Boonton 
Delawanna 
Harrison 
Hoboken City 
Hoboken Shore Railroad 
Jersey City 
Lyndhurst 
Newark 
Orange 
Passaic 
Paterson 
Watsessing 
And other New Jersey points 


35th St. 
Harlem Transfer 


* Binghamton 
Buffalo 
Cedar Rapids Sixth 
Chicago Fourth 
Cincinnati ” 
Cleveland Third 
Columbus: Fourth 
Cortland Second 
Council Bluffs Seventh 
Decatur Fourth 
Denver Ninth 
Des Moines Sixth 
Detroit Third 
East St.Louis Fourth 
Elmira - Second 
Erie Third 
Fort Erie Second 
Fort Wayne Fourth 
Fostoria Third \ 
Grand Rapids Fourth Ni 
Indianapolis ” 


Corresponding Service 
given to shipments loaded 
to the platforms of connect- 
ing roads destined to points 
beyond those named herein. 


Similar service is effec- 
tive via Lackawanna from 
Philadelphia and _ other 
Reading Railroad points, 
also from points on the 
Central Railroad of New 





Ithaca 
Jackson 
Kansas City 
Los Angeles 
Louisville 
Memphis 
Milwaukee 
Minneapolis 
Muncie 
Nashville 
Omaha 


Second Afternoon 
Fourth Morning 
Sixth 

fourteenth 
Fourth 

Sixth 

Fifth 

Seventh 

Fourth 

Fifth 

Seventh 


Long Island City 


Brooklyn _ 
Eastern Dist. 


: erase Terminal 
NN et LN SeWallabout 
[Pier 3 


Jersey, via Scranton, Pa. 
Transfer; also from Boston 
via Boston & Maine-Dela- 
ware & Hudson and Bing- 
hamton, and via New York, 
New Haven & Hartford and 
Port Morris, N. J. 


Oswego Second Afternoon 
Peoria Fourth Morning 
Pittsburgh Third ” 
Port Huron ” ” 
Portland fourteenth » 
Rochester Second ” 
Saginaw Fourth ” 
Saint Louis ” ” 
Saint Paul Seventh 
SanFrancisco Fifteenth 
Seattle Fourteenth 
Scranton Second ” 
South Bend Fourth 
Syracuse Second ” 
Toledo Fourth 
Toronto Third ” 
Utica Second ” 


%-First Morning from New York Piers and Hoboken City: 


Daily passing reports in 
the possession of all Lacka- 
wanna Agents enable imme- 
diate and complete infor- 
mation to customers. 


Ss 
as 
eee ay St. 
aia a N.Y. Docks 


eR 

00 Ay 
‘= 

a 

25th St. 

peBush Docks 


Not Necessary to Designate Any Special Station, 
Pier or Train. 


Simply Route “LACKAWANNA” 


NEW YORK 
TRANSFER. 


The foregoing diagram has proved of ines- 
timable value to the Trade, showing as it does 
what the Lackawanna Railroad is doing in the 
way of assembling shipments into through 
cars for the destinations named. 


ments, facilitation of tracing; prompt turn- 
over of investment. 


If any other locality is interested in move- 
ment of 10,000 Ibs., or more, of merchandise 
per day from New York, Metropolitan District, 
the Lackawanna will consider inauguration of 
through merchandise car therefor. 


Advantages: Quick service, advance infor- 
mation to agents concerning location of ship- 


LACKAWANNA AGENCIES ST. PA 


BOSTON, 

8@ Federal Street 
BROOKLYN, 

32 Court Street 
BUFFALO, 

Lackawanna Terminal 
CHICAGO, 

111 West Jacksen Blvd. 
CINCINNATI, 

4th National Bank Bidg. 


CLEVELAND, 
308 Park Beilding 


DETROIT, 

ist National Bank Bldg. 
EASTON, PA. 

402 Northampten Street 
INDIANAPOLIS, 

410 Guaranty Building 
KANSAS CITY, 

Railway Exchange Bldg. 
MILWAUKEE, 

1316 Majestic Building 
MINNEAPOLIS, 

Metropelitan Life Bldg. 


NEWARK, 

786 Broad Street 
NEW HAVEN, 

39 Church Street 
NEW YORK CITY, 

302 Broadway 
PHILADELPHIA, 

1302 Finance Building 
PITTSBURGH, 

428 Park Building 
ST. LOUIS, 

112 North 4th Street 


UL, 

605 Pioneer Building 
823 Monadneck Bldg. 
SCRANTON, 

Lackawanna Station 
SEATTLE, 

1312 L. C. Smith Bldg. 
SYRACUSE, 

Lackawanna Statien 
TOLEDO, 

488 Nichelas Building 
TORONTO, 

1602 Royal Bank Bidg. 
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OUTHERN PACIFIC LINES 
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A Name to Conjure With 
te . . . . . . . 
& e ET aside by Congress in the war torn year of 1864 Capitan, a sheer granite cliff which rises 3,604 feet Q@ @ 
= & when private ownership threatened to commercialize and with the Three Graces forms the right pillar of the 
a 3 the charm and beauty of this region, Yosemite Valley famous Gates of Yosemite through which can be seen i 
e is now visited annually by tourists from over the entire the swaying, ever varied hued Bridal Veil Falls. Pass- Me = 
M4 = world and is recognized as California’s richest natural ing through El Capitan the visitor can find many miles ew >> 
5 a treasure. This great out 0’ door laboratory is not only of trail and road which lead through vales and woods we By 
g * the mecca of students of nature lore but is a center of alive with birds and colorful with flowers. a at 
CLOF recreation and inspiration of thousands of Americans ; . ' =e Bry 
a3 Sz who annually seek release from the turmoil of everyday The trails and roads lead to Glacier Point from where =e] Eon 
fia = oe existence. Daily throughout the year visitors arrive at one of the world’s finest views is obtained. From this + 
eS = El Portal to journey through the valley and along its Point one can look straight down 3,254 feet to the floor z 
3 | heights. of the Valley. And directly across the Valley, one can 
see the mountained skyline of America with peaks and 
® ® Nowhere in the world except in Mariposa Grove within domes stretching for hundreds of miles. All of the 
the Yosemite Valley can be seen the Sequoia Gigantea Sierra Nevada range is in view including a dozen peaks 
or Big Tree, which is the modern world’s only living more than 12,000 feet in height and two that are more 
. survival from prehistoric times. The grove is the largest than 13,000 feet. Colorful and forested valleys, many ® ® 
known of this specie of tree and contains trees in all domes typical of this glacial country, glistening water- an @ 
+ | stages of life—veterans that were contemporary with falls hundreds of feet high and foaming rivers are all af + 
= 3 Tut-Ankh-Amen before he was laid to rest at Luxor, included in this panorama at Glacier Point. To witness “4 ne 
5 | trees that were in their prime when Jesus Christ walked a sunset or sunrise from this point is to experience an = os 
aa 6s the earth. Grizzly Giant, oldest living thing in all the epochal moment. a> 4% 
<7 world and largest tree in the grove, is estimated up- 4 , s al «| 
a 3 wards of 4,000 years of age; its diameter through the Such is the country of the Yosemite where long ago Eo 
ze Zz°8 base is 29.6 feet and its lowest limb about 150 feet | Brete Hart, Mark Twain and John Muir spent seemingly 2 £0 
= = a above the ground is six feet in diameter. The tallest idle days only to find that this natural wonderland gave 3 a 
EQS tree in the grove, named Mark Twain, is 331 feet them a new enjoyment and hold on life. Visitors in the oe Or 
= 4 high. Valley may live there for a week or months, as they 3 
desire, finding comfort in simple camp tents or cottages s 
® ® Sky scraping as the height of these monarchs of time 


under the large trees, along stream or lake, or in one 
may seem, they are dwarfed when compared to El of the mountain hotels. 










® ® 

- Write, telegraph or 'phone a3 

te 3 ® *“General Agent, Southern Pacific Lines”’ @ Ez Pe 

s ® The Postman Knows Him > a= 

5 23 nF ¢@ 
<2 Be & F 
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